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In  March  1973,  the  staff  of  the  Committee  on  the  District  of  Colum- 
bia was  directed  by  Chairman  Charles  C.  Diggs,  Jr.  to  study  the  orga- 
nization and  operations  of  the  taxicab  industry  in  the  District  of 
Columbia.  This  study  was  assigned  pursuant  to  the  Committee's  re- 
sponsibility to  exercise  oversight  in  the  Federal  interest  regarding  the 
efficient  and  effective  operations  of  the  Government  of  the  District  of 
Columbia. 

Following  initial  staff  research  and  hearings  before  the  Subcommit- 
tee on  Revenue  and  Financial  Affairs  in  May  1973,1  the  Public  Service 
Commission  (PSC)  of  the  District  of  Columbia  was  directed  by  a 
provision  of  Public  Law  93-140  to  study  the  regulatory  organization, 
operations  and  fare  structure  of  the  D.C.  taxi  industry.  While  the 
intent  of  Congress  was  that  the  PSC  study  concentrate  equally  on  the 
development  of  an  efficient  regulatory  structure  to  assure  the  effective 
administration  of  the  industry  and  an  analysis  of  the  fare  structure, 
the  former  was  not  considered  in  the  PSC  contracted  study  submitted 
to  Congress  August  20,  1974.2 

The  Olson  study,  the  popular  designation  given  to  this  PSC  con- 
tracted effort,  is  a  detailed  survey  analysis  of  the  fare  determination 
views  of  Washington,  D.C.  residents,  users,  visitors,  cab  drivers,  and 
the  taxicab  industry  on  the  subject.  The  study  concluded  that  a 
majority  of  cab  drivers  and  cab  users  favored  the  zone  system  method 
of  fare  determination  over  the  meter  system,  generally  used  in  U.S. 
cities.  The  drivers  (58.6  percent)  thought  that  income  from  the  zone 
fare  system  was  "adequate",  while  users  (71.1  percent)  thought  the 
zone  system  kept  fares  low  when  compared  with  metered  rides  in  other 
U.S.  cities.  However,  the  number  of  variables  in  the  Olson  study 
makes  difficult  the  determination  of  conclusive  findings. 

Subsequent  to  indications  of  District  Committee  Chairman  Charles 
C.  Diggs,  Jr.  that  the  PSC  contracted  study  did  not  adequately  ad- 
dress the  mandated  parameters  of  the  study  outlined  in  Public  Law 
93-140,  the  Mayor-Commissioner  of  the  District  of  Columbia  estab- 
lished a  Taxicab  Service  Task  Force  which  reported  to  the  Mayor  in 
December  1974.3 

A  summary  of  major  recommendations  of  that  report  follows : 

For  improving  enforcement  of  taxicab  regulations  and  customer 
complaint  processing — 

The  responsibility  for  establishment  of  taxicab  service  standards 
and  their  enforcement  should  be  placed  in  one  government  body,  the 
Public  Service  Commission. 


1  U.S.  Congress.  House.  Committee  on  the  District  of  Columbia.  Authorization  of  Cer- 
tain Programs  and  Activities  of  the  Government  of  the  District  of  Columbia  (H.R.  7634). 
Hearings  before  the  Subcommittee  on  Revenue  and  Financial  Affairs,  May  17  and  22, 
1973  (93d  Congress,  1st  Session).  Washington,  D.C,  U.S.  Government  Printing  Office, 
1973.  167  pp. 

2  Olson,  Charles  E.,  Ph.D.  and  Philip  G.  Kuehl.  Ph.D.  The  Taxicab  Industry  of  Wash- 
ington, D.C.  :  Regulatory  Perspectives.  Prepared  for  the  Government  of  the  District  of 
Columbia.  Public  Service  Commission,  April  1974.  59  pp.  and  appendices. 

3  Report  of  The  Mayor's  Taxicab  Task  Force.  District  of  Columbia.  December  1974. 
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Violations  of  PSC  regulations  should  be  decriminalized  and  all  cita- 
tions for  regulations  violation,  and  all  complaints,  should  be  processed 
through  the  administrative  machinery,  not  through  the  courts  in  some 
instances  and  through  administrative  bodies  in  others. 

The  PSC  should  establish  a  civilian  investigative  force  to  insure 
greater  coverage  of  a  large  taxicab  industry.  The  Metropolitan  Police 
should  continue  present  enforcement  activity  as  a  supplement  to  PSC 
enforcement. 

Complaints  and  charges  of  violations  by  enforcement  officials 
should  be  heard  by  a  hearing  officer,  if  disposition  is  not  made  without 
a  hearing.  An  appeal  to  the  PSC  should  be  available,  with  mandatory 
referral  of  the  record  to  an  advisory  industry /consumer/government 
panel  which  would  make  its  recommendations  to  the  PSC  for  its  con- 
sideration before  making  its  final  disposition  of  the  matter. 

A  uniform  system  of  punishment  for  regulations  violations  should 
be  established  through  creation  of  a  point  system. 

The  mechanics  of  filing  complaints  should  be  simplified  in  order  to 
give  the  consumer  a  more  convenient  opportunity  to  make  his 
complaint. 

For  a  better  licensing  process — 

Establish  a  meaningful  orientation  program  to  imbue  the  taxicab 
driver  with  a  sense  of  professionalism ;  to  give  him  a  better  under- 
standing of  his  responsibilities;  to  inform  him  of  the  special  problems 
he  will  encounter  in  performing  taxicab  service  and  of  the  special 
needs  of  some  consumers  and  to  inform  him  on  any  other  subject  that 
will  result  in  his  rendering  better  service. 

Employ  the  licensing  procedure  as  a  means  of  contacting  drivers 
for  the  purpose  of  gathering  information  from  them  to  be  used  for 
more  enlightened  regulation  and  development  of  new  service  concepts. 

Charge  appropriate  fees  for  licensing  activities  such  as  giving  ex- 
aminations, ^et  the  fees  at  a  level  that  will  reimburse  the  government 
the  costs  of  licensing,  and  to  the  extent  reasonable,  the  costs  of  enforce- 
ment. 

For  the  improvement  of  taxicab  operations  and  public  awareness  of 
taxicab  service  potential — 

Develop  a  security  system  to  give  the  taxicab  driver  a  higher  degree 
of  safety  assurance. 

A  system  of  controlled  dispatch  of  radio  taxicabs  should  be  eval- 
uated to  determine  if  it  represents  a  practical  alternative  to  the 
present  system  of  open  bidding. 

Establish  taxistands  and  group  pick-up  points  where  the  degree  of 
demand  for  service  warrants  it. 

Employ  computers  for  identifying  potential  group  riders  to  and 
from  work  and  to  other  destinations  regularly  visited. 

Experiment  with  fixed  route,  or  jitney,  taxicab  operations  to  pro- 
vide convenience  at  low  cost. 

Exploit  opportunities  to  integrate  taxicab  service  with  Metrorail 
service. 

Allow  taxicab  use  of  bus  priority  lanes  where  interference  with  bus 
operations  will  not  result. 

Improve  taxicab  industry  relations  with  community  groups  and 
provide  better  information  to  the  public  concerning  the  use  of 
taxicabs. 
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For  providing  greater  incentives  to  taxicab  drivers  to  perform 
quality  service — 

Improve  taxi  industry/ police  relationships  and  communication. 

Consider  a  rebate  of  gasoline  taxes  to  taxicab  drivers. 

Enlarge  activities  of  taxicab  association  to  include  discipline  for 
members  who  are  regulations  violators;  more  intensive  .safety  pro- 
grams; career  development  programs;  liaison  with  the  public,  the 
PSC,  the  police. 

Establish  a  program  of  recognition  of  drivers  who  perform  good 
taxicab  service.  Both  the  taxicab  industry  and  the  government  should 
have  such  a  program. 

Provide  a  plan  for  compensating  drivers  for  work-related  injury. 

While  the  Mayor's  Taxicab  Task  Force  contains  many  thoughtful 
recommendations  regarding  the  regulatory  administrative  structure  of 
the  D.C.  taxi  industry,  apparently  only  one  of  these  recommendations 
has  been  effected  by  the  elected  mayor  and  city  council.  In  November, 
1975  the  Mayor  ordered  that  the  Hackers  License  Appeals  Board  be 
made  an  administrative  entity  of  the  recently  reestablished  D.C.  De- 
partment of  Transportation. 

However,  Committee  staff  acknowledges  the  interest  and  coopera- 
tion of  Mr.  Douglas  Schneider,  Director  of  the  D.C.  Transportation 
Departent,  in  moving  to  implement  additional  recommendations  of 
the  Task  Force.  Especially  important,  in  Mr.  Schneider's  view,  are 
those  recommendations  concerning  the  simplification  and  speedy  ad- 
ministrative adjudication  of  reported  taxi  rider  complaints  pertaining 
to  driver  infractions  of  the  taxi  regulations. 

It  should  also  be  noted  that  D.C.  City  Councilmember  John  A.  Wil- 
son (Ward  2)  has  been  seeking  support  for  a  bill  (1-99)  before  the 
Council  that  would  authorize  the  installation  of  taximeters  in  D.C. 
cabs.  Council  hearings  were  held  on  Wilson's  bill  on  June  27.  1975.  A 
Committee  staff  member  attended  those  hearings  and  observed  that,  in 
general.  D.C.  cab  drivers  and  organizations  representing  D.C.  cabbies 
opposed  the  installation  of  meters  claiming  that  the  expense  of  meter 
installation  and  maintenance  would  drive  the  part-time  cabbie  from 
the  streets.  The  D.C.  Public  Service  Commission  (PSC)  has  deter- 
mined that  85  percent  of  D.C.  cabbies  work  35  hours  or  less. 

During  the  Council  hearings,  PSC  officials  testified  that  the  D.C. 
Council  did  not  have  the  authority  to  enable  the  PSC  to  issue  regula- 
tions for  the  installation  of  meters  in  cabs  in  view  of  a  provision  of 
the  D.C.  appropriations  act.  That  provision,  passed  annually  by  Con- 
gress since  1932,  and  modified  in  1936,  directs  that ; 

Xo  part  of  the  appropriations  contained  in  this  Act  shall  be  used  for  or  in 
connection  with  the  preparation,  issuance,  publication,  or  enforcement  of  any 
regulation  or  order  of  the  Public  Utilities  Commission  requiring  the  installation 
of  meters  in  taxicabs,  or  for  or  in  connection  with  the  licensing  of  any  vehicle 
to  be  operated  as  a  taxicab  except  for  operation  in  accordance  with  such  system 
of  uniform  zones  and  rates  and  regulations  applicable  thereto  as  shall  have  been 
prescribed  by  the  Public  Utilities  Commission. 

Since  the  hearings,  Councilmember  Wilson  has  proposed  that  two 
provisions  be  added  to  his  bill.  One  provision  would  authorize  the 
establishment  of  a  point  system  of  penalties  for  valid  consumer  com- 
plaints when  taxi  regulations  are  violated.  The  other  provision  au- 
thorizes the  establishment  of  serviceable  taxistands  and  callboxes. 
Similar  provisions  were  contained  in  the  recommendations  of  the 
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Mayor's  Taxicab  Task  Force.  Councilmember  Wilson  lias  also  hold 
numerous  "round  table"  discussions  with  agencies  and  persons  in- 
terested in  improving  D.C.  cab  service. 

In  addition,  the  D.C.  Public  Service  Commission  has  issued  an 
order  establishing  a  special  rush-hour  surcharge  to  encourage  more 
cabbies  to  operate  during  that  period  as  recommended  by  the  Mayor's 
Task  Force  and  the  Olson  study. 

Furthermore,  correspondence  between  Committee  Chairman 
Charles  C.  Diggs,  Jr.  and  Ms.  Ruth  Hankins-Nesbitt,  Chairperson 
of  the  D.C.  Public  Service  Commission,  has  resulted  in  the  establish- 
ment of  a  potentially  productive  Committee  staff  liaison  with  Mr. 
Linus  Deeny  of  the  D.C.  Corporation  Counsel's  Office  regarding  taxi 
regulatory  matters. 

To  augment  the  continuing  staff  study  of  the  D.C.  taxi  industry. 
Committee  Chairman  Charles  C.  Diggs,  Jr.  requested,  in  January 
1975,  that  the  Congressional  Research  Service  (CRS)  of  the  Library 
of  Congress  conduct  its  own  study  of  the  organizational  structure  of 
the  D.C.  taxicab  industry  and  surrounding  Virginia  and  Maryland 
jurisdictions.  That  study,  a  comprehensive  effort,  researched,  written, 
and  submitted  in  two  Parts  by  Mr.  James  P.  McGrath  of  the  CRS 
staff,  was  considered  of  such  quality  that  Chairman  Diggs  directed 
that  copies  of  the  study  be  forwarded  to  the  Mayor  and  the  D.C. 
Public  Service  Commission  for  their  consideration. 

While  CRS  does  not  make  direct  recommendations  in  its  studies, 
Mr.  McGrath's  findings  indicate  a  need  for  a  restructuring  of  the 
regulatory  operations  of  the  D.C.  taxicab  industry.  The  findings  are 
a  further  reinforcement  and  expansion  of  similar  findings  in  the 
Mayor's  Taxicab  Task  Force. 

During  the  period  February  through  April  1975,  Ms.  Polly  Rich 
was  associated  with  the  Committee  staff  as  an  Antioch  Law  School 
intern.  During  that  time,  Ms.  Rich  observed  the  operations  of  the 
District  of  Columbia  Hackers  License  Appeals  Board  as  it  was  then 
structured.  Ms.  Rich  subsequently  put  her  observations  into  a  report 
for  the  continuing  use  of  Committee  staff. 

Additionally,  since  June  1975,  the  Committee  on  the  District  of 
Columbia  has  received  an  increased  volume  of  complaints  from  resi- 
dents, visitors.  Federal  officials,  and  Members  of  Congress  on  behalf 
of  constituents  regarding:  (1)  refusal  of  cab  drivers  to  accept  riders 
at  Union  Station,  the  Kennedy  Center,  and  other  locations  for  trips 
to  various  sections  of  the  District  of  Columbia  ;  (2)  aliens  driving  cabs 
who  are  not  familiar  with  the  District  of  Columbia,  are  abrasive,  and 
may  not  be  properly  licensed;  and  (3)  alleged  overcharging. 

The  texts  of  the  aforementioned  studies  of  the  D.C.  taxicab  industry 
are  presented  in  this  Committee  publication  so  that  the  executive  and 
legislative  branches  of  the  Government  of  the  District  of  Columbia 
and  the  Congress  might  use  the  data  and  recommendations  contained 
therein  to  work  cooperatively  to  evaluate  and  act  on  the  deficiencies 
outlined  in  these  studies,  press  reports,  and  correspondence  directed 
to  the  Committee  regarding  local  taxi  service.  Such  efforts  are  espe- 
cially important  during  the  Bicentennial  when  perhaps  20  million  or 
more  visitors  are  expected  in  the  District  of  Columbia.  Many  of 
these  visitors  will,  no  doubt,  seek  to  travel  about  by  taxicab. 
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May  14,  1974 


The  Honorable  Walter  E.  Washington 
Mayor-Commissioner  of  the 

District  of  Columbia 
Room  520,  District  Building 
Washington,  D.  C.  20004 

Dear  Mayor  Washington: 

With  this  letter  the  Public  Service  Commission  transmits  to  your 
office  a  report  on  the  District  of  Columbia  taxicab  industry.  The 
report  was  prepared  for  the  PSC  by  Charles  E.  Olson,  Ph.D.  and  Philip 
Kuehl,  Ph.D.  of  the  University  of  Maryland,  consultants  commissioned 
pursuant  to  Section  27  of  Public  Law  93-140  which  directed  the  PSC  to 
conduct  a  study  of  the  adequacy  of  taxicab  service,  the  adequacy  of 
regulation,  and  the  feasibility  of  meters. 

The  consultants  have  recommended  that  taximeters  not  be  used  in 
the  District  of  Columbia.    We  are  tentatively  in  agreement  with  that 
conclusion  since  there  is  no  evidence  we  have  seen  previously  or  which 
has  been  produced  by  this  study  to  indicate  that  taximeters  would  con- 
tribute an  overall  benefit. 

We  are  similarly  inclined  to  the  view  of  the  consultants  that 
limitations  should  not  be  placed  on  the  numbers  of  taxis  or  drivers 
that  are  allowed  to  operate  in  the  District  of  Columbia.    There  are 
no  apparent  overriding  benefits  in  imposing  such  restrictions  as  com- 
pared with  the  benefits  in  the  present  system  of  unrestricted  entry. 

The  consultants  do  recommend  that  serious  consideration  be  given 
to  the  "mileage  rate"  or  "circular  zone  system"  proposed  by  Mr.  Irving 
Schlaifer  as  a  potentially  acceptable  alternative  to  the  present  zone 
system.     The  consultants  also  make  several  other  recommendations  re- 
garding specific  service  problems: 


(1) 
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(1)  The  problem  of  generally  poor  service  in  the  North- 
east and  Southeast  sections  of  the  city  could  better  be 
dealt  with  by  instituting  a  program  of  better  enforcement 
of  existing  regulations. 

(2)  Radio  service  could  be  improved  by  either  raising 
the  call  charge  from  50c  to  $1.00  or  by  requiring  a  minimum 
fare  equal  to  that  for  a  4-zone  trip  ($2.05). 

(3)  Night  service  could  be  Improved  by  upgrading  call 
service  and  the  installation  of  call  boxes  at  major  locations. 

Finally,  we  note  that  the  consultants  relied  heavily  on  an  analysis 
of  driver  and  consumer  attitudes  covering  the  questions  which  they  ad- 
dressed.    Public  opinion  surveys  were  conducted  at  three  levels:     (1)  a 
telephone  interview  survey  of  District  residents;     (2)  a  street  survey 
aimed  at  non-residents;     and  (3)  a  drivers'  survey.     The  key  findings  re- 
garding perception  of  service  were  as  follows: 

(1)  Service  was  viewed  as  bad  in  Far  Northeast,  Southeast,  Ana- 
costia  and  Congress  Heights. 

(2)  Service  in  the  Northeast  sections  of  the  city  consisting 
of  Brookland  and  Michigan  Park  was  viewed  as  average  generally, 
but  bad  at  nights  or  weekends. 

(3)  The  only  area  in  which  service  was  viewed  as  good  was 
in  the  area  west  of  Rock  Creek  Park  and  the  central  city. 

(4)  Service  in  upper  Northwest  was  viewed  as  average  generally 
and  bad  at  night. 

(5)  Service  in  near  Northwest  was  considered  to  be  good  but 
bad  at  night. 

(6)  Service  in  near  Southeast  and  Southwest  was  generally 
considered  to  be  good. 

Rush-hour  service  was  generally  considered  to  be  poor,  as  was  radio 
service  in  areas  of  the  city  other  than  Northwest. 

An  overall  picture  emerged  of  a  taxicab  industry  which  residents  be- 
lieve is  providing  reasonably  good  service  in  the  Northwest  and  downtown 
area,  but  poor  service  elsewhere.     In  this  connection,  it  should  be  noted 
that  the  Northwest  quadrant  has  almost  50%  of  the  city's  population. 
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The  next  phase  of  our  effort,  which  is  already  underway,  will  be  to 
examine  closely  the  adequacy  of  the  District  Government's  organization 
for  regulation  of  the  industry,  especially  enforcement  of  taxicab  rules 
and  regulations  and  resolution  of  consumer  complaints.     We  have  felt,  and 
the  consultants'  report  confirms,  that  a  major  emphasis  on  enforcement 
can  result  in  a  substantial  improvement  in  service.     This  work  is  being 
done  by  the  Commission's  staff  with  the  cooperation  of  a  number  of  other 
District  agencies  including  the  Office  of  Planning  and  Management  and 
the  Public  Vehicles  Division  of  the  Department  of  Motor  Vehicles. 

The  enclosed  report  offers  informed  recommendations  on  two  salient 
issues  -  meters  and  entry  policy  -  which  undobutedly  will  dominate  the 
continuing  public  discussion  on  how  to  improve  taxicab  service  in  the 
District  of  Columbia. 

The  final  decision  on  these  questions  will  involve  factors  not  subject 
to  quantification  or  certainty.     In  presenting  a  scientific  study  and 
analysis  of  public  perception  of  the  industry,  the  consultants  have  con- 
tributed significantly  to  the  body  of  information  available  to  us. 


Sincerely  yours, 


Enclosure 
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WALTER  E  WASHINGTON 
Mayor -Commissioner 


THE  DISTRICT  OF  COLUMBIA 
WASHINGTON.  D  C.  20004 


August  ;-20,  1974 


The  Honorable  Carl  Albert 
Speaker  of  the  House  of 

Representatives 
Washington,  D.  C.  20515 

Dear  Mr.  Speaker: 

Public  Law  93-140  directed  the  District  of  Columbia  Public  Service 
Commission  to  study  the  adequacy  of  service  and  regulation  of  the 
taxicab  industry  in  this  city. 

To  do  this  the  PSC  retained  consultants  to  evaluate  proposals  to  permit 
the  installation  of  taxi  meters  and  to  limit  the  number  of  taxis  or 
drivers.    A  copy  of  their  report  and  the  PSC  letter  of  transmittal  to 
me  is  attached. 

Although  I  concur  generally  with  the  findings  of  the  consultants 
recommending  against  proposals  to  require  meters  and  establish 
limitations,  I  recognize  the  need  for  decisive  actions  to  improve  taxicab 
service  in  this  city.     In  fact,  such  actions  are  already  underway. 

I  am  concerned  that  proposals  to  limit  the  number  of  taxicabs  and  to 
require  the  installation  of  taximeters  would  change  the  nature  of  the 
taxicab  service  offered  to  a  luxury-type  service  while  drastically 
limiting  the  employment  opportunities  this  industry  now  provides.  I 
do  not  believe  that  such  an  outcome  would  be  desirable  for  taxicab 
passengers  or  drivers. 

I  would  point  out  that  taxicab  service  in  this  city  plays  a  unique 
role  as  part  of  the  basic  transportation  system  of  the  District  of 
Columbia  and  the  metropolitan  area.    Unlike  many  other  cities  where 
taxicab  service  is  regarded  as  a  limited  service  for  affluent 
residents  and  visiting  businessmen,  in  the  District  of  Columbia,  taxis 
perform  a  vital  mass  transportation  role  for  residents,  as  well  as  the 
millions  of  tourists  who  visit  here  each  year. 
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The  taxi  industry  provides  full  or  part  time  employment  of  11,000 
persons  who,  as  a  rule,  lease  or  operate  their  own  taxicabs.  Their 
welfare  and  the  welfare  of  their  families  must  be  considered  as  we 
work  with  them  to  improve  service.     It  is  our  task  to  make  taxi cab 
driving  more  attractive  so  that  improved  service  will  be  provided 
when  and  where  it  is  required.    This  also  is  vital  in  connection  with 
our  planning  for  Bicentennial  visitors. 

Proposed  actions  which,  in  my  judgment,  need  prompt  attention  are  the 
following: 

*  Improvement  of  the  existing  zone  system  to  make  its  operation 
more  equitable  for  passengers  and  drivers  alike.     The  impact 
of  inflationary  costs  for  fuel  and  vehicles  also  should  be 
reviewed  and  taken  into  account  in  developing  the  new  fare 
structure.     Fares  should  be  adequate  to  provide  a  decent  level 
of  earnings  for  the  cab  drivers  without  pricing  them  out  of 
the  market. 

*  An  examination  of  the  radio-dispatching  of  taxicabs  to  increase 
its  utilization  by  cruising  taxicabs.     The  consultants  have 
suggested  as  options  that  call  charges  be  increased  or  that 

an  appropriate  minimum  fee  for  such  trips  be  established. 

*  A  review  of  the  locations  of  taxicab  call  boxes  and  taxicab 
stands  throughout  the  city  to  improve  service  in  areas  of 
special  need  and  to  assist  in  making  taxicabs  available 
during  slack  periods,  nighttimes  and  weekends. 

*  Effective  and  even-handed  enforcement  of  existing  regulations 
governing  taxicabs  to  make  sure  that  proper  service  is  provided 
for  all  sections  of  the  city. 

*  Consolidation  of  responsibilities  for  taxicab  regulation  and 
enforcement.     The  PSC  has  started  a  comprehensive  review  of 
this  question  with  the  cooperation  and  support  of  my  office. 

I  am  creating  a  Taxicab  Service  Task  Force  of  the  agencies  of  the  city 
government  now  dealing  with  taxicab  matters  including  the  Public  Service 
Commission,  the  City  Council,  and  the  Office  of  Consumer  Affairs.  Other 
agencies  to  be  represented  are  the  Department  of  Highways  and  Traffic, 
the  Department  of  Motor  Vehicles,  the  Department  of  Insurance,  the 
Police  Department,  the  Hackers  Appeals  Board,  and  the  Office  of  Planning 
and  Management.     In  addition,  there  will  be  representation  of  driver  and 
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taxi  industry  interests.    The  task  force  will  be  headed  by 
Douglas  Schneider  Jr.,  ray  Transportation  Systems  Coordinator,  who  is 
also  the  city  government's  representative  on  the  PSC.    The  task  force's 
assignment  will  be  to  develop  the  proposed  action  program  and  report  to 
me  by  December  15  on  its  recommendations. 

Actions  already  have  been  taken  which  have  produced  a  significant  service 
improvement.    The  authorization  by  the  PSC  of  shared  riding  is  making  it 
possible  to  increase  both  the  number  of  passengers  carried  by  city  taxi- 
cabs  and  the  earnings  potential  of  individual  drivers.     The  Department 
of  Highways  and  Traffic  is  now  permitting  taxicabs  to  use  curb  bus  lanes 
on  main  arteries  during  the  rush  hours,  increasing  the  availability  of 
taxicabs  during  those  periods  while  reducing  individual  trip  times. 

The  taxi  industry  is  a  public  service  that  has  a  vital  role  to  play  in 
meeting  the  transportation  needs  of  this  city.    Public  policies  should  be 
designed  to  see  that  the  role  is  carried  our  appropriately  in  the  interest 
of  serving  the  riding  public  while  maintaining  the  essential  economic  health 
of  the  industry. 

Such  policies  also  must  serve  to  encourage  qualified  individuals  to  seek 
employment  in  this  industry  so  that  it  can  be  properly  prepared  to  meet 
the  needs  of  the  Bicentennial  period  and  to  provide  feeder  support  for 
Metro  as  that  system  begins  to  operate. 

I  look  to  the  task  force  to  begin  the  development  of  such  policies  for 
the  operation  of  this  vital  service. 
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1.  INTRODUCTION 

The  regulation  of  the  taxicab  industry  in  Washington,  D.C. 
has  differed  from  the  approach  used  in  many  other  cities  in  the 
U.S.  in  two  respects.     First,  almost  all  taxicab  rates  in  the  U.S. 
are  determined  through  the  use  of  meters,  which  record  both  dis- 
tance traveled  and  time  in  transit.     Washington,  D.C.  taxi  fares, 
on  the  other  hand,  are  based  on  the  number  of  zones  the  cab  must 
go  through  in  making  a  trip.     Second,  many  cities  limit  the  number 
of  taxi  licenses  and  thereby  reduce  the  competitive  factor  in  the 
taxi  industry.     Washington,  D.C.  regulations  permit  qualified 
drivers  to  enter  the  industry  for  the  payment  of  a  minimum  fee. 

Currently,  little  published  literature  is  available  to 
help  the  District  of  Columbia  Public  Service  Commission  judge  the 
effectiveness  of  its  approach  in  regulating  the  taxicab  industry 
or  to  determine  how  customers  and  citizens  view  the  situation. 
This  report  is  intended  to  help  fill  that  gap  and  to  present  a 
discussion  of  the  relevant  policy  factors  that  should  be  considered 
by  the  Commission  in  the  review  and  possible  modification  of  its 
regulatory  policies. 

1 . 1  Objectives 

This  study  was  undertaken  by  the  District  of  Columbia 
Public  Service  Commission   (PSC)   to  obtain  information  on  whether 
it  should  modify  its  entry  and  fare  determination  policies  relative 
to  the  taxicab  industry.     The  study  objectives  encompass  two 
distinct  goals.     They  are: 

• 

1.       To  examine  the  subject  of  fare  determination 
•policy  and  determine  the  views  of  Washington, 
D.C.  residents,  users,  visitors,  drivers,  and 
the  taxicab  industry  on  this  subject. 
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2.       To  examine  entry  policy  and  to  determine  the 
views  of  Washington,  D.C.  households,  users, 
visitors,  drivers,  and  the  taxicab  industry 
on  this  subject. 

To  accomplish  these  objectives,  the  theoretical  aspects 
of  fare  determination  and  entry  policies  were  examined,  and  four 
questionnaires  were  utilized  to  determine  the  perceptions  of  the 
residents  and  drivers  that  would  be  affected  by  policy  changes  in 
these  areas. 

1.2  Contributions  of  the  Study 

The  findings  in  this  study  provide  three  useful  insights 
for  the  Commission  relative  to  taxi  regulation.     First,  the  study 
examines  the  theoretical  aspects  of  entry  and  fare  determination 
policies  for  the  taxicab  industry.     This  provides  a  contribution 
to  the  dialogue  on  this  subject.     Second,  the  surveys  taken  are  of 
a  type  that  has  never  been  applied  to  taxicab  users.  Specifically, 
the  surveys  contain  attitudinal  questions  that  provide  valuable 
insights  into  what  the  community  as  a  whole  thinks  about  the  taxi 
industry  in  Washington,  D.C.     These  surveys  have  given  new  infor- 
mation to  the  Commission  that  can  be  used  to  judge  policy  alterna- 
tives.    Third,  the  taxicab  industries  in  several  other  comparable 
cities  were  examined  to  provide  a  comparative  basis  for  evaluating 
policy  alternatives. 

1 . 3  Organization  of  the  Study 

The  organization  of  the  study  reflects  the  approach 
followed  by  the  research  team.     Following  the  introduction,  the 
discussion  is  divided  into  three  main  sections.     The  theoretical 
aspects  of  fare  determination  policy  are  presented  first;  this 
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provides  the  reader  with  an  analytical  framework  from  which  the 
specific  facts  of  the  Washington,  D.C.  case  can  be  viewed.  Second, 
the  empirical  findings  are  presented  in  a  discussion  format  so  as 
to  reveal  the  information  that  they  provided.     Then  the  third 
major  section  discusses  and  interprets  the  survey  findings  and 
their  policy  implications  for  Washington,  D.C.     Finally,  the 
appendices  provide  the  detailed  information  obtained  in  the  course 
of  the  study;  this  allows  readers  who  are  more  interested  in 
specific  conclusions  to  further  analyze  the  materials  from  which 
such  findings  were  made. 
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2.     THEORETICAL  FINDINGS: 
ECONOMIC  ASPECTS  OF  FARE  DETERMINATION 
AND  ENTRY  POLICIES 

Regulatory  control  of  the  taxicab  industry  must  focus 
on  three  variables  —  fare  levels,  fare  structure,  and  entry 
controls.     While  regulatory  commissions  also  can  control  security 
issues,  service  levels,  and  abandonments  of  the  larger  public 
utility  firms,  they  cannot  easily  control  these  variables  in  the 
taxicab  industry  because  of  the  atomistic  nature  of  the  units 
providing  service.     The  Commission  is  currently  most  interested 
in  fare  determination  systems  and  entry  control  policies.  This 
section  discusses  these  subjects  so  as  to  answer  the  theoretical 
questions  that  are  of  importance  to  the  Commission  for  the  purpose 
of  determining  optimal  regulatory  policies. 

2.1  Fare  Determination  Systems 

The  fare  determination  system  is  the  method  by  which 
fares  will  be  determined  in  any  given  situation.     It  is  an  element 
of  the  rate  structure,  which  is  the  manner  in  which  costs  are 
apportioned  and  rates  designed  so  as  to  yield  the  appropriate 
revenue  requirement.     This  discussion  of  fare  determination  systems 
includes  the  characteristics  they  should  have,  the  methods  that 
could  be  used  to  determine  taxi  fares,  their  relationship  to  the 
economic  structure  of  the  industry,  and  their  impact  on  demand  and 
service  levels.     Its  purpose  is  to  present  the  conceptual  aspects 
of  fare  determination  that  are  important  in  the  setting  of  fare 
determination  policies. 
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2.1.1  Characteristics 

Ideally,  a  fare  determination  system  should  have  the 
following  characteristics: 

1.  It  should  yield  the  revenue  requirement  that  has 
been  determined  to  be  fair  and  reasonable. 

2.  It  should  be  equitable  in  terms  of  basing  rates 
for  different  trips  on  the  cost  of  providing 
those  trips  to  the  maximum  extent  possible. 
Cost  as  used  herein  includes  driver  wages  and 

a  reasonable  profit. 

3.  It  should  not  encourage  the  taking  of  uneconomic 
trips  nor  discourage  economic  trips.     In  other 
words,  it  should  provide  an  incentive  to  take 
cost- justified  trips  and  discourage  trips  that 
are  not  cost- justified . 

4.  It  should  be  easy  to  understand  and  administer. 

5.  It  should  be  as  low  in  cost  as  possible. 

6.  It  should  be  as  stable  as  possible  so  customers 
can  learn  to  understand  it. 

Each  of  these  characteristics  is  discussed  below. 

Probably  the  most  important  characteristic  that  a  fare 
determination  system  should  have  is  the  ability  to  recoup  the 
revenue  requirement.     If  the  fare  system  for  one  reason  or  another 
does  not  allow  recovery  of  the  revenue  requirement,  service  will 
deteriorate  or  even  disappear  in  certain  markets.     Taxi  service  is 
a  public  service  that  is  so  essential  that  this  cannot  be  permitted 
to  happen.     In  a  similar  fashion,  the  rate  structure  should  not 
yield  more  than  the  revenue  requirement.     If  that  happens,  the 
above  cost  rates  will  discourage  the  maximum  development  of  the 
market  for  taxi  service.     Adequacy  of  the  rate  structure  in  pro- 
ducing the  revenue  requirement  for  the  D.C.  taxi  industry  cannot 
be  overemphasized.     Exit  from  this  industry  is  relatively  easy, 
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especially  if  the  driver  leases  his  taxi.     A  fare  structure  that 
does  not  produce  the  necessary  revenue  requirement  will  result  in 
poorer  service  and  the  exit  of  drivers  from  the  industry. 

Equity  in  the  rate  structure  is  nearly  as  important  as 
the  recoupment  of  the  revenue  requirement.     In  the  taxi  industry, 
this  means  that  there  should  not  be  "good"  trips  and  "bad"  trips. 
In  economic  terms ,  a  good  trip  is  one  that  produces  revenues  above 
average  cost,  and  a  bad  trip  is  one  that  produces  revenues  below 
average  cost.     While  costs  will  vary  by  trip  according  to  length, 
traffic  conditions,  and  other  factors,  the  fare  determination 
system  should  recognize  these  differences  as  closely  as  possible. 
As  long  as  fares  are  close  to  the  costs  experienced  on  individual 
trips,  drivers  will  not  prefer  to  make  certain  trips  and  not 
others.     When  there  are  good  and  bad  trips,  the  situation  does  not 
balance  out,  as  is  sometimes  assumed.     Consumers  paying  for  good 
trips  will  be  overcharged,  and  consumers  wanting  the  trips  that 
are  bad  may  not  find  a  taxi  available  at  all;  in  a  sense  no  taxi 
is  paying  the  highest  price  of  all. 

The  third  objective,  as  stated  above,  relates  to  the 
proper  allocation  of  economic  resources  in  the  District  of  Columbia. 
Taxi  trips  that  do  not  cover  their  economic  costs  should  not  be 
encouraged  through  low  fares,  and  taxi  trips  that  do  cover  economic 
costs  should  not  be  discouraged  through  high  fares.     If  the  fare 
structure  does  not  provide  the  proper  incentives  for  the  taking 
of  cost- justified  trips,  taxi  service  will  not  fulfill  its  proper 
role  in  the  District  of  Columbia.     Certain  trips  that  should  go  by 
taxi  will  be  made  by  other  modes  of  transport  and  vice  versa. 
Thus,  it  should  be  fully  recognized  that  the  fare  structure  used 
in  the  taxi  industry  plays  an  important  role  in  the  use  of  taxicabs 
in  the  overall  transport  mix  in  D.C. 
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The  fare  determination  system  should  be  easy  to  under- 
stand, perhaps  even  at  the  expense  of  some  simplification.  While 
the  proper  following  of  costs  is  essential,  as  described  above, 
so  is  a  proper  understanding  by  consumers.     Consumers  should  know 
how  they  are  being  billed,  why  the  billing  system  is  designed  as 
it  is,  and  even  what  the  cost  of  a  specific  trip  will  be.  Then 
they  will  feel  comfortable  in  knowing  that  they  have  the  money 
to  pay  for  their  trip  and  not  feel  they  can  be  cheated  by  the 
system. 

The  fare  determination  system  should  be  as  low  in  cost 
to  administer  as  possible.     In  other  words,  there  should  not  be  a 
significant  cost  associated  with  administering  the  fare  system, 
as  this  will  add  to  costs  and  increase  the  price  of  riding  a  taxi. 

Finally,  the  fare  determination  system  should  be  as  stable 
as  possible  so  customers  can  come  to  know  and  understand  it.  This 
is  usually  an  advantage  of  an  existing  system.     Any  method  of  fare 
determination  takes  time  to  learn  and  understand.     Thus  it  is  im- 
portant that  there  be  as  few  changes  as  possible  in  the  system  so 
that  customers  do  not  have  to  go  through  a  learning  process  any 
more  than  necessary. 

2.1.2  Methods  of  Fare  Determination 

This  section  discusses  the  available  methods  of  fare 
determination  and  includes  analyses  of  the  fixed  zone,  circular  zone, 
and  meter  systems.     It  does  not  cover  possible  systems  that  are  not 
now  in  use  and  that  would  require  measuring  equipment  that  is  not 
yet  available. 

The  fixed  zone  system  is  the  one  that  is  currently  used 
in  the  District  of  Columbia.     Under  this  method  of  fare  determination, 
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a  passenger  is  charged  on  the  basis  of  the  areas  or  zones  in  which 
his  trip  originates  and  ends.     The  boundaries  of  the  fixed  zone 
system  should  be  set  to  divide  a  city  into  areas  that  take  about 
equal  amounts  of  time  to  pass  through.     Thus  it  would  be  expected 
that  zones  would  be  somewhat  smaller  in  the  more  congested  central 
business  district  than  in  the  outlying  residential  areas. 

The  fixed  zone  system  is  low  cost  in  its  administration 
since  all  that  is  required  to  determine  a  fare  is  a  zone  map  of 
the  area.     But  its  other  disadvantages  may  outweigh  this  advantage. 
Zone  boundaries  encourage  drivers  to  look  for  trips  that  cross 
these  lines,  while  encouraging  customers  to  walk  or  take  a  bus 
across  zones.     At  the  same  time,  drivers  will  not  wish  to  make 
trips  within  a  single  zone  unless  they  are  very  short,  and  cus- 
tomers will  wish  to  use  cabs  for  one-zone  trips  and  for  trips  that 
go  through  very  long  zones.     Incentives  that  result  in  drivers 
looking  for  one  kind  of  trip  and  passengers  looking  for  another 
are  not  desirable  since  driver  unhappiness  about  the  fare  structure 
may  result  in  poor  service  and  customers  feeling  that  they  are  not 
getting  what  they  pay  for. 

Thus  the  disadvantages  of  the  fixed  zone  system  are  that 
it  does  not  follow  cost  very  well  and  it  encourages  the  taking  of 
uneconomic  trips  while  discouraging  the  taking  of  certain  trips 
that  would  be  made  if  rates  were  cost-based.     There  should  be  no 
difficulty  in  recouping  the  revenue  requirement  under  this  system 
if  the  fare  level  is  set  high  enough.     It  is  a  difficult  system 
to  understand  because  there  are  many  zones  and  zone  boundaries  that 
are  necessary  in  a  large  area  such  as  Washington,  D.C.     It  is  not 
hard  to  understand  why  it  has  been  dropped  in  so  many  areas. 

A  very  different  kind  of  zone  system,  the  circular  zone 
system,  was  proposed  by  a  Washington,  D.C.   taxi  driver,  Irving 
Schlaifer,  some  15  years  ago.     The  taxi  fare  under  this  system  is 
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based  on  the  number  of  airline  miles  between  the  origin  of  the 
trip  and  the  termination  point.     It  is  currently  the  basis  for 
determining  interstate  fares  by  District  of  Columbia  taxis  and  is 
the  basis  used  to  determine  parcel  post  rates  and  long-distance 
telephone  rates.     The  rationale  for  this  system  is  that  it  relies 
on  distance,  it  does  not  require  a  meter  for  implementation,  it  is 
easy  to  understand,  and  it  encourages  the  driver  to  take  the  lowest 
cost  route  from  origin  to  destination. 

To  be  more  specific,  a  circular  zone  system  follows  cost 
better  than  a  fixed  zone  system  because  the  rate  is  more  closely 
based  on  the  distance  between  origins  and  destinations.     A  disad- 
vantage here  is  that  taxicab  costs  are  incurred  on  the  basis  of 
miles  actually  traveled  and  not  airline  miles.     This  disadvantage 
may  be  more  than  offset,  however,  by  the  incentive  that  drivers 
are  given  to  take  the  lowest  cost  path.     Passengers  will  know  that 
rates  are  based  on  mileage  and  react  accordingly.     They  will 
probably  try  to  take  more  trips  that  are  just  short  of  the  break 
points  in  the  system,  perhaps  even  at  the  expense  of  doing  a  certain 
amount  of  walking.     But,  if  there  is  a  small  enough  distance  incre- 
ment in  the  system,  such  as  the  half-mile  brea"k  proposed  by  Schlaifer 
this  might  not  be  a  big  problem.     The  circular  zone  system  does 
not  require  meters  and  is  therefore  low  cost  to  administer.  Finally, 
once  implemented,  it  should  be  very  easy  for  customers  to  under- 
stand.    Under  this  method,  customers  will  know  from  the  map  in  the 
taxi  exactly  how  much  their  fares  will  be  before  they  start  their 
trips . 

The  meter  system,  when  carefully  administered  and  patrolled 
probably  follows  costs  the  best.     This  happens  because  fares  are 
based  on  miles  actually  driven  and  the  time  actually  spent  in  pro- 
viding the  service.     There  is  a  circular  zone  element  in  this  sys- 
tem in  that  the  meter  registers  additional  amounts  on  a  discrete 
rather  than  a  continuous  basis,  such  as  every  fifth  of  a  mile. 
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Meters  are  more  costly  than  zone  systems  to  administer. 
They  cost  about  $300  and  require  maintenance,  which  may  be  time- 
consuming.     They  can  be  tampered  with  and  do  not  encourage  drivers 
to  take  the  lowest  cost  route.     If  a  driver  doesn't  know  where  he 
is  going,  it  will  cost  the  consumer.     Drivers  will  prefer  longer  and 
faster  routes  while  passengers  will  prefer  shorter  routes.  Areas 
with  poorer  roads  and  greater  traffic  congestion  will  not  be  fre- 
quented by  drivers  unless  there  is  a  high  enough  waiting  time 
charge.     Customers  will  easily  understand  the  basis  upon  which 
their  fares  will  be  determined  but  will  not  know  what  their  fares 
will  be  until  their  trips  are  over. 

2.1.3  Incentives 

While  the  different  fare  determination  systems  discussed 
above  produce  different  incentives  to  passengers  and  drivers  based 
on  each  wanting  to  get  the  best  bargain  for  himself,  there  is  no 
reason  to  expect  that  any  of  the  above  systems  would  be  more  likely 
than  any  other  to  affect  ownership  patterns  or  levels  of  compensa- 
tion.    Meters  are  a  more  costly  method  of  fare  determination  and 
this  would  probably  be  reflected  in  terms  of  a  slightly  higher  cost 
level  for  meter  cabs  over  zone  cabs.     Rate  levels  appear  to  be 
independent  of  fare  structure  and  depend  more  on  entry  policies 
and  regulatory  control  of  revenue  requirements  than  anything  else. 
This  question  will  be  discussed  in  more  detail  when  the  comparable 
cities  study  is  discussed. 

The  method  of  fare  determination  is  not  likely  by  itself 
to  affect  overall  demand  and  service  levels,  but  will  very  likely 
affect  demand  and  service  levels  for  certain  trips  and  in  certain 
areas  of  the  city.     What  must  be  recognized  at  the  outset  is  that 
fare  level  and  fare  determination  are  problems  that  are  largely 
independent  of  one  another.     The  fare  level  can  be  high  or  low  with 
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a  meter  system  just  as  easily  as  it  can  be  high  or  low  with  a  zone 
system.     Thus,  if  only  the  fare  determination  system  is  analyzed, 
it  should  be  done  under  the  assumption  that  the  fare  level  is 
already  determined.     Then  the  only  question  is  how  the  total  revenue 
requirement  will  be  recouped. 

Under  any  fare  determination  system  some  trips  will  be 
better  than  others.  This  happens  because,  no  matter  how  closely 
rates  follow  distance  and  time,  there  will  be  more  empty  mileage 
associated  with  trips  to  certain  areas  than  to  others.  Thus,  in 
Washington,  D.C.  for  example,  if  there  is  a  high  probability  of 
an  empty  backhaul  from  Southeast,  drivers  will  not  want  to  make 
trips  there,  under  any  fare  determination  system. 

It  may  be  that  a  poorly  designed  fixed  zone  system  will 
affect  demand  and  service  levels  for  certain  areas  and  types  of 
trips.     As  has  been  pointed  out  previously,  a  fixed  zone  system 
discourages  short  trips  that  cross  zone  boundaries.     Long  zones 
affect  service  in  areas  in  which  drivers  know  that  trips  will  pro- 
duce little  revenue.     Higher  charges  for  multiple-passenger  loads 
will  encourage  better  service  in  zones  in  which  the  probability  of 
multiple-passenger  trips  is  higher.     But  such  occurrences  can 
happen  independently  of  the  fare  determination  system. 

The  above  discussion  has  conceptually  analyzed  fare 
determination  systems  so  as  to  provide  a  framework  for  understanding 
the  functions  they  serve  and  the  incentives  they  can  produce. 
Certain  service  problems  are  directly  caused  by  a  specific  method 
of  determining  fares;  others  can  result  regardless  of  the  method 
of  fare  determination.     The  following  portion  of  this  section  dis- 
cusses the  conceptual  aspects  of  entry  policy  so  as  to  provide  the 
remainder  of  the  framework  that  is  necessary  to  analyze  the  more 
specific  problems  of  the  Washington,  D.C.  taxi  industry. 
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2  .  2  Entry  Policy 

Entry  policy  is  the  approach  used  to  decide  whether  there 
ought  to  be  limits  on  the  number  of  taxicabs  serving  a  given 
jurisdiction.     The  concept  is  limited  to  economic  controls  and  does 
not  relate  to  requirements  concerning  driver  character,  ability  to 
drive,  safety,  and  so  on.     Rather,  the  entry  policy  question  con- 
cerns the  issue  of  whether  or  not  there  are  reasons  for  limiting 
the  number  of  cabs  or  placing  various  operating  restrictions  on 
them.     In  general,  economists  prefer  free  entry  over  restricted 
entry  unless  there  is  a  clear  showing  that  the  industry  is  a  natural 
monopoly.     Natural  monopoly  does  not  exist  in  the  taxicab  industry 
except  perhaps  in  the  very  smallest  of  markets. 

Free  entry  as  a  regulatory  policy  is  considered  desirable 
because  it  is  assumed  to  keep  fares  at  the  lowest  possible  level 
and  service  at  the  highest  level,  given  the  price  structure.  Under 
a  free  entry  policy,  drivers  with  cabs  will  enter  the  industry  if 
they  feel  they  can  earn  a  living  that  is  as  good  or  better  than 
in  a  comparable  job  that  requires  the  same  level  of  skill  and 
education.     If  the  fare  level  is  considered  too  low,  drivers  will 
leave  the  industry,  and  if  it  is  high,  they  will  enter.     It  should 
be  observed  that  costs  may  change  with  fare  levels  and  influence 
the  number  of  drivers  in  the  industry.     If  fares  become  too  high, 
ridership  may  be  discouraged  and  drivers  may  have  to  wait  or  cruise 
more  for  each  revenue  trip,  raising  costs. 

Under  a  free  entry  system  with  uncontrolled  prices  or 
with  cost-based  regulated  prices,  the  optimum  number  of  cabs  is  the 
result  of  the  prices  interacting  with  demand  and  not  a  target  to  be 
sought  after.     Demands,  which  are  beyond  the  control  of  the  Com- 
mission, and  price,  which  is  Commission-controlled,  combine  to 
induce  as  many  drivers  as  it  believes  it  to  be  worthwhile  to  provide 
taxi  service.     Optimality  is  thus  defined  in  terms  of  a  supply- 
demand  balance  rather  than  as  a  number  or  condition  to  be  sought  after. 
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Restricted  entry  as  a  policy  is  employed  when  it  is  felt 
that  fewer  units  can  provide  better  service  than  more.     Often  it 
has  resulted  from  pressure  by  firms  in  the  industry  wanting  less 
competition.     Proponents  of  restricted  entry  argue  that  service 
will  improve,  rates  will  be  more  stable,  and  the  firms  in  the  in- 
dustry will  have  more  financial  stability.     A  further  advantage  is 
that  service  standards  can  be  specified  and  maintained  if  the 
regulatory  agency  is  willing  to  guarantee  the  regulated  firms  a 
fair  rate  of  return. 

Under  a  restricted  entry  system,  the  optimum  number  of 
cabs  is  derived  from  the  service  level  that  the  regulatory  body 
specifies.     The  agency  may  wish  that  there  is  at  least  one  taxi  on 
certain  cab  stands  99  percent  of  the  time,  or  that  95  percent  of  all 
telephone  calls  for  radio  service  are  answered  in  30  minutes. 
The  agency  may  specify  minimum  numbers  of  cabs  on  the  street  during 
the  various  times  of  the  week,  perhaps  broken  down  according  to 
areas  of  the  city. 

The  result  of  service  specifications  is  a  higher  price 
level  than  would  otherwise  be  the  case  and  the  option  of  lesser 
service  at  a  lower  price.     Minimum  service  standards  can  only  be 
provided  at  higher  prices  than  would  be  the  case  in  their  absence. 
Higher  prices  can  affect  demand  levels  by  pricing  certain  customers 
out  of  the  market,  raising  costs  and  fares  further.     When  this  is 
done  with  taxi  service,  it  may  result  in  only  visitors  and  higher 
income  residents  using  taxis. 

With  service  standards  being  specified,  there  is  usually 
cross-subsidy  between  the  various  trips  and  service  types.  Users 
of  taxis  at  certain  stands  may  not  pay  the  full  cost  of  having  taxis 
available  at  all  times;  this  might  also  be  true  of  certain  radio- 
dispatched  trips.     It  should  be  noted  here  that  the  only  way  in 
which  service  standards  can  be  kept  up   (which  will  benefit  only  some 
riders)   is  to  keep  fare  levels  higher  than  they  would  be  in  their 
absence . 
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If  the  optimum  number  of  cabs  means  the  maximum  number 
of  cabs,  then  a  policy  of  free  entry,  in  combination  with  cost-based 
rates,  is  best.     Drivers  will  enter  the  industry  if  opportunities 
are  as  good  as  in  comparable  jobs,  and  service  will  be  good  in  all 
areas  if  the  different  trips  produce  about  equal  profits.     It  should 
be  noted  here  that  poor  service  at  certain  times  or  for  specified 
runs  may  be  caused  by  fare  determination  policy,  a  condition  that 
could  be  changed  without  changing  entry  policy.     Thus,   free  entry 
in  combination  with  cost-based  rates  will  result  in  the  optimum 
number  of  taxicabs .     Such  a  result  could  be  verified  through  the 
use  of  an  appropriately  designed  survey. 

2. 3  Summary 

This  section  has  presented  the  theoretical  aspects  of 
fare  determination  and  entry  policies.     Its  purpose  has  been  to 
provide  a  theoretical  overview  of  these  regulatory  variables  so 
that  the  Commission  has  a  solid  analytical  basis  for  dealing  with 
the  specific  facts  of  the  Washington,  D.C.  taxicab  industry. 

The  first  part  spelled  out  and  discussed  the  characteris- 
tics that  a  fare  determination  system  should  have.     Then  the  methods 
of  fare  determination  for  the  taxi  industry  were  discussed.  Finally, 
the  incentive  effects  of  different  fare  structures  were  analyzed 
with  respect  to  their  impact  on  industry  structure  and  supply  and 
demand  factors. 

The  second  part  of  this  section  dealt  with  entry  policy. 
The  theoretical  bases  underlying  free  and  restricted  entry  policies 
were  discussed,  along  with  the  concept  of  the  optimum  number  of 
taxicabs.     There  was  also  a  cursory  analysis  of  the  effect  of  entry 
control  upon  service  and  fare  levels.     The  overall  conclusion  of 
the  discussion  on  entry  policy  was  that  cost-based  rates  and  free 
entry  provide  the  best  approach  to  minimizing  fare  levels  while 
keeping  service  quality  good. 
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3.      EMPIRICAL  FINDINGS 

This  section  of  the  report  summarizes  the  major  findings 
generated  in  the  study  from  an  overview  perspective.     As  such,  this 
narrative  highlights  the  nature  and  thrust  of  the  empirical  and 
descriptive  data  obtained  through  the  four  survey  tasks  comprising 
the  study. 

The  first  set  of  data  summarized  here  was  obtained  from 
the  948  telephone  interviews  completed  with  District  of  Columbia 
residents.     The  second  part  of  this  discussion  reports  findings 
from  the  575  completed  questionnaires  obtained  through  the  on-site 
distribution  of  survey  forms  at  selected  geographic  locations  in 
the  city.     Next,  results  from  the  taxicab  driver  survey  are 
presented.     This  respondent  group  consists  of  the  results  of  449 
questionnaires  completed  by  drivers  during  their  license  processing 
activities  at  the  D.C.  Department  of  Motor  Vehicles,  Division  of 
Public  Vehicles. 

Data  from  the  management  interviews  --  intensive  discus- 
sions conducted  by  Dr.  Olson  and  Dr.  Kuehl  with  management  personnel 
of  the  major  taxicab  associations  in  D.C.  —  and  the  comparable 
cities  analysis  are  discussed  in  this  section  of  the  report  as  well. 
However,  most  of  this  data  is  integrated  with  the  interpretative 
analysis  and  discussion  of  the  taxicab  industry  of  the  District  of 
Columbia,  which  is  presented  in  Section  4. 

In  reviewing  the  discussion  presented  here,  the  reader 
should  note  three  factors.     First,  this  discussion  is  based  on  the 
specific  findings  of  the  study,  which  are  found  in  Appendix  C  of 
this  report,  and  the  detailed  computer  printout  accompanying  this 
report.     All  readers  desiring  to  examine  specific  findings  in  detail 
should  consult  either  of  these  two  sources.     In  addition,  the 
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survey  questionnaires  used  in  this  study  are  found  in  Appendix  B 
of  this  report.     Second,  the  discussion  here  excludes  any  lengthy, 
detailed  interpretation  of  the  findings.     This  task  is  undertaken 
in  the  following  section,  where  all  facets  of  the  data  gathered 
in  this  study  are  discussed  in  a  comprehensive  and  integrated  dis- 
cussion.    This  discussion  is  focused  on  answering  the  Public  Service 
Commission's  research  questions  stated  in  the  RFP  letter  of 
January  28,   1974.     Third,  it  should  be  recognized  that  the  data 
presented  here  merely  provides  a  descriptive  profile  of  the  opinions 
and  attitudes  of  D.C.  residents  and  taxicab  drivers  about  the 
taxicab  system  in  the  city.     In  essence,  the  extent  to  which  re- 
spondent perceptions  of  the  taxicab  industry  agree  or  disagree  with 
actual  reality  defines  the  potential  impact  that  alternative  policy 
decisions  by  the  Public  Service  Commission  would  have  on  taxicab 
riders  and  drivers  in  the  District  of  Columbia. 

3. 1  Results  from  the  Telephone  Questionnaire 

Data  reported  from  this  survey  task  is  organized  in  the 
following  manner  for  discussion  purposes.     First,  ridership  patterns 
are  reported  —  focusing  on  the  development  of  a  statistical  profile 
of  D.C.  taxicab  riders  by  geographic  sections  of  the  city  and  re- 
spondent age,  educational  level,  and  sex.     Next,  the  perceived  ade- 
quacy of  taxicab  service  in  D.C.  is  analyzed  by  the  following 
factors:     (1)  general  level  of  service  by  geographic  location  in 
the  city;    (2)  service  on  the  weekends,  during  rush-hour  periods, 
at  night,  and  in  the  downtown  area;    (3)   the  level  of  telephone- 
dispatched  service;    (4)  the  system  of  shared  ridership  service;  and 
(5)  driver  knowledge  as  related  to  service.     In  addition,  questions- 
about  the  ridership  implications  of » improved  service  are  also 
analyzed.     Finally,  respondent  perceptions  of  the  fare  levels  and 
method  of  fare  determination  are  presented. 
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3.1.1  Taxicab  Ridership  in  the  District  of  Columbia 

a.  Of  the  persons  responding  to  the  telephone  ques- 
tionnaire, 26.4%  ride  in  taxicabs  more  than  once  a  week,  9.6%  use 
taxicab  service  about  once  a  week,   8.0%  ride  in  taxicabs  about  once 
every  two  weeks,  and  13.2%  ride  in  taxicabs  about  once  a  month. 

In  addition,  42.7%  of  the  survey  respondents  indicated  that  they 
use  taxicab  service  less  than  once  a  month  or  never. 

In  reviewing  this  response  pattern,  it  should  be  noted 
that,  of  the  1,365  telephone  interviews  attempted  in  this  study, 
only  948  completed  interviews  were  obtained.     Of  the  417  unsuccess- 
ful interviews,  317  of  the  nonrespondents  refused  to  be  interviewed, 
while  the  other  100  unsuccessful  interviews  were  the  results  of 
busy  signals   (on  all  four  attempts)  or  no  answers  to  the  calls. 
Based  on  the  experience  of  the  Westat  telephone  interviewing  staff, 
many  of  the  317  nonrespondents  refusing  to  answer  the  questions 
possessed  little  interest  or  knowledge  of  the  taxicab  industry  in 
D.C.  and  were  very  infrequent  users  of  taxicab  service.     It  seems 
reasonable  to  conclude,  as  a  result,  that  if  interviews  with  this 
group  of  residents  had  been  obtained,  the  percentage  of  responses 
in  the  less  than  once  a  month  or  never  ridership  category  would 
have  increased  substantially  and  the  percentage  of  responses  in  all 
other  categories  would  have  decreased.     In  essence,  frequency  of 
ridership  findings  in  this  study  are  probably  biased  toward  heavier 
or  greater  ridership  than  would  be  expected  in  the  general  popula- 
tion of  the  District  of  Columbia. 

b.  When  the  frequency  of  taxicab  ridership  findings 
just  discussed  were  analyzed  by   (1)  quadrant  of  the  city,    (2)  age 
of  the  respondent,    (3)  educational  level  of  the  respondent,  and 
(4)  sex  of  the  respondent,  no  statistically  significant  relation- 
ships were  found.     In  other  words,  these  four  variables  are  not 
statistically  correlated  with  the  five  categories  of  ridership 
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frequency  presented  in  the  first  part  of  this  discussion.     From  a 
descriptive  viewpoint,  however,  it  should  be  noted  that  62.7%  of 
the  total  ridership  reported  in  this  study  was  accounted  for  by 
residents  of  the  Northwest,  and  17.8%,   16.7%,  and  2.7%  of  the  total 
ridership  obtained  in  the  study  was  reported  by  residents  of  the 
Southeast,  Northeast,  and  Southwest,  respectively.     While  this 
ridership  pattern  suggests  that  more  taxicab  ridership  occurs  (in 
absolute  terms)   in  the  Northwest  than  in  the  three  other  quadrants, 
the  proportionate  share  of  total  ridership  for  this  segment  is  not 
higher  than  Northeast,  Southeast,  or  Southwest  in  a  statistically 
significant  fashion.     This  response  pattern,  in  essence,  suggests 
that  residents  in  Northwest  have  more  working  telephone  numbers 
listed  in  the  current  directory  and  were  more  willing  to  participate 
in  the  study  than  people  in  any  of  the  other  three  quadrants. 

When  the  total  taxicab  ridership  reported  in  this  study 
is  described  by  age,  respondents  under  age  25  account  for  13.2% 
of  the  ridership,  people  25  to  44  years  of  age  account  for  39.2%, 
respondents  45  to  64  account  for  30.7%,  and  13.2%  of  the  total 
ridership  was  accounted  for  by  respondents  65  years  of  age  and  older 
(no  answer  to  this  question  was  obtained  from  3.7%  of  the 
respondents) .     In  terms  of  educational  levels  and  ridership,  non- 
high  school  graduates  account  for  15.5%  of  the  total  ridership, 
high  school  graduates  account  for  23.1%,  respondents  with  some 
college  account  for  18.0%  of  the  ridership,  22.4%  is  accounted  for 
by  college  graduates,  and  15.3%  of  the  total  ridership  was  accounted 
for  by  post-college  graduates  or  holders  of  professional  degrees 
(5.7%  did  not  respond  to  the  question).     Males  account  for  34.8% 
and  females  account  for  64.1%  of  the  total  taxicab  ridership  re- 
ported by  sample  respondents   (Westat  telephone  interviewers  could 
not  determine  the  sex  of  1.1%  of  the  respondents).     While  the  total 
pattern  of  taxicab  ridership  reported  in  this  study  varies  --  in 
absolute  terms  --  across  the  socio-demographic  variables  just  cited, 
the  proportionate  amount  of  ridership  accounted  for  by  each  of  the 
categories  is  not  different  in  a  statistically  significant  manner. 
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3.1.2  Perceptions  of  Taxicab  Service  in  the  District  of 

Columbia    (Telephone  Sample) 

a.       When  respondents  were  asked  to  rate  their  perceptions 
of  taxicab  service  in  the  District  of  Columbia,   the  following  gen- 
eral findings  were  obtained. 


Table  1.     General  perceptions  of  taxicab  service 


Taxicab  Service 

Good 

Bad 

Average 

No 

Opinion 

a  . 

In  your  part  of  the 
ci  ty 

29.  2% 

30.8% 

32.0% 

8.0% 

b. 

On  the  weekends 

14.2 

37  .0 

18.5 

30.3 

c . 

During  the  rush-hour 
periods 

12.3 

46.8 

15.4 

25.4 

d  . 

At  night 

12.3 

38.2 

17.4 

32.  1 

e . 

In  the  downtown  area 

27.6 

25.7 

21  .7 

24.9 

When  interpreting  these  results,  two  overall  conclusions  evolve. 
First,  service  is  perceived  to  be  good  in  the  respondents'  part  of 
the  city  and  in  the  downtown  area.     Conversely,  service  levels  are 
judged  bad  on  the  weekends,  during  rush-hour  periods,  and  at  night. 
In  general,  these  results  tend  to  reflect  generally  recognized 
characteristics  of  the  taxi  industry  in  Washington.     The  second 
overall  conclusion  in  the  table  involves  the  no  opinion  response 
category.     While  most  respondents  were  able  to  express  opinions 
about  service  levels  in  their  part  of  the  city,  many  respondents 
did  not  express  a  viewpoint  on  the  other  service  level  factors  — 
perhaps  reflecting  a  lack  of  experience  with  taxicab  ridership 
during  the  periods  examined  or  in  the  downtown  area. 

b.  When  the  results  presented  in  Table  1  were  analyzed 
by  the  frequency  of  taxicab  ridership,  significant  statistical  re- 
lationships were  not  found.     In  other  words,  perceived  levels  of 
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taxicab  service    (among  each  of  the  five  factors  examined  in 
Table  1)  were  not  statistically  related  to  the  frequency  of  rider- 
ship  among  those  responding  to  the  questionnaire.     In  essence, 
the  perceptions  of  service  by  more  frequent  and  less  frequent  riders 
of  D.C.   taxicabs  reflect  the  general  pattern  of  results  found  in 
Table  1. 

c.  When  the  age  levels  of  respondents  were  analyzed 
with  respect  to  service  levels,  people  in  the  45  to  64  category 
perceived  service  levels  to  be  poor  in  all  five  categories  included 
in  Table  1.     Respondents  in  the  6  5  years  and  older  category  tended 
to  rate  service  good  in  all  five  categories.     Most  respondents  in 
the  under  25  age  category  and  in  the  25  to  34  years  category  ex- 
pressed average  service  levels  in  each  of  the  five  service  categories. 

d.  Educational  achievement  levels  were  not  statistically 
related  to  perceived  levels  of  taxicab  service  in  any  of  the  five 
categories  in  Table  1  except  the . downtown  area.     Service  levels  in 
this  area  were  rated  poor  by  respondents  who  hold  high  school  degrees 
or  who  have  completed  some  college.     Respondents  in  all  other  edu- 
cational levels  reported  good  service. 

e.  Most  women  rated  service  good  during  the  rush  hour, 
i/hile  many  men  judged  service  to  be  average  or  bad  during  this  time 
period.     In  addition,  most  women  respondents  indicated  that  service 
ftas  bad  in  the  downtown  area,  while  most  men  rated  it  good  or 
average . 

f.  Two  other  tables  provide  meaningful  insights  into 
perceived  levels  of  the  adequacy  of  taxicab  service  in  the  District 
of  Columbia.     When  taxicab  service  was  analyzed  by  the  geographic 
3uadrants  of  the  city,  the  following  results  were  obtained. 
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Table  2.     Perceptions  of  taxicab  service  by  geographic  quadrants 


Taxicab  Service 

Northea  st 

Northwes  t 

So  utheast 

So  uthwes  t 

a  . 

In  your  part  of 
the  city 

Bad 

Good 

Bad 

A  verag  e 

b. 

On  the  weekends 

Bad 

Good 

Bad 

Average 

c . 

During  rush- 
hour  periods 

N.S.* 

N.S. 

N.S. 

N.S. 

d  . 

At  night 

Bad 

Good 

Bad 

Bad 

e . 

In  the  downtown 
area 

N.S. 

N.S. 

N.S. 

N.S. 

*  Not  significant. 

Note:    All  significant  relationships  reported  at  alpha  levels  of 
.05  or  higher. 


In  general,  these  findings  suggest  that  respondents  in  Northwest 
assess  taxicab  service  well  in  their  part  of  the  city,  on  the  week- 
ends, and  at  night.  Conversely,  respondents  in  the  Northeast  and 
Southeast  think  service  is  bad  along  these  three  dimensions. 
Respondents  in  the  Southwest  perceive  service  to  be  bad  at  night 
and  average  in  their  quadrant  of  the  city  and  on  the  weekends. 
Nonsignificant  statistical  relationships  were  found  when  rush-hour 
and  downtown  service  were  analyzed  by  geographic  quadrants  of  the 
city.     However,  it  should  be  remembered  that  results  in  Table  2 
show  that,  generally  speaking,  most  respondents  in  the  sample  (in 
total)  perceived  rush-hour  service  to  be  inadequate.     Table  2,  as 
a  result,  confirms  this  by  showing  that  negative  perceptions  of 
rush-hour  service  are  not  statistically  related  to  specific  quadrants 
but  rather  held  generally  by  all  sample  respondents.     In  a  similar 
manner,  most  respondents  in  all  geographic  quadrants  have,  as  indi- 
cated in  Table  1,  a  divided  opinion  of  taxicab  service  in  the 
downtown  area.     In  summary,  this  table  shows  that  the  zone  system 
in  D.C.  has  resulted  in  differentials  of  perceived  service  levels 
among  the  four  quadrants  of  the  city,  with  service  in  Northwest 
better  than  any  of  the  three  other  areas. 
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Another  indication  of  the  perceived  adequacy  of  taxicab 
service  in  D.C.   is  presented  in  Table  3,  which  is  based  on  com- 
binations of  ZIP  Codes  in  the  city  that  represent  selected  geo- 
graphic areas.     In  general,   these  findings  confirm  the  results 
presented  in  the  first  two  tables.     Service  in  the  West  End  and 
downtown  areas  is  perceived  to  be  good  generally.     Taxicab  service 
in  the  Northeast,  Southeast,  Anacostia,  Congressional  Heights, 
Brookland,  Michigan  Park,  and  Takoma  Park  areas  is  perceived  to  be 
bad  in  general  terms.     Finally,  service  on  the  weekends  and  at 
night  is  considered  to  be  bad,  or  average  at  best,  in  most  parts 
of  the  city.     As  in  Table  2,  rush-hour  service  perceptions  were 
not  statistically  related  to  any  of  the  geographic  breakouts  -- 
service  generally  evaluated  as  bad  by  most  respondents  in  all  of 
these  geographic  sections  of  the  city. 

g.       When  telephone  service  was  analyzed,  it  was  found 
that  8  3.1%  of  the  respondents  have  attempted  to  obtain  a  taxicab 
by  telephone.     When  this  frequency  of  attempted  telephone  service 
use  was  analyzed  by  frequency  of  ridership,  it  was  found  that  most 
respondents  who  ride  cabs  more  than  once  a  week  do  not  use  telephone 
service  --  suggesting  that  this  group  obtains  service  through 
general,  on-the-street  taxicab  availability.     In  addition,  people 
who  ride  cabs  less  than  once  a  month  or  never  tend  to  use  telephone 
service  very  infrequently.     Other  ridership  patterns  were  not 
statistically  related  to  telephone  service. 

It  was  found  that  respondent  age,  educational  level,  and 
residential  quadrant  categories  were  not  statistically  related  to 
the  attempted  use  of  telephone  taxicab  service.     In  addition,  find- 
ings indicate  that  fewer  women  than  men  attempt  to  use  taxicab 
telephone  service. 

Of  those  respondents  who  had  attempted  to  use  telephone 
service  in  D.C,  34.7%  think  that  telephone-dispatched  service  is 
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bad,  23.4%  think  it  is  good,  23.1%  feel  it  is  about  average,  and 
3.9%  express  no  opinion. 

When  the  adequacy  of  taxicab  telephone  service  was  re- 
lated to  quadrant  of  the  city,  it  was  found  that  most  people  in  the 
Northwest  rate  service  as  good,  while  respondents  in  the  Northeast, 
Southeast,  and  Southwest  indicate  that  service  is  bad.  This 
finding  tends  to  confirm  the  generally  recognized  notions  about 
telephone  service  in  the  District  of  Columbia.     In  addition,  the 
frequency  of  taxicab  ridership,  respondent  age,  educational  level, 
and  sex  were  not  statistically  related  to  perceived  levels  of  the 
adequacy  of  taxicab  telephone  service. 

h.  Nearly  three-quarters    (74.3%)   of  the  respondents' 
feel  that  D.C.  taxicab  drivers  <-k  now  their  way  around  the  city  well, 
while  only  5.3%  disagreed  with  this  viewpoint.     While  respondent 
frequency  of  ridership,  age,  educational  level,  and  sex  were  not 
statistically  related  to  this  result,  respondents  in  the  Northeast, 
Southwest,  and  Southeast  tended  to  rate  driver  knowledge  of  the 
city  lower  than  people  in  the  Northwest. 

i.  When  respondents  were  asked  about  shared  riding, 
59.5%  thought  that  it  was  a  good  system  of  taxi  ridership,  while 
28.2%  thought  it  was  bad,  and  12.5%  expressed  no  opinion.  In 
general,  respondents  in  all  geographic  quadrants  of  the  city,  age 
categories,  educational  levels,  and  male-female  categories  rated 
shared  ridership  as  good.     However,  most  respondents  who  ride  in 
taxicabs  less  than  once  a  month  rate  shared  riding  low  in  comparison 
to  all  other  ridership  categories.     This  finding  reflects,  perhaps, 

a  lack  of  knowledge  and  experience  with  this  system  of  ridership 
among  the  respondent  group. 
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j .       Respondents  were  asked  two  questions  pertaining  to 
their  intended  behavior  if  taxicab  service  in  D.C.  were  improved. 
When  asked  if  they  would  ride  cabs  more  often  if  service  were  im- 
proved, 55.1%  of  respondents  said  yes,  35.8%  said  no,  and  9.2% 
indicated  no  opinion.     When  analyzing  this  response  pattern  by 
frequency  of  taxicab  ridership,  it  appears  that  respondents  who 
ride  cabs  less  than  once  a  month  or  never  would  continue  to  not 
use  taxicabs  even  if  service  were  improved.     This  finding  reflects, 
perhaps,  this  segment  of  the  population's  not  relying  on  taxicab 
service  as  a  major  source  of  urban  transportation  —  preferring  to 
use  other  private  or  public  means  of  transportation. 

When  the  probable  relationship  between  increased  service 
levels  and  increased  ridership  was  analyzed  by  geographic  quadrants 
in  the  city,  it  appears  that  people  in  Northwest,  where  service  was 
rated  generally  good  in  previous  findings,  would  not  increase  their 
ridership  significantly  if  service  were  improved.     However,  there  is 
some  support  for  increased  ridership  in  Northeast  and  Southeast  if 
service  were  improved.     In  addition,  it  also  appears  that  residents 
with  at  least  some  college   (including  non-high  school  and  high 
school  graduates)  would  increase  their  ridership  if  service  were 
improved . 

When  respondents  were  asked  if  they  would  be  willing  to 
pay  higher  fares  for  improved  taxicab  service,  44.3%  answered  yes, 
42.7%  answered  no,  and  13.0%  indicated  no  opinion.     This  result 
was  not  statistically  related  to  frequency  of  ridership,  geographic 
quadrants  in  the  city,  or  the  age  level,  educational  level,  or  sex 
of  the  respondents. 

In  reviewing  the  results  just  presented,  it  should  be 
noted  that  "intended  behavior"  questions  are  difficult  to  interpret. 
In  essence,  many  empirical  studies  on  a  variety  of  subjects  have 
shown  that  people  do  not,  in  fact,  behave  in  the  future  as  they 
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intend   (due  to  changing  economic  conditions,  family  composition, 
occupational  patterns,  etc.).     As  a  result,  these  questions  should 
be  regarded  as  indicating  potential  general  trends  that  might  occur 
if  increased  taxicab  service  were  developed  in  the  District  of 
Columbia. 

k.       A  knowledge  question  about  taxicab  service  was  asked 
of  all  respondents.     When  respondents  were  asked  if  the  District  of 
Columbia  has  more  taxicabs  than  most  other  major  cities,  23.8%  of 
the  respondents  said  yes,  29.0%  said  no,  and  6.2%  said  that  D.C. 
has  about  as  many  cabs  as  most  other  major  cities.     In  addition, 
40.9%  of  the  respondents  expressed  no  opinion.     When  these  results 
were  analyzed  by  frequency  of  ridership,  geographic  quadrant,  age, 
and  sex  of  the  respondent,  no  statistically  significant  relation- 
ships were  found.     However,  people  with  more  frequent  ridership 
patterns  tended  to  believe  that  D.C.  has  more  taxicabs  than  most 
other  cities,  while  less  frequent  riders  tended  to  express  no 
opinion.     To  the  extent  that  perceived  knowledge  about  the  number 
of  cabs  in  D.C.  reflects  perceived  availability  of  taxicabs,  these 
results  indicate  a  general  lack  of  knowledge  about  the  cab  system 
in  D.C. 

3.1.3  Perceptions  of  Taxicab  Fare  Levels  in  the  District  of 

Columbia   (Telephone  Sample) 

Only  12.7%  of  the  respondents  felt  that  taxicab  fares 
in  the  District  of  Columbia  are  higher  than  in  most  other  major 
cities,  while  33.0%  felt  fares  were  lower,  and  21.0%  felt  fares 
were  about  the  same  as  in  other  major  cities.     In  addition,  33.3% 
of  those  responding  did  not  express  an  opinion.     In  general,  those 
respondents  who  ride  taxicabs  frequently  felt  that  D.C.  cab  fares 
are,  in  fact,  lower,  while  less  frequent  or  infrequent  riders 
thought  they  were  higher  or  about  the  same  as  in  most  other  major 


26 


36 


cities.     This  response  pattern  probably  results  from  the  greater 
knowledge  about  taxicab  systems  in  other  cities  that  frequent 
riders  of  taxicabs  in  D.C.  have  compared  with  infrequent  riders. 

In  addition  to  these  significant  relationships,  people  in 
the  Northwest  and  Southwest  perceived  taxicab  fares  to  be  lower 
than  in  other  major  cities,  while  residents  of  the  Northeast  and 
Southwest  tended  to  think  fares  were  about  the  same  or  higher  than 
most  other  cities.     People  under  25  years  felt  that,  in  general, 
taxicab  fares  are  higher  in  D.C.  than  in  other  major  cities,  while 
poeple  in  the  25  to  44  and  45  to  64  age  categories  felt  that  fares 
in  D.C.  are  low.     Respondents  age  6  5  or  older  feel  that  taxicab 
fares  in  D.C.  are  about  the  same  as  in  other  cities.     In  general, 
lesser  educated  respondents  feel  that  taxicab  fares  are  higher  in 
D.C,  while  more  educated  respondents  indicated  that  they  feel  cab 
fares  in  D.C.  are  lower  than  in  most  other  major  cities.     Also,  in 
general,  female  respondents  believe  that  fares  are  higher  and  male 
respondents  indicated  that  D.C.  cab  fares  are  lower  than  in  most 
other  major  cities. 

In  summary,  significant  subgroups  among  each  of  the 
socio-demographic  variables  just  discussed  perceive  that  taxicab 
fares  in  the  District  of  Columbia  are  lower  than  in  most  other 
major  cities. 


3.1.4  Perceptions  of  the  Method  of  Determining  Taxicab  Fares 

in  the  District  of  Columbia   (Telephone  Sample) 

a.       The  issue  of  "method  of  fare  determination"  was 
another  major  aspect  of  the  study  effort.     When  respondents  were 
asked  if  the  zone  system  results  in  low  cab  fares  for  people  in 
D.C,  48.9%  said  yes,  29.5%  said  no,  and  25.1%  expressed  no  opinion 
on  the  subject.     In  general,  respondents  who  ride  taxicabs  once  a 
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week  or  more  frequently  tended  to  believe  that  the  zone  system 
resulted  in  low  fares  compared  with  less  frequent  riders.  In 
addition,  people  in  the  Northwest  quadrant  of  the  city  (compared 
with  respondents  in  the  Northeast,  Southeast,  or  Southwest)  recog- 
nized that  the  zone  system  has  resulted  in  low  fares  for  D.C. 
residents  --  the  latter  group  disagreeing  with  this  viewpoint. 
Finally,   female  respondents  tended  to  think  that  the  zone  system 
does  not  result  in  low  fares,  while  male  respondents  felt  that  it 
does . 

b.  When  asked  if  the  sizes  of  taxicab  zones  are  reason- 
able for  all  citizens  of  the  District  of  Columbia,  43.9%  of  the 
respondents  indicated  yes,  23.3%  said  no,  and  32.3%  expressed  no 
opinion.     When  this  question  was  cross-tabulated  by  frequency  of 
rider ship,  geographic  quadrant  of  the  city,  and  the  age,  education, 
and  sex  of  the  respondent,  no  statistically  significant  relation- 
ships were  found. 

c.  While  18.9%  of  the  respondents  expressed  no  opinion, 
48.3%  of  the  sample  indicated  that  the  meter  system  is  a  satisfactory 
way  to  determine  fares,  while  32.8%  of  the  respondents  disagreed 
with  this  viewpoint.     In  general,  respondents  who  ride  taxicabs 

once  a  week  or  more  frequently  tended  to  think  that  the  meter  system 
is  not  a  satisfactory  way  to  determine  fares,  while  less  frequent 
riders  judged  the  meter  system  favorably.     Younger  respondents 
(under  25  years  old)  believed  that  the  meter  system  is  not  a  satis- 
factory way  to  determine  fares,  while  people  in  the  45  to  64  age 
category  think  that  it  is   (respondents  in  the  other  two  age  cate- 
gories did  not  express  a  statistically  significant  opinion) .  When 
analyzing  the  response  pattern  by  educational  level,  respondents 
with  a  high  school  education  or  less  tended  to  think  that  the  meter 
system  is  not  a  satisfactory  way  to  determine  fares,  while  the  more 
educated  respondents  did.     Opinions  about  this  aspect  of  the  meter 
system  were  not  statistically  related  to  the  geographic  quadrants  of 
the  city  or  to  the  respondents'  sex. 
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d.  Most  respondents   (49.6%)  believe  that  the  taxicab 
meter  system  does  not  result  in  low  fares  in  cities  where  it  is 
used,  22.9%  indicating  it  does  result  in  low  fares,  and  27.5%  ex- 
pressing no  opinion.     Taxicab  ridership,  quadrant  of  the  city,  and 
age  levels  were  statistically  related  to  this  overall  response 
pattern.     Generally,  respondents  who  ride  cabs  once  a  week  or  more 
often  said  that  the  meter  system  results  in  high  fares  in  cities 
where  it  is  used,  while  all  other  ridership  classes  thought  it  re- 
sulted in  low  fares.     Respondents  in  the  Northwest  and  Southwest 
think  that  the  meter  system  does  not  result  in  low  fares,  while 
residents  of  the  Northeast  and  Southeast  say  that  it  does.  Finally, 
while  most  respondents  in  the  45  to  64  age  category  believe  that 
the  meter  system  results  in  low  fares  where  it  is  used,  respondents 
in  all  other  age  categories  disagreed  with  this  viewpoint. 

e.  Finally,  respondents  were  asked  if  they  preferred 
the  present  system  of  zones  in  D.C.  or  a  meter  system.  Overall, 
46.1%  prefer  the  present  zone  system,  3.9%  prefer  a  changed  zone 
system,   32.3%  prefer  a  meter  system,  and  17.8%  expressed  no  opinion. 
In  specific  terms,  most  respondents  who  ride  taxicabs  more  than 
once  a  week  or  about  once  every  two  weeks  prefer  a  system  with 
changed  geographic  zones.     Respondents  who  ride  cabs  about  once  a 
week  prefer  the  present  zone  system,  while  respondents  who  ride 
taxicabs  about  once  a  month  or  less  prefer  the  meter  system.  When 
age  was  analyzed  with  respect  to  this  question,  people  in  the  25 

to  44  category  favored  a  changed  zone  system,  while  all  other  age 
groups  prefer  the  present  zone  system.     Geographic  quadrant  of  the 
city,  and  the  educational  level  and  sex  of  the  respondent  were  not 
statistically  related  to  findings  on  this  question. 

In  summary,  most  respondents  believe  that  the  zone  system 
has  resulted  in  low  taxicab  fares  for  D.C.  riders.     In  addition,  the 
sizes  and  shapes  of  the  present  zone  system  were  evaluated  as  fair 
and  reasonable.     However,  the  meter  system  was  regarded  by  most 


29 


39 


respondents  as  a  satisfactory  way  to  determine  taxicab  fares  al- 
though a  meter  system  was  perceived  to  result  in  high  fares  in 
cities  where  it  is  used.     When  asked,  in  general,  if  they  prefer 
the  present  zone  system  or  a  meter  system,  most  respondents  prefer 
the  zone  system.     This  finding  probably  reflects  a  tendency  among 
most  respondents  to  trade  off  some  quality  of  service  for  lower 
fares . 

3 . 2  Results  from  the  On-Site  Distribution  of  Questionnaires 

The  second  major  data  collection  task  in  the  study  in- 
volved the  use  of  a  nonprobability  sample  of  taxicab  users.  In 
summary,  Table  4  gives  the  geographic  sites  and  response  rates 
characterizing  this  data  collection  effort.     At  each  site,  Westat 
field  personnel  distributed  questionnaires  to  persons  getting  into 
and  out  of  D.C.  taxicabs. 


Table  4.     Geographic  sites  and  response  rates  for  the  nonprobability 
sample 


Geographic  Site 

Handed 
Out 

Returned 

Percent 
Returned 

Union  Station 

530 

174 

32.8 

16th  and  K  Streets  area 

170 

33 

19.4 

L'Enfant  Plaza 

195 

74 

38.0 

Judiciary  Square 

5 

0 

0 

Capitol  Hill 

400 

147 

36.8 

Federal  Triangle 

6 

2 

33.  3 

National  Airport 

494 

145 

29.4 

Total  ' 

1  ,800 

575 

Note:    Because  relatively  few  riders  were  contacted  at  Judiciary 
Square  and  Federal  Triangle,  these  two  sites  were  excluded 
as  handout  locations  after  the  first  attempt. 
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The  following  socio-demographic  characteristics  describe 
the  575  persons  completing  these  questionnaires. 


1.  D.C.  residents  account  for  20.6%  of  this  sample, 
12.3%  of  those  respondents  are  from  suburban 
Maryland,   13.5%  of  the  sample  is  from  suburban 
Virginia,  and  53.6%  of  those  responding  are 
from  none  of  the  preceding  jurisdictions. 

2.  Most  of  the  sample  is  comprised  of  male  re- 
spondents   (79.6%),  while  females  account  for 
20.4%  of  the  sample. 

3.  In  terms  of  age,    .9%  of  the  sample  is  18  years 
of  age  or  less,  10.1%  are  between  19  and  24 
years  of  age,   26.1%  are  between  25  and  34  years, 
26.6%  are  from  35  to  44  years,  23.7%  are  from 

45  to  54  years  old,   12.0%  are  55  to  64  years 
of  age,  and  2.6%  of  the  sample  is  65  years  of 
age  or  older. 

4.  Many  of  the  respondents  in  this  sample  (49.1%) 
hold  advanced  or  professional  degrees,  and  33.4% 
are  college  graduates.     In  addition,   12.6%  of 
this  sample  have  some  college,   4.2%  are  high 
school  graduates,  and   .7%  of  those  responding 
are  non-high  school  graduates. 

5.  In  terms  of  the  extent  of  eaxicab  ridership, 
30.6%  of  those  responding  ride  taxicabs  more 
than  once  a  week,   11.1%  ride  about  once  a  week, 
and  7.7%  ride  about  once  every  two  weeks.  Re- 
spondents who  ride  taxicabs  about  once  a  month 
account  for  13.0%  of  the  sample. 


In  general,  this  sample  tended  to  include  more  highly 

educated  persons  and  more  men  than  the  telephone  survey  sample. 

In  addition,  over  half  of  those  responding  were  from  areas  outside 

of  the  D.C.  metropolitan  area.     Generally,  the  overall  ridership 

characteristics  and  age  levels  of  this  respondent  group  are 

i 

comparable  to  the  D.C.  telephone  sample. 
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3.2.1  Perceptions  of  Taxicab  Service  in  the  District  of 

Columbia   (On-Site  Sample) 

a.  When  respondents  were  asked  to  compare  the  taxicab 
service  in  D.C.  with  other  major  cities,   45.0%  of  those  responding 
said  it  was  good,   40.0%  said  it  was  average,   and  10.3%  indicated 
that  it  was  bad.     It  is  significant  to  note  that,  while  D.C.  and 
suburban  Virginia  residents  tended  to  rate  service  average  and 
suburban  Maryland  residents  rated  it  bad  in  comparison  with  other 
major  cities,  residents  not  living  in  any  of  these  jurisdictions 
rates  service  good  in  a  statistically  significant  fashion. 

b.  When  these  perceptions  of  taxicab  service  were 
analyzed  by  geographic  location,  service  at  National  Airport  was 
regarded  as  bad  by  respondents  in  this  sample.     In  addition,  service 
at  Union  Station,   16th  and  K  Streets,  Capitol  Hill,  and  Federal 
Triangle  was  perceived  to  be  good,  and  L1 Enfant  Plaza  service  was 
rated  as  average.     In  summary,  the  two  findings  just  discussed 

tend  to  confirm  generally  published  aspects  of  D.C.   taxicab  service 
with  respect  to  National  Airport  and  most  downtown  locations  in- 
cluded in  the  sample. 

c.  When  D.C.  telephone-dispatched  taxicab  service  was 
examined,  27.7%  indicated  it  was  good,   23.8%  said  it  was  bad,  and 
48.5%  of  those  responding  expressed  no  opinion.     In  general, 
residents  from  D.C.  and  suburban  Maryland  and  Virginia  tended  to 
regard  telephone  service  as  bad  and  respondents  not  living  in  any 
of  these  jurisdictions  rated  D.C.   telephone-dispatched  service 

as  good. 

d.  Most  of  the  respondents    (82.6%)   thought  that  D.C. 
taxicab  drivers  know  their  way  around  the  city  well,  with  8.0% 
disagreeing  with  this  viewpoint  and  9.4%  not  expressing  an  opinion. 
This  finding  was  shared  by  all  groups  of  respondents  in  the  study  — 
including  persons  not  living  in  the  D.C.  metropolitan  area. 
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e.  The  subject  of  shared  riding  was  examined  in  this 
questionnaire.     Over  half    (56.5%)   of  the  respondents  feel  that 
shared  riding  is  a  good  system  of  taxi  ridership,  while  33.9%  of 
those  responding  think  it  is  bad,  and  9.6%  expressed  no  opinion. 
This  response  pattern  was  found  among  all  respondent  categories  in 
the  sample. 

f.  However,  when  shared  riding  was  analyzed  by  geographic 
location  within  the  city,  it  was  judged  bad  at  National  Airport, 
Union  Station,  and  16th  and  K  Streets,  while  good  at  L' Enfant  Plaza, 
Capitol  Hill,  and  the  Federal  Triangle. 

3.2.2  Perceptions  of  Taxicab  Fare  Levels  in  the  District  of 

Columbia    (On-Site  Sample) 

a.  When  respondents  were  asked  about  the  cost  of  taking 
a  taxicab  in  D.C.,   56.9%  of  the  respondents  believe  it  is  lower 
than  in  most  other  major  cities,   28.5%  said  it  is  about  the  same, 
5.7%  said  it  was  higher,  and  8.9%  expressed  no  opinion.     In  analyzing 
these  results  by  place  of  residence,  it  was  found  that  respondents 
from  D.C.  and  suburban  Maryland  thought  that  D.C.  cab  service  is 
less  expensive  than  most  other  cities,  while  suburban  Virginia 
respondents  and  all  other  respondents  think  cab  service  is  more 
expensive  than  in  other  major  cities. 

b.  Respondents  at  National  Airport  and  L' Enfant  Plaza 
generally  regard  the  cost  of  taxicab  service  to  be  higher  than  in 
most  other  cities,  while  respondents  at  Union  Station,  Capitol  Hill, 
and  Federal  Triangle  thought  service  costs  less,  and  persons  re- 
sponding at  16th  and  K  Streets  felt  that  D.C.  taxicab  fares  were 
about  the  same  as  in  other  major  cities. 
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3.2.3  Perceptions  of  the  Method  of  Determining  Taxicab  Fares 

in  the  District  of  Columbia   (On-Site  Sample) 

a.  When  the  zone  system  of  determining  taxicab  fares 
in  the  District  of  Columbia  was  examined,   66.3%  of  the  respondents 
felt  this  system  resulted  in  low  fares,   14.4%  disagreed  with  this 
viewpoint,  and  19.3%  expressed  no  opinion.     This  response  pattern 
was  not  statistically  related  to  place  of  residence  or  on-site 
location  variables  in  the  study. 

b.  Most  respondents   (54.1%)   felt  that  the  sizes  and 
shapes  of  the  D.C.  zone  system  are  reasonable  for  users  of  taxicabs, 
12.5%  disagreed  with  this  viewpoint,  and  33.4%  expressed  no  opinion. 
As  in  the  previous  case,  these  opinions  did  not  statistically  vary 
by  place  of  residence  or  on-site  location  of  the  questionnaire 
distribution. 

c.  Taxicab  meters  were  viewed  as  a  satisfactory  way  to 
determine  fares  by  59.1%  of  the  respondents,  while  27.7%  felt  that 
meters  are  not  a  good  way  to  determine  fares,  and  13.2%  expressed 
no  opinion  on  the  subject.     These  views  were  held  by  all  respondent 
groups  and  location  variables  in  the  study. 

d.  Of  those  responding,  however,  71.1%  felt  that  taxicab 
meters  do  not  result  in  low  fares  in  cities  where  they  are  used, 
compared  with  10.3%  who  felt  meters  do  result  in  low  fares  in  cities 
where  they  are  used   (18.6%  of  the  sample  did  not  express  an  opinion 
on  the  question) .     These  findings  were  not  statistically  related 

to  the  respondents*  place  of  residence.     However,  it  was  found  that 
respondents  at  National  Airport,  16th  and  K  Streets,  and  L' Enfant 
Plaza  tended  to  think  that  the  meter  system  does  result  in  low 
fares  in  cities  where  it  is  used,  while  respondents  at  Union  Station, 
Capitol  Hill,  and  Federal  Triangle  believed  it  does  not  result  in 
low  fares. 
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e.       When  given  a  choice  between  the  zone  and  the  meter 
system,   59.1%  of  the  sample  prefer  the  present  zone  system,  27.5% 
prefer  the  meter  system,  and  13.4%  expressed  no  opinion.  This 
viewpoint  was  held  by  all  subgroups  of  respondents  included  in  the 
sample . 


3 . 3  Results  from  the  Taxicab  Driver  Questionnaire 


The  third  major  data  collection  task  in  the  study  in- 
volved obtaining  opinions  about  the  taxicab  system  in  the  District 
of  Columbia  from  a  sample  of  D.C.   taxicab  drivers.     To  obtain  this 
data,  449  self-administered  questionnaires  were  completed  by 
taxicab  drivers  during  their  licensing  process  at  the  Department 
of  Motor  Vehicles,  Public  Vehicles  Division  during  late  March  and 
early  April  1974. 


The  following  findings  describe  the  basic  characteristics 
of  this  sample. 


1.  It  was  found  that  33.1%  of  the  drivers  in  the 
sample  drive  a  taxicab  less  than  20  hours  each 
week,  34.1%  of  the  respondent  drivers  drive  a 
cab  from  20  to  34  hours  each  week,  and  26.7% 
drive  a  cab  35  hours  or  more  each  week.  In 
addition,  5.8%  of  the  drivers  in  the  sample 
reported  that  they  do  not  drive  any  hours, 
and  .4%  of  the  respondents  did  not  answer  the 
question.     Of  those  drivers  operating  a  cab 
less  than  35  hours  each  week,  most  have  another 
job,  while  most  full-time  drivers   (i.e.,  operating 
a  taxicab  at  least  35  hours  a  week)  do  not  hold 
other  jobs  —  in  addition  to  driving  a  taxicab. 

2.  Nearly  two-thirds   (63.7%)  of  those  drivers  re- 
sponding own  their  taxicabs,  while  24.5%  rent 
or  lease  their  cabs,  and  6.2%  have  some  other 
arrangement   (5.6%  of  the  drivers  in  the  sample 
did  not  answer  this  question) .     About  one-fifth 

of  the  drivers   (19.8%)  are  less  than  34  years  old, 
while  56.1%  of  the  drivers  are  between  35  and  54 
years  old,  and  25.8%  are  55  years  of  age  or 
older   (2.2%  of  the  sample  did  not  respond  to 
this  question) . 
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3.  Most  of  the  drivers   (57.0%)   in  the  sample  have 
driven  taxicabs  in  D.C.  more  than  10  years, 
while  21.6%  have  driven  between  6  and  10  years, 
and  18.3%  have  driven  a  cab  less  than  5  years 
(3.1%  of  the  drivers  did  not  answer  the  ques- 
tion).    Male  drivers  accounted  for  93.8%  of 
those  responding  to  the  question,  while  females 
represented  4.0%  of  the  sample   (2.2%  did  not 
answer  the  question) . 

4.  In  terms  of  educational  level,   35.0%  of  the 
drivers  are  non-high  school  graduates,  29.8% 
are  high  school  graduates,   21.8%  have  some 
college,   8.0%  are  college  graduates,  and  1.8% 
of  the  sample  reported  holding  post-college  or 
professional  degrees    (3.6%  of  the  sample  did  not 
respond  to  the  question) . 


3.3.1  Perceptions  of  Taxicab  Service  in  the  District  of 

Columbia   (Driver  Sample) 

a.  Of  the  drivers  responding  to  the  questionnaire,  44.8% 
indicated  that  they  believe  taxicab  service  in  D.C.  is  good,  38.5% 
think  it  is  average,  and  6.7%  think  it  is  worse  than  service  in 
most  other  major  cities   (10.0%  of  the  sample  did  not  express  an 
opinion  on  the  subject) .     This  general  finding  was  not  statistically 
related  to  any  of  the  subgroups  of  drivers  in  the  sample  (i.e., 
length  of  service,  age,  and  part-time/full-time  driver  categories). 

b.  When  night-time  taxicab  service  was  examined,  46.3% 
of  the  drivers  indicated  that  they  drive  at  night,  while  43.7%  do 
not  drive  at  night,  and  10.0%  expressed  no  opinion.     Drivers  driving 
less  than  20  hours  each  week  tend  not  to  drive  at  night,  while  many 
full-time  drivers  offer  night  service.     Drivers  who  have  driven 
more  than  10  years  do  not  tend  to  drive  at  night,  while  drivers 
with  less  than  10  years  on  the  job  tend  to  offer  night  service. 

In  summary,  most  night  taxicab  service  being  offered  in  the  District 
of  Columbia  is  provided  by  full-time  drivers  with  less  than  10 
years'  experience. 
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c.  If  night  fares  were  higher  than  day-time  fares, 
49.7%  of  all  drivers  indicated  they  would  be  more  willing  to  drive 
at  night,  compared  with  25.4%  who  would  continue  to  be  unwilling 

to  drive  at  night,  while  24.9%  expressed  no  opinion  on  the  question. 
In  analyzing  these  results  by  full-time  and  part-time  drivers, 
those  drivers  who  work  less  than  20  hours  each  week  would  not  tend 
to  increase  their  driving  at  night,  while  drivers  working  20  hours 
or  more  each  week  would  be  more  willing  to  drive  at  night.  In 
general,  drivers  with  more  experience  would  not  be  willing  to  drive 
at  night  if  fares  were  increased,  while  drivers  with  less  than  10 
years '   experience  would  tend  to  continue  driving  at  night  if  higher 
fares  were  offered.     When  asked  how  much  higher  fares  should  be  at 
night  to  encourage  more  night  driving  in  D.C.,   31.9%  of  the  drivers 
indicated  a  night  driving  increase  of  10%,   22.2%  felt  a  15%  in- 
crease would  be  acceptable,  12.1%  indicated  a  20%  increase  would 
encourage  driving  at  night,  while  12.5%  felt  a  25%  increase  would 
be  satisfactory.     These  results  were  found  in  all  driver  subcate- 
gories.    In  summary,  it  appears  that  increased  night  fare  levels 
would  not  encourage  night  driving  by  drivers  currently  operating  a 
taxicab  less  than  20  hours  each  week.     However,  drivers  operating  a 
cab  20  to  34  hours  or  35  hours  each  week  indicated  they  would  be 
more  willing  to  drive  at  night  if  fares  were  higher.     In  addition, 
drivers  with  less  than  10  years'  experience  would  be  more  willing 
to  drive  at  night  for  higher  fares  than  drivers  with  10  years  of 
experience  or  more.     Finally,  it  appears  that  most  drivers  believe 
a  10%  to  15%  increase  in  fares  would  tend  to  stimulate  overall 
night  service. 

d.  When  asked  about  shared  riding,  79.5%  of  the  drivers 
felt  it  is  a  good  or  very  good  system  of  taxicab  ridership,  while 
6.0%  felt  it  is  bad,  and  14.5%  expressed  no  opinion.     In  general, 
drivers  working  20  hours  or  more  each  week  think  shared  riding  is 
better  than  drivers  working  less  than  20  hours  per  week.  Length 

of  experience  in  driving  a  D.C.  taxicab  was  not  statistically  re- 
lated to  the  general  response  pattern  in  this  question. 
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e.  Many  drivers   (47.2%)   felt  that  the  District  of 
Columbia  does  not  have  enough  radio-dispatched  taxicabs  to  meet 
the  needs  of  D.C.  citizens,  while  25.6%  of  those  responding  dis- 
agreed with  this  viewpoint,  and  27.2%  expressed  no  opinion.  Most 
full-time  drivers  indicated  that  telephone-dispatched  service  is 
adequate,  while  drivers  operating  a  taxicab  less  than  35  hours  each 
week  viewed  radio-dispatched  taxicab  service  as  inadequate.     As  in 
the  previous  case,   length  of  driving  experience  was  not  statistically 
related  to  the  overall  response  pattern  on  this  question. 

f.  When  asked  if  they  have  a  two-way  radio  in  their 
taxicabs,  70.4%  of  the  drivers  responding  said  no,  while  22.5%  said 
yes,  and  7.1%  of  the  drdvers  gave  no  answer  to  the  question.  Of 
those  drivers  with  two-way  radios  in  their  taxicabs,  20.9%  operate 
as  a  radio-dispatched  taxicab  1  to  3  hours  a  day,  35.5%  operate  in 
this  manner  between  4  to  6  hours,  and  33.8%  operate  more  than  6 
hours  each  day  as  a  radio-dispatched  taxicab   (9.8%  of  the  group  did 
not  respond  to  the  question) .     Full-time  drivers  with  two-way 
radios   (working  35  hours  or  more  each  week  as  a  taxicab  driver)  tend 
to  operate  more  than  6  hours  per  day  as  a  radio-dispatched  cab, 
while  those  drivers  with  two-way  radios  working  20  to  34  hours  each 
week  tend  to  operate  as  a  radio  cab  4  to  6  hours  per  day.  In 
addition  drivers  with  two-way  radios  working  less  than  20  hours 
each  week  tend  to  work  1  to  3  hours  per  day  as  a  radio-dispatched 
taxicab.     Length  of  driving  experience  in  D.C.  was  not  statistically 
related  to  frequency  of  radio-dispatched  operation. 

When  respondents  not  operating  as  radio-dispatched  cabs  at 
the  present  were  asked  about  the  alternative  call  charges  that  would 
stimulate  taxicab  operation  as  a  radio-dispatched  cab,  10.1%  of  the 
drivers  indicated  .50C,  22.8%  said  .75C,  23.2%  suggested  $1.00, 
1.6%  indicated  $1.25,  and  4.1%  said  $1.50  or  more    (38.2%  of  the 
drivers  did  not  respond  to  the  question) .     While  this  result  is  not 
statistically  related  to  full-time  or  part-time  drivership,  it  was 
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found  that  drivers  with  less  than  5  years  of  experience  tended  to 
believe  that  a  $1.25  call  charge  would  stimulate  their  operating 
as  a  radio-dispatched  cab,  while  drivers  with  6  to  10  years 
thought  a  .750  charge  would  be  sufficient.     Finally,  a  .500  call 
charge  was  most  preferred  by  drivers  with  10  or  more  years' 
experience . 

3.3.2  Perceptions  of  Taxicab  Fare  Levels  in  the  District  of 

Columbia   (Driver  Sample) 

a.  Most  drivers   (77.5%)   felt  that  taxicab  fares 

in  D.C.  are  lower  than  in  most  other  major  cities,  1.3%  said  fares 
are  higher,  12.0%  said  D.C.  taxicab  fares  are  about  the  same  as 
in  most  other  major  cities,  and  9.1%  expressed  no  opinion.  This 
finding  was  not  statistically  related  to  full-time  or  part-time 
status  or  length  of  driving  experience. 

b.  Nearly  three-fourths  of  the  drivers  (73.9%) 

felt  that  the  present  zone  system  results  in  low  taxicab  fares  for 
riders  of  D.C.  taxicabs,  9.6%  disagreed  with  this  viewpoint,  and 
16.5%  expressed  no  opinion.     While  driving  experience  was  not 
statistically  related  to  this  response  pattern,  drivers  operating 
taxicabs  less  than  35  hours  each  week  tended  to  think  that  the  zone 
system  does  not  result  in  low  fares,  while  full-time  drivers  did. 

j         c.       When  asked  how  their  earnings  compared  with  the 
earnings  of  taxicab  drivers  in  other  major  cities,  45.7%  of  those 
responding  answered  that  D.C.  drivers'  earnings  are  less,  3.3% 
answered  earnings  were  higher  than  in  other  major  cities,  15.1%  felt 
driver  earnings  are  about  the  same  as  in  other  major  cities,  and 
35.9%  expressed  no  opinion.     This  response  pattern  was  not  related 
to  driving  status  or  length  of  experience  in  driving  a  taxicab  in 
D.C. 
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d.  Over  half  of  those  drivers  responding   (58.6%)  believe 
that  a  person  can  earn  an  adequate  income  by  driving  a  taxicab  in 
D.C.  on  a  full-time  basis,  while  25.0%  disagreed  with  this  view- 
point, and  16.5%  expressed  no  opinion.     Drivers  with  10  years  of 
experience  or  more  tended  to  reinforce  the  belief  that  an  adequate 
income  can  be  made  by  driving  a  D.C.   taxicab  full-time,  while 
drivers  with  less  than  5  years  of  experience  disagreed.     In  addition, 
drivers  with  6  to  10  years  of  experience  expressed  divided  opinions 
on  this  question. 

e.  On  a  related  question,   8.5%  of  those  drivers  re- 
sponding felt  that  there  are  too  many  taxicabs  in  D.C,  13.6%  said 
there  were  too  few,  and  37.2%  indicated  that  there  are  about  the 
right  number  of  taxicabs  in  D.C.    (40.8%  of  the  drivers  expressed 
no  opinion  on  the  question) .     When  asked  if  they  would  be  in  favor 
of  limiting  the  number  of  taxicabs  in  D.C.  in  the  future   (if  present 
drivers  were  assured  of  keeping  their  PSC  licenses) ,  31.9%  said 
yes,  40.9%  said  no,  and  23.2%  expressed  no  opinion.     In  general, 
drivers  with  at  least  6  years  of  experience  favored  a  reduction  of 
the  number  of  taxicabs  in  D.C.  under  these  conditions,  while  drivers 
with  less  than  6  years'  experience  did  not. 

3.3.3  Perceptions  of  the  Method  of  Determining  Taxicab  Fares 

in  the  District  of  Columbia   (Driver  Sample) 

a.      When  asked  if  the  present  system  of  zones  is  reason- 
able for  most  people  riding  in  D.C.  taxicabs,  48.1%  answered  yes, 
40.1%  answered  no,  and  11.8%  gave  no  opinion.     In  general,  however, 
drivers  with  less  than  5  years 1  experience  tended  to  think  that  the 
present  system  of  zones  is  not  reasonable  for  D.C.  taxicab  riders, 
while  drivers  with  5  years  or  more  driving  experience  did. 
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b.  Nearly  two-thirds  of  the  drivers   (64.8%)   felt  that 
the  present  sizes  of  D.C.  taxicab  zones  should  be  changed,  16.9% 
indicated  that  present  zone  areas  should  be  maintained,  and  31.0% 
gave  no  opinion.     In  summary,  responses  to  the  preceding  question 
suggest  that  the  sizes  and  shapes  of  the  present  zone  system  are 
reasonable  for  most  people  riding  in  D.C.  taxicabs.     However,  on 
this  question,  most  of  the  drivers  asked  believe  that  the  present 
sizes  of  the  zones  should  be  changed.     The  explanation  for  this 
trend,  it  seems  reasonable  to  conclude,  comes  from  the  belief  among 
73.9%  of  the  driver  sample  that  the  present  zone  system  results  in 
low  taxicab  fares   (this  result  was  reported  previously  in  the 
report) . 

c.  Most  respondents   (53.2%)   said  that  taxicab  meters 
do  not  result  in  low  fares  in  cities  where  they  are  required, 
15.8%  indicated  that  low  fares  were  the  result  of  a  meter  system, 
while  31.0%  of  the  sample  expressed  no  opinion  on  the  subject. 

In  essence,  then,  responses  to  this  question  appear  to  suggest  that 
many  drivers  believe  that  higher  fares  are  associated  with  the  use 
of  taxicab  meters. 

d.  However,  when  asked  if  they  would  prefer  to  keep  the 
present  system  of  taxicab  zones  or  would  prefer  that  all  D.C.  cabs 
be  required  to  have  meters,  49.7%  of  the  sample  preferred  the  zone 
system,  32.5%  preferred  the  meter  system,  and  17.8%  expressed  no 
opinion.     When  these  results  were  analyzed  by  length  of  experience 
or  part-time/full-time  status,  no  statistically  significant  rela- 
tionships were  found.     In  summary,  even  though  meter-determined 
fares  were  judged  to  result  in  higher  fares  in  cities  where  they 
are  used,  most  D.C.  taxicab  drivers  do  not  prefer  meters  over  the 
present  system  of  zones  in  the  District  of  Columbia. 
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e.       When  drivers  were  asked  to  evaluate  a  "floating 
zone  system"    (or  a  mileage  rate  zone  system),  40.1%  said  it  is  a 
good  system,  20.8%  said  it  is  a  bad  system,  and  39.2%  gave  no 
opinion.     In  general,  it  appears  that  most  drivers  with  knowledge 
of  the  system  like  this  method  of  fare  determination.  However, 
many  drivers  were  unable  to  express  an  opinion  about  this  system  -- 
perhaps  suggesting  a  lack  of  knowledge  about  the  specific  features 
of  the  proposed  plan.     Of  those  drivers  expressing  an  opinion  about 
the  floating  zone,  drivers  with  more  than  10  years  of  experience 
were  opposed  to  this  system  of  fare  determination,  while  drivers 
with  10  years  or  less  experience  tended  to  favor  it. 

3.4  Results  from  the  Management  Interviews 

The  management  interviews  are  summarized  in  Appendix  D 
of  this  report.     The  main  findings  of  these  interviews  are  that  the 
industry  does  not  favor  the  use  of  meters  and  it  is  against  entry 
control.     These  findings  are  logical  in  that  it  is  generally  assumed 
that  meters  and  entry  control  would  raise  taxi  fares  and  thereby 
reduce  the  demand  for  taxi  service.     This  would  reduce  employment 
in  the  industry  and  hurt  business  for  the  associations.  The 
Taxicab  Industry  Group  in  particular  felt  that  the  demand  for  taxi 
service  was  very  important. 

The  management  interviews  also  revealed  dissatisfaction 
with  hack  enforcement  and  a  feeling  that  traffic  conditions  in  D.C. 
could  be  improved.     The  association  representatives  also  felt  that 
radio  service  in  Washington  was  good  relative  to  what  it  is  in 
other  major  cities  and  is  improving.     They  felt  that  shared  riding 
has  improved  service,  especially  during  rush  hours  and  to  the 
problem  areas  of  the  city.     Only  a  slight  increase  in  taxi  fares 
to  cover  higher  gasoline  costs  is  currently  needed. 
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3.5  Results  of  the  Comparable  Cities  Analysis 

In  order  to  avoid  operating  in  a  vacuum,  taxicab  regula- 
tions in  several  other  major  cities  were  researched  and  studied. 
The  approach  used  involved  two  levels  of  analysis.     First,  a  number 
of  studies  of  taxicab  regulations  in  other  major  cities  were  re- 
viewed.    These  studies  are  listed  in  Appendix  E  of  this  report. 
Second,  more  in-depth  study  of  the  taxi  industries  and  their  regu- 
lations in  Atlanta,  Boston,  Columbus,  Dallas,  and  New  Orleans  were 
made.     This  section  reports  the  results  of  this  research. 

All  major  cities  in  the  U.S.  except  Washington,  D.C.  use 
taxi  meters  as  a  basis  for  fare  determination.     Current  fare  levels 
were  impossible  to  obtain  because  of  increasing  gasoline  prices 
and  the  general  rise  in  prices.     It  does  appear,  however,  that, 
after  the  flag  drop,   fares  are  at  least  .5(K  per  mile  in  most  cities. 
There  also  appear  to  be  restricted  entry  policies  in  many  cities, 
although  only  a  few  have  frozen  the  number  of  taxi  licenses. 

Atlanta  is  an  example  of  a  city  that  utilizes  taxicab 
meters  but  has  free  entry.     There  are  about  1,900  cabs  providing 
service.     Drivers  are  either  owners  of  their  cabs  or  lease  them 
from  associations.     Fares  are  currently  .  50C  for  the  first  one-fifth 
of  a  mile  and  .  50C  a  mile  for  additional  miles.     The  industry  is 
currently  trying  to  have  this  raised  to  . 70C  a  mile.     Service  is 
considered  to  be  good.     Most  cabs  are  radio-equipped  but  it  is  not 
known  what  percentage  of  the  trips  are  radio-dispatched. 

Boston  has  1,575  taxis  and  ownership  between  fleets  and 
independents  in  split.     Fares  are  .  50C  for  the  first  seventh  of  a 
mile  and  .  70C  per  mile  thereafter.     This  relatively  high  fare  level 
has  resulted  in  relatively  low  taxi  ridership  and  a  medallion  price 
of  $40,000.     Service  is  generally  good,  but  there  are  numerous 
examples  of  refusals  to  take  passengers  to  certain  parts  of  the 
city,  including  the  airport. 
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Columbus,  Ohio  has  342  cabs  that  are  owned  by  six 
companies;   this  figure  is  down  slightly  from  351  cabs  in  1970. 
All  taxis  must  be  radio-equipped  and  most  trips  are  radio- 
dispatched.     Fares  are  .  60C  for  the  first  sixth  of  a  mile  and  .20$ 
for  each  additional  third  of  a  mile.     No  information  was  obtained 
on  medallion  prices. 

Dallas,  Texas  has  650  cabs,   440  in  the  Yellow  Cab  fleet 
and  210  independents.     The  number  of  licenses  is  increased  each 
year,  but  not  all  qualified  applicants  may  enter  the  industry  right 
away.     It  costs  about  $3,000  to  purchase  an  existing  license  and 
takes  a  year  or  two  to  be  issued  a  new  one  by  the  city.     Fares  are 
.65$  for  the  first  fifth  of  a  mile  and  .50$  per  mile  thereafter. 
All  cabs  are  radio-equipped  and  service  is  considered  good. 

New  Orleans  has  1,500  cabs  that  are  split  between  fleets 
and  independents.     Cabs  are  radio-equipped  and  most  trips  are 
radio-dispatched.     Licenses  can  be  obtained  from  the  city  after  a 
fairly  lengthy  waiting  period  or  purchased  from  existing  holders 
for  about  $3,000.     Service  is  considered  to  be  good. 

The  above  review  of  fare  levels,  fare  structures,  and 
entry  policy  as  well  as  the  review  of  previous  studies  on  taxicab 
service  in  other  cities  does  not  provide  an  adequate  basis  for  com- 
paring taxi  service  in  Washington,  D.C.  with  taxi  service  in  other 
areas.     The  reason  for  this  is  that  the  adequacy  of  taxi  service  in 
other  cities  has  never  been  researched  on  a  systematic  basis  as 
was  done  in  this  study  for  Washington,  D.C.     Service  being  con- 
sidered good  in  other  cities  probably  means  that  there  aren't  very 
many  complaints  about  it.     Thus  what  is  known  about  service  in 
other  cities  at  this  time  does  not  provide  a  satisfactory  basis 
for  determining  if  in  fact  there  are  significant  service  differences 
and  then  further  attempting  to  relate  service  differences  to  fare 
determination  and  entry  policies. 
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It  does  appear  clear  that  Washington,  D.C.  is  not  the 
only  city  with  some  service  problems.     New  York,  Chicago,  and 
Pittsburgh  all  have  significant  numbers  of  gypsy  (unlicensed) 
taxi  operators  that  provide  service  in  the  lower  income  areas. 
In  these  cities  the  existence  of  gypsy  operations  seems  to  be 
due  to  high  medallion  prices,  an  inadequate  number  of  taxis  due  to 
entry  controls,  and  a  resulting  unwillingness  to  serve  lower  in- 
come areas  that  is  due  to  a  combination  of  their  relative  un- 
prof itability  and  high  driver  risk.     This  seems  to  be  a  rather 
strong  indication  that  entry  control  and  fleet  ownership  do  not 
guarantee  that  poorer  areas  will  be  served  well. 

Apparently  there  are  no  empirical  studies  of  the  adequacy 
of  taxicab  service  other  than  the  one  contained  in  this  report. 
While  the  economic  aspects  of  taxi  service  have  been  studied  to  a 
limited  extent  and  ridership  patterns  have  been  examined  in  a 
number  of  cities ,  no  research  has  been  done  that  assesses  customer 
satisfaction  with  taxi  service.     This  is  understandable  as  previous 
research  has  focused  on  the  role  of  the  taxicab  in  the  urban 
transportation  system.     But  the  result  of  the  unavailability  of  hard 
information  on  the  adequacy  of  taxi  service  in  other  cities  makes 
direct  comparisons  with  Washington,  D.C.  impossible. 
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4.  DISCUSSION  AND  INTERPRETATION  OF 
THE  THEORETICAL  AND  EMPIRICAL  FINDINGS 


This  section  of  the  report  discusses  and  interprets  the 
findings  that  have  been  reported  in  the  study.     It  also  presents  a 
number  of  recommendations  to  the  PSC.     It  is  organized  as  follows. 
First,  the  findings  on  fare  determination  policy  are  analyzed. 
This  is  followed  by  a  discussion  of  entry  policy.     Then  certain 
other  aspects  of  regulatory  policy  that  do  not  relate  directly  to 
fare  determination  and  entry  policy  are  discussed;  this  includes 
the  questions  of  shared  riding,  telephone  service,  and  night  service. 

4 . 1  Fare  Determination  Policy 

The  PSC  has  four  options  available  to  it  relative  to  fare 
determination  policy.     These  options  are: 

1.  To  leave  the  existing  fixed  zone  system 
unchanged. 

2.  To  modify  the  existing  fixed  zone  system  so  as 
to  make  the  times  required  to  pass  through  each 
zone  more  equal.     This  would  probably  result  in 
changes  in  the  long  zones  in  the  Northeast  and 
Southeast. 

3.  To  adopt  a  mileage  rate  zone  system  of  the  type 
suggested  by  Irving  Schlaifer. 

4.  To  adopt  a  fare  determination  system  that  uses 
taxicab  meters. 

The  findings  made  in  this  study  will  now  be  analyzed  as  they  relate 
to  each  of  these  options.  For  purposes  of  discussion,  the  findings 
are  considered  separately  with  respect  to  each  of  the  alternatives. 
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4.1.1  Zone  System  Unchanged 

There  are  a  number  of  problems  with  the  fixed  zone 
system  in  Washington,  D.C.     Briefly  they  are: 

1.  Certain  trips  are  very  unattractive  to  drivers 
and  others  are  unattractive  to  consumers. 

2.  Some  customers  do  not  know  if  they  are  being 
fairly  charged  under  the  system. 

3.  From  a  resource  allocation  viewpoint,  there  are 
some  trips  that  customers  do  not  take  that  they 
would  take  if  the  rates  were  cost-based,  and 
certain  others  that  would  not  be  taken  if  rates 
were  cost-based. 

It  should  be  noted  that  these  problems  are  not  among  the 
major  ones  that  concern  the  D.C.  taxi  industry.     Major  problems 
that  are  frequently  blamed  on  the  zone  system  but  not  necessarily 
related  to  it  include  the  following: 


1. 

poor 

service  during  the  rush  hours, 

2. 

driver  refusal  to  make  certain  trips, 

3. 

poor 

radio-dispatched  service, 

4. 

poor 

service  at  night  and  on  weekends, 

5. 

poor 

service  in  the  Northeast  and  Southeast, 

6. 

poor 

service  at  National  Airport. 

The  above  six  problems  will  be  analyzed  in  more  detail 
later.     They  are  mentioned  here  to  make  it  clear  in  discussing  fare 
determination  systems  that  the  problems  of  the  D.C.  taxi  industry 
go  far  beyond  a  simple  discussion  of  zones  versus  meters. 
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Regarding  the  theoretical  aspects  of  the  present  zone 
system,  it  is  clear  that  the  zones  do  result  in  boundaries  that 
drivers  wish  to  cross  and  that  customers  do  not  wish  to  cross,  and 
that  it  may  be  difficult  to  figure  out  what  the  fares  will  be  for 
certain  trips.     But  it  is  equally  clear  from  the  household,  on-site, 
and  driver  surveys  that  consumers  and  drivers  both  prefer  the  zone 
system  to  meters  or  a  changed  zone  system.     This  means  that,  while 
the  above-mentioned  problems  exist,  they  are  either  not  important 
enough  to  weigh  against  zones  in  favor  of  meters,  or  consumers 
and  drivers  have  reasonably  adapted  to  them. 

The  surveys  also  indicate  that  the  residents  of  Washington, 
its  suburbs,  visitors,  and  drivers  prefer  the  zone  system  over 
meters.     This  conclusion  was  especially  true  of  households  that  use 
cabs  at  least  once  every  two  weeks.     Interestingly  enough,  the  only 
group  that  preferred  meters  were  those  who  ride  cabs  once  a  month 
or  less.     The  surveys  provide  very  strong  evidence  that  customers 
who  ride  cabs  frequently  and  drivers  strongly  prefer  the  zone  system 
as  it  currently  exists. 

Another  strong  conclusion  reached  from  the  survey  is  that 
residents,  visitors,  and  drivers  feel  that  the  zone  system  has 
resulted  in  lower  fares  for  Washington,  D.C.     They  further  believe 
that  a  meter  system  does  not  result  in  low  fares.     The  exceptions 
to  these  opinions  were  held  by  those  who  ride  taxis  less  than  once 
a  week  and  by  residents  that  live  in  the  Northeast  and  Southeast. 
If  the  opinions  of  the  frequent  users  of  taxicabs  are  weighted  more 
heavily  by  the  Commission  than  those  of  the  occasional  riders,  the 
zone  system  should  be  continued,  perhaps  with  some  modifications. 

It  might  be  tempting  to  reason  that  the  zone  system  should 
be  replaced  by  a  meter  system  because  of  the  apparent  preferences  of 
D.C.  residents  living  in  the  lower  income  quadrants  of  the  city. 
A  reasonable  interpretation  of  why  these  residents  seem  to  be  against 
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the  zone  system  is  that  they  feel  taxi  service  in  their  areas  is 
bad  and  associate  the  poor-quality  service  with  the  zone  system. 
But,  if  other  factors  are  causing  the  poor  service  in  these  areas, 
throwing  out  the  zone  system  would  not  eliminate  poor  service  and 
would  probably  result  in  higher  fares. 

The  present  zone  system  could  easily  be  modified  to 
provide  better  radio-dispatched  and  rush  hour  service.     As  will 
be  discussed  later  in  this  section,  the  surcharge  for  radio-dis- 
patched service  could  be  increased.     While  this  might  discourage 
a  few  marginal  riders,  it  would  encourage  more  drivers  to  operate 
on  a  radio-dispatched  basis.     Push  hour  service  could  be  improved 
by  offering  drivers  more  incentives  to  operate  during  these  periods 
through  a  rush  hour  surcharge  or  by  making  fares  the  higher  of  the 
present  zone  charge  or  a  rate  per  minute.     Costs  go  up  during  rush 
periods  because  of  higher  congestion  levels  that  result  in  more 
time  per  trip;  a  time  based  rate  that  would  be  effective  only 
during  periods  of  actual  congestion  would  make  it  more  worthwhile 
for  drivers  to  work  during  peak  hours. 

There  are  a  number  of  other  problems  that  were  outlined 
at  the  beginning  of  this  section  which  are  frequently  blamed  on  the 
zone  system  but  not  necessarily  related  to  it.     Driver  refusals  to 
make  certain  trips,  whether  for  economic  or  safety  reasons,  will 
occur  regardless  of  the  fare  determination  system  in  the  absence 
of  adequate  hack  inspection.     Poor  service  at  National  Airport  is 
not  a  problem  of  the  PSC  as  it  involves  interstate  runs.  Further, 
the  fixed  zone  system  does  not  apply  to  airport  trips.  Finally, 
night  and  weekend  service  will  be  discussed  at  the  end  of  this  part 
of  the  report. 

Summing  up  on  the  present  zone  system,  there  are  some 
theoretical  arguments  against  it.  As  was  stated  previously,  it 
encourages  riders  to  take  trips  that  minimize  the  number  of  zones 


49 


traveled  through  while  avoiding  short  trips  that  cross  zone  lines. 
Drivers  on  the  other  hand  look  for  just  the  opposite  kinds  of  trips 
But  residents  who  use  taxi  service,  visitors,   ar.d  drivers  favor  it, 
despite  these  shortcomings.     In  view  of  the  strong  support  for  a 
zone  system,  it  would  appear  that  the  adoption  of  a  meter  system 
would  be  very  questionable. 

4.1.2  Modified  Zone  System 

There  is  little  evidence  to  support  changes  in  the  fixed 
zone  arrangement  as  it  now  exists.     In  theory,  the  zones  could  be 
changed  to  reflect  changed  traffic  conditions.     The  objective  in- 
making  changes  should  be  to  make  the  cost  of  passing  through  each 
zone  as  equal  as  possible.     The  Taxicab  Industry  Group  did  point 
out  that  there  are  problem  zones  in  the  Northeast  and  Southeast 
that  should  be  changed.     If  the  fixed  zone  system  is  to  remain, 
the  Commission  should  be  watchful  for  conditions  that  will  change 
the  costs  of  passing  through  the  different  zones. 

D.C.   residents  in  all  ridership,  living,  and  age  cate- 
gories felt  that  the  sizes  of  the  zones  are  reasonable  for  all 
residents  of  the  District.     This  was  also  true  of  the  riders 
sampled  in  the  on-site  survey.     The  drivers,  however,  expressed  a 
very  different  opinion.     Nearly  two-thirds  of  the  drivers  surveyed 
felt  that  the  present  sizes  of  the  zones  should  be  changed.  Un- 
fortunately, the  survey  approach  did  not  allow  the  drivers  to  state 
just  how  they  felt  the  zones  should  be  changed.     In  all  probability 
the  drivers  feel  that  smaller  zones  would  increase  their  incomes. 
But  the  drivers  also  believe  that  the  zone  system  is  reasonable 
for  D.C.   residents  and  that  an  adequate  livina  can  be  earned  by 
driving  a  taxi  full-time  in  the  District. 

The  type  of  study  that  would  be  necessary  to  determine 
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how  zone  boundaries  might  be  changed  is  not  easy  to  establish. 
Driver  manifests  could  be  examined  to  see  where  trips  are  being 
taken  as  a  basis  for  assessing  the  extent  to  which  problems  exist 
with  the  present  system.     Just  how  accurate  the  manifests  are  is 
not  known.     Hack  inspection  is  almost  non-existent  in  the  District 
and  there  are  probably  no  incentives  for  drivers  to  keep  accurate 
records.     But  with  or  without  accurate  trip  records,  a  study  of 
how  fares  under  the  zone  system  compare  with  the  costs  of  the 
many  hundreds  of  representative  trips  that  could  be  taken  should  be 
made.     This  study  would  have  to  consider  distances,  traffic  condi- 
tions, types  of  roads  and  streets,  per  mile  operating  costs,  the 
likelihood  of  backhauls ,  and  any  other  factors  that  would  determine 
per  trip  costs.     These  factors  would  vary  by  time  of  day  and 
revenues  would  depend  on  the  number  of  passengers  and  the  rate 
being  utilized  (group  or  shared) . 

The  importance  of  good  revenue  and  cost  data  on  a  trip 
basis  with  proper  aggregation  cannot  be  under-emphasized.  This 
type  of  information  will  not  only  reveal  the  desirability  of  the 
current  zone  system  in  terms  of  its  ability  to  follow  costs  but 
will  also  reveal  the  reasonableness  of  the  fare  level.     In  other 
words,  it  is  important  both  in  terms  of  a  properly  established 
revenue  requirement  and  a  good  fare  determination  system. 

Ideally  the  study  would  be  done  by  having  the  PSC  run 
a  carefully  supervised  taxi  service  of  its  own  on  an  experimental 
basis.     If  honest  drivers  could  be  selected  and  paid  on  an  hourly 
basis  with  the  provision  that  they  operate  their  PSC  controlled 
cabs  on  a  regular  zone  fare  basis,  turning  in  all  revenues  collected, 
including  tips,  the  necessary  revenue  data  could  be  generated. 
The  cost  data  could  be  obtained  by  a  careful  recording  of  trip 
information  to  include  time  of  day  and  time  enroute  for  each  trip, 
distance  and  route  for  each  trip,  time  and  mileage  spent  on  empty 
hauls,  and  operating  costs  incurred.     This  kind  of  information 
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would  help  the  Commission  greatly  in  its  regulatory  task  and  would 
of  course  be  helpful  no  matter  what  scheme  of  fare  determination 
were  in  use.     To  the  extent  that  this  type  of  study  could  not  be 
done,  lesser  studies  could  also  be  done,  but  their  information 
yield  would  not  be  as  high. 

4.1.3  Circular  Zone  System 

In  theory,  the  circular  zone  system  (floating  zone  system) 
has  more  to  offer  than  the  fixed  zone  system  because  under  it  fares 
track  costs  more  closely.     No  metering  equipment  is  required  and 
no  boundary  lines  exist.     At  the  same  time,  this  is  a  largely  un- 
tested system  and  riders  could  not  be  polled  regarding  it.  The 
Washington,  D.C.  taxicab  drivers  have  heard  of  this  system  because 
of  Mr.  Schlaifer's  efforts  and  were  surveyed  concerning  it. 

Twice  as  many  drivers  feel  that  the  circular  zone  system 
is  a  good  system  rather  than  a  bad  one  of  fare  determination,  while 
40%  expressed  no  opinion.     Most  drivers  favoring  the  system  have 
less  than  10  years'  experience.     These  drivers  are  less  satisfied 
with  the  zone  system  and  the  income  derived  from  driving  a  taxi 
and  may  feel  that  the  circular  zone  system  would  increase  their 
earnings . 

The  circular  zone  system  could  be  set  up  in  a  manner 
that  would  be  very  compatible  with  the  existing  aspects  of  the 
fixed  zone  system  that  appear  to  be  working  well.     Shared  riding 
would  be  very  compatible  with  the  circular  zone  system,  as  each 
passenger  could  be  charged  a  rate  based  on  the  airline  distance 
he  traveled  from  origin  to  destination.     A  surcharge  for  radio- 
dispatched  service  could  easily  be  added.     Finally,  with  single 
and  group  riding,  a  time  based  rate  could  be  established  that  would 
prevail  if  the  rate  on  a  per  minute  traveled  basis  were  higher 
than  the  distance  fare;  all  this  would  require  would  be  a  clock  on 
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the  dash.     Schlaifer  has  suggested  that  a  rate  of  15C  a  minute 
be  utilized  for  this  purpose.     One  advantage  of  this  type  of  modi- 
fication is  that  it  would  encourage  better  service  during  peak 
hours.     It  should  also  be  noted  that  this  feature  could  easily  be 
added  to  the  present  fixed  zone  system,  as  was  previously  pointed 
out . 

If  the  Commission  feels  that  the  present  fixed  zone  system 
should  be  changed,   then  the  circular  zone  system  should  be  put  in 
its  place.     While  there  would  be  some  costs  involved  in  the  learning 
of  this  system,   it  is  easier  to  understand  than  the  present  system 
and  would  not  involve  the  expense  of  meters.     Further,  in  that  D.C. 
residents  associate  meters  with  thigh  taxi  fares,   it  would  hardly 
seem  appropriate  for  the  Commission  to  implement  a  system  that  the 
people  do  not  want. 

4.1.4  Meter  System 

The  evidence  obtained  from  the  theoretical  and  empirical 
findings  of  this  study  weigh  very  heavily  against  the  use  of  meters 
in  the  District  of  Columbia.     Residents  and  drivers  prefer  the  zone 
system  and  believe  that  it  results  in  low  taxi  fares.     Studies  of 
comparable  cities  reveal  that  service  problems  exist  when  meters 
are  used  that  may  be  greater  than  in  Washington,  D.C.     The  only 
groups  favoring  meters  were  the  lower  income  residents  who  ride 
cabs  infrequently.     Unfortunately,  these  people  probably  do  not 
realize  that  with  meters  come  higher  fares  that  are  likely  to  price 
them  right  out  of  the  market. 

A  meter  system  of  fare  determination  by  itself  would  not 
be  likely  to  improve  radio  or  night  service.     Drivers  would  still 
operate  in  a  manner  that  would  yield  them  the  highest  net  income, 
given  fares.     If  radio  service  is  more  costly  and  thus  less 
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attractive  with  a  zone  system,  there  is  no  logical  reason  to 
expect  meters  to  change  that  condition,  given  the  same  fare  level 
for  both  systems.     The  same  holds  true  for  night  service.  With 
either  zones  or  meters  night  service  is  less  profitable  in  most 
areas  because  of  lower  demand.     Meters  by  themselves  offer  no 
more  incentive  to  be  available  at  night  than  the  zone  system.  In 
both  the  radio  and  night  service  situations ,  what  is  needed  are 
higher  fares.     This  can  be  accomplished  with  either  a  meter  system 
or  a  zone  system. 

The  above  discussion  should  not  be  taken  to  mean  that  taxi 
meters  are  not  a  feasible  system  of  fare  determination  for 
Washington,  D.C.     They  are  very  feasible,  but  not  desirable.  The 
average  D.C.  taxi  rider  probably  has  an  income  of  less  than  $10,000 
and  is  very  interested  in  the  lowest  possible  price.  Residents 
clearly  feel  that  meters  will  result  in  higher  fares  and  the  com- 
parable cities  analysis  bears  this  out.     Further,  the  problems  that 
exist  in  the  present  system  have  not  been  shown  to  be  related  to 
the  zone  system  of  fare  determination.     It  would  hardly  seem  to  be 
in  the  public  interest , then ,  to  adopt  meters  merely  because  they 
are  a  feasible  method  of  fare  determination. 

4  . 2  Entry  Policy 

Entry  policy  is  not  an  issue  that  can  be  analyzed  by  asking 
riders  their  opinions  because  most  taxi  users  are  not  sufficiently 
familiar  with  the  issue  to  understand  alternative  policy  approaches 
and  their  effect  on  service  and  price.     It  was  possible,  however, 
to  survey  the  drivers  and  the  industry  concerning  their  views  and 
this  was  done.     Information  was  also  obtained  through  the  study  of 
various  .comparable  cities. 
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In  general,  a  free  entry  policy  was  found  to  be  preferable 
to  a  restricted  entry  policy,  for  the  following  reasons: 

1.  In  a  free  entry  system,  fares  are  likely  to  be 
lower  than  with  restricted  entry. 

2.  Ownership  of  taxis  is  more  likely  to  be  dis- 
persed and  independent  businessmen  are  more 
likely  to  provide  service  than  large  companies 
with  employee  drivers. 

3.  Service  is  likely  to  be  better  under  a  free  entry 
system  than  with  restricted  entry.     These  con- 
clusions are  more  tentative  than  those  on  fare 
determination  policy  but  are,  nevertheless, 
strong  enough  for  the  Commission  to  base  policy 
actions  on. 


4.2.1  Lower  Fares 


A  fare  comparison  between  D.C.  taxi  fares  and  those  of 
other  cities  is  hard  to  make  because  good  data  on  revenues  per 
passenger  mile  are  unavailable.     Several  points  are  clear,  however. 
First,  none  of  the  comparable  cities  studied  had  fares  of  less  than 
.  50C  per  mile  after  the  flag  drop,  and  none  had  a  charge  of  less 
than  .  50C  for  the  flag  drop.     The  first  mile  rates  in  selected  cities 
are  as  follows: 


Atlanta 

$ 

.90 

Boston 

1 

.10 

Columbus 

1 

.20 

Dallas 

1 

.05 

New  Orleans 

.90 

New  York 

1 

.00 

The  Atlanta  rate  is  likely  to  go  to  $1.10  very  soon  and 
the  New  York  rate  has  not  been  increased  for  several  years.  The 
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Washington,  D.C.   rate  of   .85C  in  a  single  zone,  $1.25  between  two 
zones,  and  .  70C  in  a  subzone  of  Zone  1  compares  very  favorably  to 
the  above  one-mile  rates.     When  the  COG  data  on  trip  patterns 
become  available,  a  better  answer  to  this  question  can  be  obtained. 

Second,   the  highest  rate  that  can  be  paid  between  any  two 
points  in  Washington,  D.C.   is  $3.80  and  the  highest  fare  than  can 
be  paid  from  the  downtown  area  is  $2.55    (a  five-zone  trip).  The 
increment  of  about  .  40C  a  zone  compares  very  favorably  to  meter 
rates  in  other  cities  that  are  between  .  50£  and  .70C  a  mile. 

Third,  visitors    (at  locations  other  than  L'Enfant  Plaza) 
to  Washington,  D.C.  think  that  taxi  service  is  good  and  that  fares 
are  lower  than  or  about  the  same  as  in  other  major  cities.  Since 
visitors  probably  have  experience  in  taxi  ridership  in  several 
cities,  this  is  an  important  result. 

4.2.2  Dispersal  of  Ownership 

Ownership  seems  to  be  more  widely  dispersed  with  entry 
policies  that  are  relatively  free  as  compared  with  more  restricted 
entry  policies.     When  entry  is  restricted  tightly  as  it  is  in 
Chicago,  New  York,  and  Boston,  the  only  way  a  new  driver  can  enter 
the  industry  with  his  own  license    (medallion)   is  to  buy  an  existing 
one.     Medallion  prices  were  above  $15,000  in  Chicago  in  1970  and 
are  $40,000  in  Boston.     It  is  far  easier  for  companies  to  buy 
medallions  as  they  become  available  than  for  individuals  because 
of  the  financing  requirements. 

In  Atlanta,  Dallas,  and  New  Orleans  where  entry  is 
relatively  easy  and  medallion  prices  under  $3,000,  there  are  far 
more  independents  than  in  many  other  cities.     In  Atlanta,  where 
entry  has  always  been  easy   (no  medallions),   there  are  nearly  2,000 
taxis  that  are  driver-owned  or  leased  through  60  associations. 
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Dallas  has  210  independent  cabs  out  of  650.     In  New 
Orleans,  half  of  the  1,500  licenses  are  owned  by  independents. 
Thus  there  appears  to  be  a  relationship  between  the  degree  of  entry 
control  and  operations  that  results  in  more  fleet  ownership  with 
tighter  entry  control  that  is  due  to  the  high  medallion  prices, 
which  in  turn  occur  because  of  restricted  entry. 

4.2.3  Better  Service 

Taxi  service  appears  to  be  good  in  the  District  of  Columbia 
with  certain  notable  exceptions.     Service  is  considered  good  by 
residents  in  the  Northwest  and  by  visitors.     It  is  considered 
average  in  the  downtown  area  and  by  residents  in  the  Southwest. 
According  to  1970  Census  figures  nearly  53%  of  the  households  in 
the  District  of  Columbia  are  in  Northwest,  making  the  service  there 
very  important  in  terms  of  an  overall  assessment  of  D.C.  taxi  service 
The  opinions  of  the  visitors  are  important  as  well,  as  they  probably 
have  a  knowledge  of  taxi  service  in  other  cities.     Their  views  should 
thus  be  weighted  heavily  in  arriving  at  a  judgement  on  the  adequacy 
of  taxi  service  in  Washington.     Service  is  considered  poor  by  resi- 
dents of  the  Northeast  and  Southeast.     Most  drivers  think  that  serv- 
ice in  D.C.   is  good   (44.8%)   or  average   (38.5%)   relative  to  other 
cities  in  the  U.S.     This  conclusion  must  be  viewed  with  caution, 
however,  as  most  drivers  probably  have  little  basis  for  comparing 
service  in  Washington,  D.C.  with  that  in  other  cities.  Additionally, 
radio  service  is  considered  good  in  the  Northwest  and  bad  in  other 
parts  of  the  city. 

Why  is  service  quality  an  important  dimension  of  entry 
policy?     Under  conditions  of  restricted  entry,  regulatory  agencies 
can  improve  service  in  certain  markets  as  a  condition  of  the  license 
to  serve.     By  restricting  entry  and  setting  prices  to  achieve  a  fair 
overall  rate  of  return,  service  requirements  can  be  set  down  that 
result  in  all  markets  receiving  minimum  levels  of  service.  Thus 
state  commissions  required  railroads  to  continue  unprofitable  trains 
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and  telephone  companies  to  provide  service  in  rural  areas  at  the 
same  price  as  in  urban  areas.     Trucking  companies  have  been  re- 
quired to  serve  certain  communities  and  to  pick  up  small  shipments. 
Thus,  an  apparent  policy  option  for  the  PSC  might  be  to  restrict 
entry  into  the  taxicab  industry  and  franchise  one  or  more  large  fleets, 
set  rates  to  allow  a  fair  rate  of  return,  and  require  taxicabs  to 
provide  good  service  in  all  areas  of  the  city. 

The  problem  with  this  approach  is  that  it  would  not  aid 
the  residents  in  the  Northeast  and  Southeast.     This  would  happen 
because  fares  must  be  higher  with  fleet  ownership  and  meters  than 
they  currently  are.     This  would,  in  all  probability,  price  the 
residents  for  whom  these  changes  were  being  made  right  out  of  the 
market.     It  would  also  mean  higher  fares  for  those  who  currently 
think  the  service  is  good. 

The  poor  service  problem  could  probably  be  dealt  with  far 
better  with  a  good  hack  enforcement  bureau  than  with  entry  controls. 
(It  should  also  be  noted  that  good  service  standards  will  always 
require  careful  hack  enforcement,  no  matter  what  the  ownership 
pattern  and  entry  policy.)     Washington,  D.C.  has  only  three  hack 
inspectors  and  it  is  well  known  that  many  drivers  refuse  to  make 
certain  runs.     Service  could  probably  be  significantly  improved  if 
driver  refusals  were  cracked  down  on. 

Entry  controls  by  themselves  hold  no  promise  of  improving 
taxi  service  in  Washington,  D.C,  but  would  in  all  likelihood  re- 
sult in  higher  fares.     Given  the  good  service  in  many  parts  of 
Washington  and  the  improvements  that  could  be  made  with  better  hack 
enforcement,  entry  controls  would  seem  to  be  an  unwise  policy  alter- 
native. 

4 . 3  Other  Aspects  of  Regulatory  Policy 

There  are  other  aspects  of  regulatory  policy  for  the  D.C. 
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taxi  industry  that  are  important  to  the  PSC  but  that  do  not  fall 
directly  into  the  fare  determination  or  entry  policy  categories. 
They  are  the  pricing  of  multiple-passenger  loads,  telephone  service, 
and  night  and  weekend  service.     Each  of  these  aspects  of  taxi  regu- 
lation is  discussed  briefly  below. 

Shared  riding  seems  to  be  a  desirable  approach  to  the 
transportation  of  multiple  passengers.     Residents,  visitors,  and 
drivers  all  favor  it.     Under  this  approach,  a  driver  may  transport 
several  passengers  that  are  not  traveling  together  and  charge  each 
the  full  fare.     It  is  most  likely  to  result  in  multiple-passenger 
loads  during  rush  periods,  thus  increasing  the  capacity  of  the 
transport  network.     While  taxicab  costs  are  not  increased  as  a 
result  of  more  riders,  it  appears  that  everyone  is  happy  with  the 
system  and  that  it  should  be  left  as  is. 

Telephone  service  is  poor  in  the  Northeast  and  Southeast 
and  good  in  the  Northwest.     Drivers  indicated  a  willingness  to  operate 
as  radio-dispatched  cabs  if  fares  for  this  service  were  increased. 
This  seems  reasonable  as  it  costs  a  driver  about  $12  per  week  to 
operate  as  a  radio  cab  and  there  is  always  a  percentage  of  no  shows 
that  have  to  be  dealt  with.     Increased  fares  would  provide  more 
drivers  with  an  incentive  to  operate  as  radio  cabs  and  would  dis- 
courage customers  from  taking  short  trips  that  currently  yield  little 
revenue  to  drivers.     It  would  seem  reasonable  to  increase  the  charge 
for  a  radio-dispatched  cab  to  $1.00  from  the  present  .  50C  or  to 
continue  the  .  50C  charge  but  require  a  minimum  fare  of  a  four-zone 
trip   ($2.05).     Price  would  appear  to  be  the  best  tool  available  to 
the  Commission  for  improving  radio  service. 

Night  service  would  probably  be  improved  if  radio  service 
were  upgraded  and  call  boxes  were  made  available  in  major  locations. 
While  many  drivers  indicated  more  of  a  willingness  to  drive  at  night 
for  higher  fares,  this  would  unduly  complicate  the  rate  structure. 
It  is  hard  to  see  why  cabs  would  want  to  operate  on  a  cruise  basis 
even  for  higher  fares  at  night.     If  radio  service  were  improved  and 
the  residents  knew  it  was  good,  there  would  be  no  problem  with  night 
service.     This  would  apply  to  weekend  service  as  well. 
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The  development  of  any  study  design  involves  a  creative 
planning  and  decision  process  by  the  research  team.     In  this  respect, 
the  research  team  attempts  to  develop  the  "best"  possible  design  for 
a  given  study  through  reconciling   (a)  project  objectives,    (b)  statis- 
tical analysis  and  data  processing  requirements,  and   (c)  budgetary 
and  temporal  limitations.     In  sum,  the  research  team  must  trade  off 
among  many  possible  alternative  design  variables  to  develop  an  ap- 
propriate survey  methodology  for  a  given  study. 

This  section  discusses  the  methodological  approach  and 
administrative  procedures  used  to  conduct  this  PSC  study.     In  speci- 
fic terms,   the  discussion  is  focused  on  the   (a)  questionnaire  de- 
sign processes,    (b)   sample  design  tasks,  and   (c)  administrative 
procedures  characterizing  this  study. 

A.  QUESTIONNAIRE  DESIGN  PROCESSES 

The  design  of  the  data  collection  instruments  for  this  PSC 
study  represents  a  critical  determinent  of  the  ultimate  success  or 
failure  of  this  empirical  survey.     As  a  result  of  the  importance  of 
this  research  task,  the  discussion  here  is  divided  into  two  parts. 
First,  a  general  overview  discussion  of  Dr.  Olson's  and  Dr.  Kuehl's 
approach  to  questionnaire  design  is  presented.     As  such,  this  dis- 
cussion highlights  many  of  the  general  factors  and  considerations 
that  were  used  in  the  development  of  the  four  PSC  questionnaires 
used  in  this  study.     Second,  a  brief  description  of  the  specific 
features  of  each  of  the  four  PSC  questionnaires  is  presented.  In 
particular,  this  discussion  focuses  on  the  content  features  of  each 
of  the  four  instruments.     During  this  part  of  the  discussion,  the 
reader  may  want  to  refer  to  the  actual  questionnaires,  which  are 
found  in  Appendix  B  of  this  report. 
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1 .  An  Overview  of  Questionnaire  Design 

From  an  overview  perspective,  a  survey  questionnaire  pro- 
vides a  means  to  link  PSC  study  objectives  with  the  data  collection, 
analysis,  and  other  technical  aspects  of  conducting  survey  research. 
This  perspective  in  questionnaire  design  is  summarized  in  the  flow 
chart  shown  as  Figure  A.l.     Each  of  the  major  tasks  designated  in 
the  diagram  serves  as  a  topic  in  the  discussion  that  follows. 


PSC  Goals  and  Objectives 

1 

r 

Specification  of  Information  Needed  to 
Obtain  Study  Goals 

r 

Formulation  of  Specific  Questions 
and  Instrument  Format 

r 

Analysis  Plan  for 

Questionnaire  Data 

r 

RESULTS 

Figure  A.l.     The  Olson-Kuehl  approach  to  questionnaire  design 
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a.  PSC  Goals  and  Objectives 

The  research  team  believes  that  the  worth  and  value  of 
this  study  must  be  measured  by  the  perspectives  it  provides  for 
decision-making  administrators  at  PSC.     As  a  result,  the  approach 
to  questionnaire  design  used  in  this  study  commenced  with  an  ex- 
plicit articulation  of  PSC  objectives  from  a  decision-making 
perspective. 

To  achieve  this  understanding,  Dr.  Olson  and  Dr.  Kuehl 
met  with  Mr.  Deeny  to: 

•  specify  the  PSC  objectives  for  this  study  through 
expanding  on  information  provided  in  the  RFP 
letter; 

•  expressly  link  PSC  objectives  to  the  key  decision- 
making information  needs  of  its  administrators; 

•  relate  the  objectives  of  this  study  to  empirical 
projects  undertaken  by  other  D.C.  area  agencies 
to   (1)  minimize  duplication  and   (2)  maximize  the 
use  of  relevant  previous  findings; 

•  begin  to  identify  the  types  of  statistical  tables 
and  interpretive  analyses  most  appropriate  for 
PSC  policy-making  purposes;  and 

•  review  available  literature  sources  for  insights 
into  contemporary  issues. 


b .  Specification  of  Information  Needed  to  Obtain  Study  Goals 

After  becoming  completely  immersed  in  the  topics  described 
above,  the  decision-making  goals  and  perspectives  of  the  PSC  were 
translated  into  "information  objectives."     In  other  words,  PSC  in- 
formation needs  were  translated  into  precise  statements  of  survey 
objectives  from  a  questionnaire  design  and  data  analysis  viewpoint. 


A- 4 


73 


Obviously,  it  was  critical  to  ensure  complete  consistency 
between  project  goals  and  questionnaire  design  goals  early  in  the 
study.     As  a  result,  during  this  step  in  the  approach,  "question- 
naire objectives"  were  formulated  in  terms  of: 


•  relevant  attitudinal  and  psychological  measure- 
ment tools  that  can  be  utilized  in  this  study 
(Which  data  points  should  be  measured  using 
psychological  scaling  techniques?) ; 

•  appropriate  measurement  devices  that  explore  the 
behavior  of  people   (Where  and  how  should  behavioral 
data  be  obtained  in  the  questionnaire?); 

•  approaches  that  measure  people's  awareness- 
changing  factors   (How  should  these  data  be 
obtained? ) ; 

•  relevant  socio-demographic  variables  to  be  in- 
cluded in  the  instrument  (What  demographics 
should  be  measured?);  and 

•  the  degree  of  utilization  of  unstructured/ 
structured  questions  in  the  instrument   (How  do 
open-ended  and  close-ended  questions  relate  to 
the  budget,  response  rates,  coding  problems, 
and  analyses? ) . 


In  summary,  Dr.  Olson  and  Dr.  Kuehl  expressed  questionnaire 
design  objectives  that  were  directly  related  to  PSC  goals  and 
objectives.     In  so  doing,  they  articulated  PSC  perspectives  in 
terms  of  applicable  measurement  and  content  requirements.  During 
this  phase  of  the  questionnaire  design,  Dr.  Olson  and  Dr.  Kuehl 
worked  with  Mr.  Deeny  to  specify  these  questionnaire  design  goals 
through  frequent  interaction  and  communication. 


c .  Formulation  of  Specific  Questions  and  Instrument  Format 

The  development  of  any  survey  research  instrument  forces 
the  skilled  researcher  to  consider  many  technical  aspects  of  the 
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art  of  questionnaire  design.  The  following  questions  indicate  some 
of  these  dimensions,  which  were  considered  in  this  PSC  study: 


•  What  balance  should  be  achieved  between  closed- 
and  open-ended  questions  in  terms  of    (1)  budgetary 
provisions/    (2)   coding  problems,  and   (3)  re- 
spondent burden? 

•  What  attitudinal  and  behavioral  scales  should  be 
used  to  measure  the  variables  being  studied? 

•  What  demographic  scales  should  be  used? 

•  What  are  the  implications  of  questionnaire  for- 
matting on   (1)   response  rates,    (2)  fieldwork 
coding,  and   (3)   keypunching  procedures? 

•  What  level  of  data  measurement   (nominal,  ordinal, 
interval,  or  ratio)  will  be  obtained  in  each 
question?     How  does  this  relate  to  the  develop- 
ment of   (1)   statistical  tables  and   (2)  analyses? 

9         In  terms  of  individual  questions,  is  the  wording 
(1)  ambiguous,    (2)  unfamiliar  to  respondents, 
and   (3)   too  complicated  or  lengthy   (i.e.,  what 
is  the  level  of  "respondent  burden")? 

•  Who  are  the  salient  questionnaire  design  fea- 
tures that  dictate  special  attention  in  field- 
work  administration? 


These  questions  indicate  that  questionnaire  development 
is  the  key  vehicle  for  linking  management  objectives  and  decision- 
making perspectives  with  all  other  steps  in  survey  research  manage- 
ment.    This  notion  is  summarized  in  Figure  A. 2.     In  other  words, 
Dr.  Olson  and  Dr.  Kuehl  simultaneously  interrelated   (1)  management 
information  needs  and   (2)  all  other  functions  in  the  survey  research 
process  for  the  successful  completion  of  the  project.     This  total 
management  perspective  in  questionnaire  design  ensured  that  all 
facets  of  project  activity  were  considered  within  appropriate 
(1)  management,    (2)  budget,  and   (3)   time  constraints. 
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PSC  GOALS  AND  DECISION-MAKING 
PERSPECTIVES 

INFORMATION  OBJECTIVES 

QUESTIONNAIRE 
DESIGN  TECHNIQUES 


FIELDWORK  ADMINISTRATION 


CODING  AND  KEYPUNCHING 


STATISTICAL  TABLES  AND  ANALYSES 


Figure  A. 2.     Questionnaire  development  as  the  key  vehicle 
in  linking  management  objectives  and  the 
technical  aspects  of  conducting  survey 
research 

The  preceding  design  activities  resulted  in  the  develop- 
ment of  draft  versions  of  each  of  the  questionnaires.  These 
efforts  were  consequently  reviewed  by  Mr.  Deeny  and  revised  by 
Dr.  Olson  and  Dr.  Kuehl  during  early  March  1974. 

The  results  of  this  questionnaire  construction  process 
resulted  in  the  development  of  the  four  questionnaires  found  in 
Appendix  B.     A  discussion  of  the  unique  characteristics  of  each  of 
these  instruments  is  presented  in  the  following  section. 


2.  The  PSC  Questionnaires 

As  stated  in  the  introductory  section  of  this  Appendix, 
it  was  necessary  to  develop  four  different  survey  instruments  for 
this  study. 
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The  Telephone  Questionnaire 


The  telephone  questionnaire  was  designed  to  obtain  data  on 
four  basic  dimensions  of  the  taxicab  industry  in  the  District  of 
Columbia.     First,  it  was  desirable  to  measure  the  frequency  of 
taxicab  ridership  among  the  sample  respondents.     In  addition,  it 
was  deemed  useful  to  provide  a  means  for  the  analysis  of  taxicab 
ridership  and  all  other  variables  examined  in  the  survey  by  the 
basic  socio-demographic  characteristics  of  the  respondents.  As 
a  result,  question  1  provides  a  four-part  scale  to  measure  rider- 
ship and  questions  12,  13,  14,  15,  and  16  measure  ZIP  Code  location 
of  respondents,  location  of  respondents  by  quadrant  of  the  city, 
age  of  respondents,  education  of  respondents,  and  the  interviewers' 
perceptions  of  the  sex  of  the  respondents,  respectively.     It  should 
be  noted  that  income  level,  occupational  characteristics,  and  racial 
composition  of  the  sample  were  not  included  because  previous 
studies  have  shown  these  variables   (1)  are  difficult  to  obtain  in 
telephone  interviews  and   (2)   tend  to  increase  nonresponse  rates. 

Since  one  of  the  major  objectives  of  the  study  was  to 
examine  respondent  perceptions  of  the  adequacy  of  taxicab  service 
in  the  District  of  Columbia,  this  topic  was  addressed  from  many 
different  viewpoints.     The  following  table  summarizes  the  types  of 
taxicab  service  related  questions  asked  in  this  study. 


Topi  c 

Question 

Service  and  number  of  taxicabs  in  D.C. 

2 

Service  in  respondent's  part  , of  the  city 

4a 

Service  on  the  weekends 

4b 

Service  during  rush-hour  periods 

4c 

Service  at  night 

4d 

Service  in  the  downtown  area 

4e 

Telephone  service 

8 

Driver's  knowledge  of  the  city 

9 

Service  through  shared  riding 

10 

Relationship  between  improved  service  and  in- 
creased taxicab  ridership  and  increased  fare 
1 evel s 

11 
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Perceptions  of  the  cost  of  D.C.  taxicab  service  were 
obtained  in  question  5.     The  fourth  major  topic  addressed  in  the 
study  concerned  perceptions  of  the  method  of  fare  determination 
in  the  District  of  Columbia.     As  a  result,  questions  5,  6,  and  7 
examined  respondent  perceptions  of  the  zone  and  meter  systems  for 
determining  taxicab  fares. 

b .  The  On-Site/Self-Administered  Questionnaire 

In  general,  the  on-site  questionnaire  addressed  the  same 
four  topics  as  the  telephone  questionnaire,  but  not  in  such  de- 
tailed fashion.     The  following  table  summarizes  the  content  of 


this 

questionnaire  by  topic. 

Topic 

Question 

1  . 

Frequency  of  ridership  and  socio-economic 
characteristics  of  the  sample 

1,2,11,12, 
13 

2. 

Perceptions  of  taxicab  service  levels  in  the 
District  of  Columbia  (general,  telephone, 
driver  knowledge,  and  shared  riding) 

4,8,9,10' 

3. 

Perceptions  of  fare  levels  (high  or  low) 

3 

4. 

Method  of  fare  determination  (zone  and  meter 
systems ) 

5,6,7 

c . 

The  Taxicab  Driver  Questionnaire 

The  following  table  summarizes  the  content  of  the  taxicab 
driver  questionnaire. 
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Topic 

Question 

1  . 

Socio-demographic  data  and  other  occupational 
da  ta 

1  ,2,3,21  , 
22,23,24 

z . 

Perceptions  of  taxicab  service  in  the 
District  of  Columbia  (general,  night, 
shared  riding,  radio) 

6,12,13, 
14,16,17 

3. 

Perceptions  of  fare  levels  of  taxicab 
service  in  D.C. 

7,8,19,20 

4. 

Perceptions  of  structure  of  the  D.C. 
taxicab  industry 

4,18 

5. 

Perceptions  of  method  of  fare  determination 
(zone,  meter,  floating  zone  systems) 

5,9,10,11  , 
1  5 

d.  The  Management  Interview  Questionnaire 

A  semi-structured  questionnaire  for  the  management  inter- 
views was  designed  for  this  study.     As  such,  this  form  presented  a 
detailed  but  flexible  format  for  conducting  the  one-  to  four-hour 
interviews  obtained  during  this  part  of  the  study.     The  following 
table  summarizes  the  content  of  these  questions. 


Topic 

Questions 

1  .  The  zone  system 

2.  The  meter  system 

3 .  Entry  po 1 i  c  i  es 

4.  Fare  levels 

5.  Organizational  structure 

Section  I       (6  questions) 
Section  II     (4  questions) 
Section  III   (5  questions) 
Section  IV     (5  questions) 
Section  V       (4  questions) 
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e .  The  Comparable  Cities  Analysis 

While  no  specific  questionnaire  form  for  this  facet  of 
data  collection  was  developed,  the  general  scope  and  thrust  of  the 
information  generated  in  this  function  closely  resembled  the  con- 
tent of  the  management  questionnaire  form. 

In  summary,  the  three  questionnaires  in  Appendix  B  were 
developed  in  accordance  with  widely  accepted  questionnaire  con- 
struction practice.     In  developing  these  instruments,  Dr.  Olson 
and  Dr.  Kuehl: 

•  used  accepted  and  recognized  format,  layout, 
scaling,  and  wording  techniques; 

•  attempted  to  minimize  potential  sources  of 
respondent  burden,  error,  and  bias; 

•  attempted  to  maximize  coding  and  keypunching 
efficiency  from  a  data  analysis  perspective;  and 

•  attempted  to  measure  —  in  a  reliable  and  valid 
manner  —  respondent  opinions  and  attitudes  on 
the  major  issues  in  the  taxicab  industry  at  the 
present  time. 


B.  SAMPLE  DESIGN  PROCESSES 


1.  The  Telephone  Sample 

The  sample  frame  for  the  District  of  Columbia  taxicab 
study  telephone  survey  was  the  D.C.  residences  listed  in  the 
District  of  Columbia  section  of  the  Washington  Metropolitan  Area 
Telephone  Directory,  1973-74. 
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Westat,  Inc.,  the  subcontractor  for  the  sample  design 
task,  estimated  that  there  are  267,771  telephone  numbers  in  the 
D.C.  section.     Of  these,  an  estimated  153,317  numbers  are  for  D.C. 
residences  and  the  remainder,  114,454  numbers,  are  for  businesses, 
out-of-D.C.  residences,  second  telephones  at  D.C.  residences, 
nonworking  numbers,  and  disconnected  numbers. 

Westat  initially  drew  a  sample  of  2,384  telephone  number 
by  selecting  the  fifth  listing  from  the  top  in  each  column  on  each 
page  of  the  D.C.  section.     Of  these,  806  were  immediately  deleted 
because  they  were   (1)  a  business,    (2)  an  out-of-D.C.  residence, 
or   (3)  a  duplicate  listing  of  one  of  the  first  four  listings  in 
the  column.     None  of  the  remaining  1,578  numbers  appeared  to  be 
businesses  from  the  type  of  listing  in  the  telephone  book;  however 
62  were  found  to  be  businesses  when  called.     Also,  151  turned  out 
to  be  nonworking  or  disconnected  numbers.     This  left  1,365  tele- 
phone numbers,  from  which  we  interviewed  948  households   (70.3  per- 
cent) .     The  remainder  of  417  numbers  included  100  numbers  that 
were  busy  or  not  answered  on  our  original  call  and  on  each  of  our 
three  callbacks   (the  callbacks  were  made  at  different  times  of 
the  day  and  on  different  days  of  the  week) .     The  other  317  house- 
holds who  answered  one  of  the  calls  refused  to  be  interviewed. 
While  some  of  the  refusals  were  because  the  person  was  busy   (e.g.  , 
watching  TV,  putting  kids  to  bed,  making  dinner) ,  many  were 
because  the  person  never  took  cabs,  had  no  opinions  on  taxicabs, 
and  therefore  did  not  want  to  be  interviewed. 

In  summary,  Westat  estimates  that  sample  results  repre- 
sent 107,603  District  of  Columbia  households.     The  interviews  were 
conducted  during  the  period  of  March  19  to  April  1,  1974. 
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This  telephone  sample  plan  is  summarized  in  the  following 

table: 


Description  of  Telephone  Numbers 

Number  of 
Tel ephone 
Numbers 

Fifth  number  from  the  top  of  each  column  of 
ea  c  h  page 

2,384 

Less:    Deletions  for  businesses,  out-of- 
residences,  duplicate  listings 

D.C. 

806 

Telephone  numbers  tried  on  first  attempt 

1  ,578 

Less:     Business  telephones 

Nonworking  or  disconnected 

62 
151 

213 

Apparent  household  listings 

1  ,365 

Less:     No  answer/busy  on  all  attempts 
Refusal s 

100 
317 

417 

Completed  interviews 

948 

2.  The  On-Site  Sample 

A  total  of  1,800  questionnaires  were  handed  out  at  seven 
locations  during  the  period  of  March  21-28,  1974.     The  question- 
naires were  given  to  persons  getting  into  and  out  of  D.C.  taxicabs. 
Because  relatively  few  riders  were  contacted  at  Judiciary  Square 
and  Federal  Triangle,  these  areas  were  dropped  as  handout  locations 
after  the  first  attempts. 

The  575  returns  by  April  9th  were  distributed  around  the 
city  as  follows: 
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Location 

Number  of  Questionnaires 

Handed  Out 

Returned 

Union  Sta 1 1  on 

530 

174 

16th  and  K  Streets  Area 

170 

33 

1  1  Fnf A n  t    PI  a  7* 
L    Cilia  lit    r  1  a  Z  a 

1  95 

74 

Judiciary  Square 

5 

0 

Capitol  Hill 

400 

1 47 

Federal  Triangle 

6 

2 

National  Airport 

494 

145 

Total 

1  ,800 

575 

3 .  The  Cab  Driver  Sample 

Through  the  cooperation  of  Mr.  Morgan  and  Mr.  Archer  of 
the  District  of  Columbia  Department  of  Motor  Vehicles,  Public 
Vehicle  Division,  it  was  possible  to  obtain  449  completed  ques- 
tionnaires from  D.C.  taxicab  drivers  during  late  March  and  early 
April  1974.     While  this  sample  is  nonprobabilistic  in  nature,  the 
returns  from  these  respondents  appear  to  agree  with  recognized 
characteristics  of  all  D.C.   taxicab  drivers. 


4 .  The  Management  Interview  Sample 

Dr.  Olson  and  Dr.  Kuehl  completed  in-depth  management 
interviews  with  the  following  individuals  and  groups: 

•  Daniel  Smith   (American  Fleet  Service) , 

•  Jerry  Jewel   (Diamond) , 

•  Irving  Schlaifer   (Taxicab  Consultant) ,  and 

•  Taxicab  Industry  Group   (William  Wright, 
President) . 
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5.  The  Comparable  Cities  Analysis 

In  addition  to  obtaining  a  computerized  literature 
search  from  the  Department  of  Transportation  regarding  taxicab 
systems  and  policies  in  other  major  cities.  Dr.  Olson  and  Dr.  Kuehl 
collected  primary  research  data  on  the  taxicab  policies  in  the 
following  cities: 

•  Atlanta,  Georgia; 

•  Boston,  Massachusetts; 

•  Columbus,  Ohio; 

•  Dallas,  Texas;  and 

•  New  Orleans,  Louisiana. 

C.  ADMINISTRATIVE  PROCEDURES 


The  following  table  summarizes  the  major  tasks  in  this 
PSC  study  analyzed  by  functional  responsibility  and  date  of 
performance . 


Task 

Perf orma  nee 

Dates 

1  . 

Sample  design 

Westat,  Inc. 

March 

6 

to  March 

13 

2. 

Questionnaire  design 

01 son-Kuehl 

March 

6 

to  March 

15 

3. 

Data  collection 

a.  Telephone 

Westat,  Inc. 

March 

18 

to  April 

3 

b.  On-site 

Westat,  Inc. 

March 

18 

to  April 

5 

c.  Management 

01 son-Kuehl 

March 

25 

to  April 

12 

d.  Comparable  cities 

01 son-Kuehl 

March 

25 

to  April 

17 

4. 

Data  coding,  keypunch- 

ing, processing 

Westat,  Inc. 

March 

20 

to  April 

10 

5. 

Data  analysis 

01 son-Kuehl 

April 

10 

to  April 

19 

6. 

Final  report 

preparation 

01 son-Kuehl 

April 

19 

to  April 

25 

A-15 


84 

APPENDIX  B 

•  THE  TELEPHONE  QUESTIONNAIRE 

•  THE  ON-SITE  QUESTIONNAIRE 

•  THE  TAXICAB  DRIVER  QUESTIONNAIRE 
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GOVERNMENT  OF  THE  DISTRICT  OF  COLUMBIA 


A.     IDENTIFICATION  NUMBER  B.     TELEPHONE  NUMBER 


INTRODUCTION 


Good  (evening,  afternoon).  I  am  calling  for  the  Government  of  the  District  of  Columbia 
to  obtain  opinions  from  District  residents  about  the  taxicab  system  In  D.C. 


READ  QUESTIONS  --  TO  DETERMINE  BEAD  OF  HOUSEHOLD  OH  ANOTHER  ELIGIBLE 
RESPONDENT  (AGE  18  OR  OLDER} 

Yes  No 

1.  Are  you  the  head  of  your  household?    (If  "Yea"  —  begin 
interview,  if  "No"  —  aak  next  question)    1  2 

2.  Is  the  head  of  your  household  at  home?    (If  "Yea"  —  aak 
to  apeak  to  head  of  houeehold  and  reread  introduction, 

if  "No"  --  aak  next  question)    1  2 

3.  Are  you  18  years  old  or  older?     (If  "Yea"  —  begin 

interview ,   if  "No"  —  aak  next  question)    1  2 

4.  Is  anyone  home  who  1s  age  18  or  older?     (if  "Yea"  —  aak 

to  apeak  to  thie  pereon  and  reread  introduction ,  if  "No"  — 

eay  "Thank  You"  and  end  interview)    1  2 


DO  NOT 
KEYPUNCH 


I.      How  often  do  you  ride  1n  a  taxicab  in  the  District  of  Columbia?    Do  you  take  a 
cab  (read  FIRST  FOUR  anewera  if  neoeaaary;  STOP  after  a  "Yea"  anawer  ia 
obtained) 

Yes 

a.  More  than  once  a  week?    1 

b.  About  once  a  week?    2 

c.  About  once  every  two  weeks?    3 

d.  About  once  a  month?    4 

e.  Less  than  once  a  month?    5 

1      Do  you  think  that  the  District  of  Columbia  has  more  taxlcabs  than  most  other 
major  cities? 

Yes,  more  cabs  than  most  major  cities    1 

No,  fewer  cabs  than  most  major  cities    2 

About  as  many  cabs  as  most  major  cities  3 

No  optnlon/don't  know    8 

J.      In  your  opinion.  Is  the  cost  of  taking  a  taxicab  in  D.C.  higher,  lower,  or  about 
the  same  as  In  other  major  cities? 

Higher    1 

Lower    2 

About  the  same    3 

No  opinion/don't  know    8 


t 
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Some  people  think  that  taxlcab  service  1n  D.C.  Is  good,  other  people  say  it  is  bad 


or  average 

anewere) 


Do  you  think  that  cab  service  1s  good,  bad,  or  average  (read  all 


In  your  part  of  the  city?  ... 

On  the  weekends?   

During  the  rush  hour  periods? 

At  night?   

In  the  downtown  area?   


Good      Bad  Average 


No  Opinion/ 
Don't  Know 

8 
8 
8 
8 
8 


As  you  may  know,  D.C.  cab  fares  are  based  on  geographic  zones  1n  the  city  --  the 
amount  of  a  person's  fare  reflecting  the  number  of  different  zones  the  cab  travels 
through. 

Do  you  think  the  zone  svstem  results  in  low  cab  fares  for  people  in 

D.C? 

Yes    1 

No    2 

No  op1 n1 on/don ' t  know    8 

^^^^   Are  the  sizes  of  taxicab  zones  reasonable  for  all  citizens  of  the 
District  of  Columbia? 


Yes   

No   

No  opinion/don't  know 


Other  cities  require  meters  in  all  taxlcabs  --  a  person's  fare  then  reflects 
the  actual  distance  a  cab  travels  and  not  the  number  of  zones  traveled  through. 

Is  tne  taxicab  meter  system  a  satisfactory  way  to  determine  fares? 

Yes    1 

No    2 

No  op1n1on/don ' t  know    8 


Do  you  think  that  taxicab  meters  result  In  low  fares  1n  cities 
where  they  are  required? 


Yes   

No   

No  op1 n1 on/don  1 1  know 


Do  you  prefer  the  present  system  of  taxicab  zones  In  D.C.  or  would  you  prefer 
that  all  D.C.  cabs  have  meters? 

Present  zone  system    1 

Changed  or  modified  zone  system    2 

Meter  system    3 

No  opinion/don't  know    8 

Have  you  ever  tried  to  get  a  D.C.  taxicab  by  telephone? 

Yes    1 

No   (Go  to  Q.  9)    2 

Don't  know  (Go  to  Q.9)   ....  8 

you  think  that  telephone-dispatched  taxicab  service  in  your  area 
of  the  city  1s  good,  bad,  or  about  average? 


Good    1 

Bad    2 

About  average    3 

No  opinion/don't  know    8 
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9.     Do  you  think  that  D.C.   taxlcab  drivers  know  their  way  around  the  city  well? 

Yes,  most  know  the  city  well    1 

No,  most  do  not  know  the  city  well    2 

Some  do  and  some  don't  (about  half)    3 

No  op1  n1  on/don  '  t  know    8 

10.  Recently,  "shared  riding"  has  been  permitted  1n  D.C.     "Shared  riding"  means  that 
a  taxlcab  carries  two  or  more  people,  who  may  be  strangers,  and  each  person  1s 
charged  full  fare  to  his  destination. 

Is  "shared  riding"  a  good  or  bad  system  of  taxi  rldershlp? 

Good    1 

Bad    2 

No  op1 n1 on/don ' t  know    8 

11.  If  taxlcab  service  In  O.C.  were  Improved,  would  you  (read  all  anevere) 

No  Opinion/ 
Yes        No        Don't  Know 


a.  R1de  cabs  more  often? 


Be  willing  to  pay  higher  fares  for  the 
Improved  servl ce?   , 


READ:    The  following  questions  are  for  statistical 
tabulation  purposes  only. 


12.    What  1s  your  postal  service  ZIP  Code  number? 


2  0  0  _  _ 
WRITE  IN 


Don't  know 


13.     Do  you  live  1n  Northeast,  Northwest,  Southeast,  or  Southwest? 


Northeast    1 

Northwest    2 

Southeast    3 

Southwest    4 

Don't  know    8 


14.     What  1s  your  present  age?     (Read  all  aategoriee) 


Under  25    1 

25  to  44    2 

45  to  64    3 

65  and  older    4 

Don't  know/no  answer    8 


69-312  O  -  76  -  7 
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15.     What  1s  the  highest  grade  in  school  you  completed?     (Read  categories  only 


if  neceeeary ) 

Non-high  school  graduate    1 

High  school  graduate    2 

Some  college  (or  technical  or  business 

school  graduate)    3 

College  graduate    4 

Post-college  graduate  or  professional 

degree    5 

Don't  know/no  answer    8 


DO  NOT  READ 


16.     Sex  of  respondent  appeared  to  be 

Male    1 

Female    2 

Don't  know    8 


THANK  YOU  VERY  MUCH 
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GOVERNMENT  OF  THE  DISTRICT  OF  COLUMBIA 

PUBLIC  SERVICE  COMMISSION 


By  completing  this  questionnaire  you  will  be  helping 
the  D.C.  Public  Service  Commission  do  a  better  Job  of 
providing  satisfactory  TAXICA8  SERVICE  to  area  resi- 
dents and  visitors. 


Please  help  the  Commission  by: 


t        ANSWERING  EACH  OF  THE  QUESTIONS  IN  THIS  SURVEY  BY 
PLACING  A  CflTCK  Q-IN  THE  APPROPRIATE  BOX. 

•        RETURNING  THIS  QUESTIONNAIRE  PROMPTLY  NO 
POSTAGE  I_S  REQUIRED. 


All  answers  are  confidential  and  your  response  will  be 
used  for  statistical  tabulation  purposes  only. 


YOUR  RESPONSE  IS  VERY  IMPORTANT. 
PLEASE  ANSWER  EVERY  QUESTION. 


THANK  YOU  I 
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1.  Are  you  a: 

1  -□O.C.   resident  3  -^Suburban  Virginia  resident 

2  -[^Suburban  Maryland  resident  4  -QNone  of  the  above 

2.  About  HOW  OFTEN  do  you  ride  1n  a  D.C.  Taxlcab? 

1  -QMore  than  once  a  week  4  -Q  About  once  a  month 

2  About  once  a  week  5  -Q  Less  than  once  a  month 

3  -QJ  About  once  every  two  weeks  6  -QThls  1s  the  first  time 

3.  In  your  opinion,  1s  the  cost  of  taking  a  taxlcab  1n  O.C.  HIGHER.  LOWER,  or 
ABOUT  THE  SAME  as  1n  other  major  cities? 

1  -^Higher  2  -QLower  3  -[JjAbout  the  same  8  "□"'0  opinion 

4.  Compared  with  other  major  cities,  1s  taxlcab  service  1n  D.C.  GOOD.  BAD,  or 
ABOUT  AVERAGE? 

1-QGood  2-fjBad  3  -□  Average  8  -□  No  opinion 

5.  As  you  may  know,  O.C.  cab  fares  are  based  on  a  system  of  geographic  zones  1n  the 
city  --  the  amount  of  a  person's  fare  reflecting  the  number  of  zones  the  taxlcab 
travels  through. 

Do  you  think  the  zone  system  results  1n  LOW  FARES  for  users  of  D.C. 
Uxlcabs? 

1  -□Yes  2  -□*o  e  -□No  opinion 

u f^Are  the  SIZES  AND  SHAPES  of  taxlcab  zones  reasonable  for  users  of 
^^D.C.  taxlcabs? 

1  -□Yes  2  -□No  8  -QNo  opinion 

6.  Other  cities  require  meters  1n  all  taxlcabs  --  a  person's  fare  then  reflects  the 
actual  distance  a  cab  travels  and  not  the  number  of  zones  traveled  through. 

k^^Is  the  taxlcab  meter  a  satisfactory  way  to  determine  taxlcab  fares? 
1  -□'fes  2  -QNo  8  -□No  opinion 

^^Oo  you  think  that  taxlcab  meters  result  in  LOW  FARES  in  cities  where 
^^they  are  required? 

1  -□Yes  2  -□No  8  -□No  opinion 

7.  Do  you  prefer  the  present  system  of  taxicab  zones  1n  D.C.  or  would  you  prefer 
that  all  O.C.  cabs  have  meters? 

1  -□Zone  system  2  -□Meter  system       8  -□No  opinion 

8.  Do  you  think  that  telephone-dispatched  taxlcab  service  in  D.C.   is  GOOD  or  BAD? 

1  -□Good  2  -□Bad  8  "□No  opinion 

9.  Do  you  think  that  O.C.  taxicab  drivers  KNOW  THEIR  WAY  AROUND  the  city  well? 

1  -□Yes  2  -□No  8  -□No  opinion 

10.     Recently,  "shared  riding"  has  been  permitted  in  D.C.     "Shared  riding"  means  that 
a  taxicab  carries  two  or  more  people,  who  may  be  strangers,  and  each  person  1s 
charged  full  fare  to  his  destination. 

I^Is  "shared  riding"  a  good  or  bad  system  of  taxi  r1dersh1p7 

1  -□Good  2  -□Bad  8  -□No  opinion/don't  know 


THE  FOLLOWING  QUESTIONS  ARE  FOR  STATISTICAL  TABULATION  PURPOSES  ONLY 


11 .  Are  you: 

L         Male  2  -□  Female 

12.  What  is  your  present  age? 

1  "□l8  years  or  less  4  -QSS  to  44  years 

2  -Q19  to  24  years  5  -Q45  to  54  years 

3  t0  34  years*  6  -QSS  to  64  years 

7  -QeS  or  older 

13.  What  Is  the  highest  grade  in  school  you  have  completed? 

1  -□Non-high  school  graduate         3  -□Some  college  (or  technical  school  graduate) 

2  -□High  school  graduate  4  -□College  graduate 

5  -□Advanced  or  professional  degree 

THANK  YOU  VERY  MUCH. 
PLEASE  RETURN  THIS  SURVEY  PROMPTLY. 
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GOVERNMENT  OF  THE  DISTRICT  OF  COLUMRIA 

PUBLIC  SERVICE  COMMISSION 


The  Public  Service  Commission  1s  taking  a  survey  among  D.C.  taxlcab 
drivers.  Please  help  the  Commission  by  ANSWERING  EVERY  QUESTION  by 
checking  Q^the  appropriate  box. 

All  answers  are  STRICTLY  CONFIDENTIAL  and  will  be  used  only  for  statistical 
tabulation  purposes.     In  addition,  this  survey  1s  COMPLETELY  ANONYMOUS  -- 
your  name  1s  not  to  appear  on  the  questionnaire. 

THANK  YOU  VERY  MUCH 


How  many  hours  do  you  drive  a  taxlcab  each  week? 


Under  20  hours   Q_  i 

20  to  34  hours   2 

35  hours  or  more   CD"  3 


Oo  you  have  another  job  --  1n  addition  to  driving  a  taxlcab? 


Y«   □  -  1 

No   □  -  2 


Do  you 


Rent  or  lease  your  cab?   U}~  1 

Own  your  cab?   Q  _  2 

Some  other  arrangement   O"  3 

4.  In  D.C,  do  you  think  there  are: 

Too  many  taxlcabs?   Q~  1 

Not  enough  taxlcabs?   U3  ~  2 

About  the  right  number  of 

taxi  cabs?   Q  -  3 

No  opinion   fl  -  8 

5.  Do  you  think  the  present  system  of  zones  Is  reasonable  for  most  people  riding 
D.C.  taxlcabs? 

Yes   □  -  1 

No   □-  2 

No  op1  n1  on   |"H  ~  8 

6.  Compared  with  other  major  cities,  1s  taxlcab  service  1n  D.C.  GOOD.  BAD  or 
ABOUT  AVERAGE? 

Good   Q  -  1 

Bad   □-  2 

About  average  . . .  Q  -  3 

No  opinion   Q  -  8 

7.  In  your  opinion,  are  taxlcab  fares  1n  D.C.  HIGHER,  LOWER,  or  ABOUT  THE  SAME 
as  1n  other  major  cities? 

Higher   □  -  1 

Lower   Q  -  2 

About  the  same  .  .  [~~[  -  3 

No  opinion   [H  -  8 
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8.  Do  you  think  the  present  zone  system  results  in  LOW  TAXICAB  FARES  for  riders  of 
D.C.  cabs? 

Yes   □-  1 

No   □-  2 

No  opi n1  on   [T| -  s 

9.  Should  the  present  SIZES  of  taxicab  zones  be: 

Changed?   □  -  1 

Kept  the  same  way?   Q  -  2 

No  opi  ni  on   Q  -  8 

10.  Do  you  think  that  taxicab  meters  result  in  LOW  FARES  in  cities  where  they  are 
requi  red? 

Yes   □-  1 

No   □-  2 

No  opi  ni  on   \Z\  ~  8 

11.  Would  you  prefer  to  keep  the  present  system  of  taxicab  zones  or  would  you  prefer 
that  all  D.C.  cabs  be  required  to  have  meters? 

Zone  system   1 

Meter  system  .  ...Q-  2 
No  opi  ni  on   O  ~  8 


12.  Do  you  drive  your  taxicab  at  night? 

Yes   □-  1 

No   □  -  2 

No  opinion   Q  -  8 

13.  Would  you  be  more  willing  to  drive  at  night  1f  night-time  fares  were  higher  than 
daytime  fares? 

Yes   □-  1 

No   (Go  to  Q.  14)   IZ1  -  2 

No  opinion  (Go  to  Q.14)   f""l  -  8 

►How  much  higher  should  fares  to  be  encourage  more  night  driving  1n  D.C? 

52   □-  1 

10%   Q  -  2 

,    •  15%   □-  3 

202   □-  4 

25X   □-  5 

302   □-  6 

More  than  302  . .        -  7 

14.  Do  riders  of  D.C.  taxicabs  think  the  system  of  "shared  cabs"  is: 

A.  very  good  system?   Q  -  1 

A  good  system?   U\~  2 

A  bad  system?   O"  3 

A  very  bad  system?   CD"  4 

No  opinion   Q  -  8 
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Some  people  have  proposed  a  "floating  zone  system"  (or  mileage  rate  zone 
system)  for  D.C.    Oo  you  think  such  a  plan  1s: 

Very  good?   Q  -  1 

Good?   □-  2 

Bad?   □  -  3 

Very  bad?   □  -  4 

No  op1  n1  on   PI  "  8 

Oo  you  think  that  D.C.  has  enough  rad1 o-d1 spatched  cabs  to  meet  the  needs  of 
people  In  D.C? 

Yes   □-  1 

No   □-  2 

No  op1  n1  on   [~|  -  8 


Do  you  have  a  radio  In  your  taxlcab? 
1  ^Yes 


How  many  hours  per  day  do  you 
operate  as  a  rad1 o-d1 spatched 
taxi  cab? 

1  to  3  hours   □  - 

4  to  6  hours   f]  - 

More  than  6  hours   f~]  - 


Would  you  consider 

operating  as 

a  radio-dispatched 

cab  1f  fares 

were : 

.sot   

 □-  1 

.75*   

 □-  ^ 

$1.00   

 □-  3 

$1.25   

 < 

$1 . 50  or  more  . 

 5 

If  you  were  assured  of  keeping  your  PSC  license,  would  you  be  in  favor  of 
limiting  the  number  of  licensed  taxlcab  drivers  1n  D.C.  1n  the  future? 

Definitely  yes   Q  -  1 

Yes   □-  2 

No   □-  3 

Definitely  no   Q  -  4 

No  opinion   Q  -  8 

How  do  your  earnings  compare  with  cab  drivers  1n  other  major  cities? 

More    l 

Less   □-  2 

About  the  same   Q  -  3 

No  opinion   Q  -  8 

Can  a  person  earn  an  adequate  income  by  driving  a  taxlcab  in  D.C.  full  time? 

Definitely  yes   Q  -  1 

Yes  n-  2 

No   □-  3 

Definitely  no   Q  -  4 

No  opinion   Q  -  8 
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THE  FOLLOWING  QUESTIONS  ARE  FOR  STATISTICAL  TABULATION  PURPOSES  ONLY 


21 .  Are  you : 

Male   □ 

Female   Q] 

22.  What  is  your  present  age? 

18  years  or  less   Q 

19  to  24  years   Q 

25  to  34  years   □ 

35  to  44  years   Q 

45  to  54  years   ]~J 

55  to  64  years   Q 

65  or  older   Q 

23.  How  long  have  you  driven  a  taxicab  in  D.C.? 

Less  than  5  years   Q 

6  to  10  years   Q 

More  than  10  years   Q 

24.  What  was  the  highest  grade  in  school  you  completed? 

Did  not  graduate  from  high 

school   n 

High  school  graduate   Q 

Some  college   Q 

Col  lege  graduate   Q 

Post-college  or 

professional  degree   LJ 


THANK  YOU  VERY  MUCH, 
PLEASE  RETURN  THIS  QUESTIONNAIRE. 
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APPENDIX  C 

STRAIGHT  TABULATIONS: 

•  The  Telephone  Questionnaire 

•  The  On-Site  Questionnaire 

•  The  Taxicab  Driver  Questionnaire 
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STRAIGHT  TABULATIONS 


A.  THE  TELEPHONE  QUESTIONNAIRE 

1.     How  often  do  you  ride  in  a  taxicab  in  the  District  of  Columbia? 


Do  you  take  a  cab: 

a.  More  than  once  a  week?    26.4% 

b.  About  once  a  week?    9.6 

c.  About  once  every  two  weeks?    8.0 

d.  About  once  a  month?    13.2 

e.  Less  than  once  a  month  or 

never?    42.7 

2.  Do  you  think  that  the  District  of  Columbia  has  more  taxicabs 
than  most  other  major  cities? 

Yes,  more  cabs  than  most  major 

cities    23.8% 

No,  fewer  cabs  than  most  major 

cities    29.0 

About  as  many  cabs  as  most  major 

cities    6.2 

No  opinion/don't  know    40.9 

3.  In  your  opinion,  is  the  cost  of  taking  a  taxicab  in  D.C.  higher, 
lower,  or  about  the  same  as  in  other  major  cities? 

Higher    12.7% 

Lower    33.0 

About  the  same    21.0 

No  opinion/don't  know    33.3 
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Some  people  think  that  taxicab  service  in  D.C.  is  good,  other 
people  say  it  is  bad  or  average.     Do  you  think  that  cab 
service  is  good,  bad,  or  average 

No  Opinion/ 
Good       Bad      Average       Don't  Know 

a.  In  your  part  of  the 

city?    29  .  2       30  .  8         32.  0  8.0 

b.  On  the  weekends?    14.  2       37.0         18.  5  30.3 

c.  During  the  rush-hour 

periods?    12.  3       46.8         15.4  25.4 

d.  At  night?    12.  3       38.2         17.4  32.1 


e 


In  the  downtown  area?   ..   27.6       25.7         21.7  24.9 


5.     As  you  may  know,  D.C.  cab  fares  are  based  on  geographic  zones 
in  the  city  —  the  amount  of  a  person's  fare  reflecting  the 
number  of  different  zones  the  cab  travels  through. 

Do  you  think  the  zone  system  results  in  low  cab  fares 


for  people  in  D.C? 

Yes    48.9% 

No   25.9 

No  opinion/ don' t  know    25.1 

Are  the  sizes  of  taxicab  zones  reasonable  for  all  citizens 
of  the  District  of  Columbia? 

Yes    43.9% 

No    2  3.8 

No  opinion/don't  know    32.3 


Other  cities  require  meters  in  all  taxicabs  —  a  person's  fare 
then  reflects  the  actual  distance  a  cab  travels  and  not  the 
number  of  zones  traveled  through. 

Is  the  taxicab  meter  system  a  satisfactory  way  to 
determine  fares? 

Yes    48.3 

No    32.8 

No  opinion/don't  know    18.9 
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Do  you  think  that  taxicab  meters  result  in  low  fares 
in  cities  where  they  are  required? 

Yes    22.9% 

No    49.6 

No  opinion/don't  know    27.5 


7.     Do  you  prefer  the  present  system  of  taxicab  zones  in  D.C. 
or  would  you  prefer  that  all  D.C.  cabs  have  meters? 

Present  zone  system    46.1% 

Changed  or  modified  zone  system  ....  3.9 

Meter  system    32.2 

No  opinion/don't  know    17.8 


8.     Have  you  ever  tried  to  get  a  D.C.  taxicab  by  telephone? 


^Yes    83.1% 

No    13.4 

Don '  t  know    3.5 

^^do  you  think  that  telephone-dispatched  taxicab  service 
^    ^  in  your  area  of  the  city  is  good,  bad,  or  about 
average? 

Good    23.4% 

Bad    34.7 

About  average    23.1 

No  opinion/don't  know    3.7 

9.     Do  you  think  that  D.C.  taxicab  drivers  know  their  way  around 
the  city  well? 

Yes,  most  know  the  city  well    74.3% 

No,  most  do  not  know  the  city  well  .  5.3 

Some  do  and  some  don't  (about 

half)    15.6 

No  opinion/don 1 1  know    4.9 
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10.  Recently,   "shared  riding"  has  been  permitted  in  D.C.  "Shared 
riding"  means  that  a  taxicab  carries  two  or  more  people,  who 
may  be  strangers,  and  each  person  is  charged  full  fare  to  his 
destination. 

Is  "shared  riding"  a  good  or  bad  system  of  taxi 
ridership? 

Good    59.5% 

Bad    28.2 

No  opinion/don't  know    12.3 

11.  If  taxicab  service  in  D.C.  were  improved,  would  you: 

No  Opinion/ 
Yes        No        Don ' t  Know 

a.  Ride  cabs  more  often?    55.1     35.8  9.2 

b.  Be  willing  to  pay  higher  fares 

for  the  improved  service?    44.3      42.7  13.0 

12.  What  is  your  postal  service  ZIP  Code  number? 

200  01  -  4.4%  200  09  -  8.1%  200  18  -  1.8% 

02  -  7.6  10  -  3.8  19  -  7.0 

03  -  4.2  11  -  9.7  20  -  7.1 

05  -  1.7  12  -  2.6  24  -  2.5 

06  -  .9  15  -  4.2  32  -  3.3 

07  -  8.6  16  -  7.4  36  -  1.6 

08  -  8.2  17  -  2.2  37  -  3.0 

13.  Do  you  live  in  Northeast,  Northwest,  Southeast,  or  Southwest? 

Northeast    16.7% 

Northwest    62.8 

Southeast    17.8 

Southwest    2.7 

14.  What  is  your  present  age? 

Under  25    13.2 

25  to  44    39.2 

45  to  64    30.7 

65  and  older    13.2 

Don 1 1  know/no  answer    3.7 
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15.     What  is  the  highest  grade  in  school  you  completed? 


Non-high  school  graduate    15.5% 

High  school  graduate    23.1 

Some  college   (or  technical  or 

business  school  graduate)    18.0 

College  graduate    22.4 

Post-college  graduate  or 

professional  degree    15.3 

Don 1 1  know/no  answer    5.7 

16 .     Sex  of  respondent  appeared  to  be : 

Male    34.8% 

Female    64.1 

Don't  know    1.1 
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THE  SELF-ADMINISTERED  QUESTIONNAIRE,   DISTRIBUTED  AT 
SELECTED  GEOGRAPHIC  LOCATIONS  IN  THE  DISTRICT  OF 
COLUMBIA 


Are  you  a : 


.  .  20.3 

Suburban  Maryland 

resident?  . 

..  12.2 

Suburban  Virginia 

resident?  . 

..  13.4 

None  of  the  above 

.2 

About  how  often  do  you  ride  in  a  D.C.  taxicab? 

More  than  once  a  week    30.6% 

About  once  a  week    11.1 

About  once  every  two  weeks  ....  7.7 

About  once  a  month    13.0 

Less  than  once  a  month    28.7 

This  is  the  first  time    8.0 

No  answer  9 


In  your  opinion,  is  the  cost  of  taking  a  taxicab  in  D.C. 
higher,  lower,  or  about  the  same  as  in  other  major  cities? 

Higher    5.7% 

Lower    56.9 

About  the  same    28.5 

No  opinion    8.9 


Compared  with  other  major  cities,  is  taxicab  service  in  D.C. 
good,  bad,  or  about  average? 

Good    45.0% 

Bad    10.3 

Average    40.0 

No  opinion    4.7 
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5.     As  you  may  know,  D.C.  cab  fares  are  based  on  a  system  of 
geographic  zones  in  the  city  —  the  amount  of  a  person's 
fare  reflecting  the  number  of  zones  the  taxicab  travels 
through . 

Do  you  think  the  zone  system  results  in  low  fares  for 
users  of  D.C.  taxicabs? 

Yes    66.3' 

No    14.4 

No  opinion    19.3 

Are  the  sizes  and  shapes  of  taxicab  zones  reasonable 
for  users  of  D.C.  taxicabs? 

Yes    54. 1'- 

No    12.5 

No  opinion    33.4 


Other  cities  require  meters  in  all  taxicabs  —  a  person's  fare 
then  reflects  the  actual  distance  a  cab  travels  and  not  the 
number  of  zones  traveled  through. 

Is  the  taxicab  meter  a  satisfactory  way  to  determine 
taxicab  fares? 

Yes    59.1% 

No    27.7 

No  opinion    13.2 

Do  you  think  that  taxicab  meters  result  in  low  fares 
in  cities  where  they  are  required? 

Yes    10.3% 

No    71.1 

No  opinion    18.6 


Do  you  prefer  the  present  system  of  taxicab  zones  in  D.C.  or 
would  you  prefer  that  all  D.C.  cabs  have  meters? 


Zone  system    59. 1! 

Meter  system    27.5 

No  opinion    13.4 
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8.     Do  you  think  that  telephone-dispatched  taxicab  service  in 
D.C.  is  good  or  bad? 


Good    27.7% 

Bad    23.8 

No  opinion    48.5 


9.     Do  you  think  that  D.C.   taxicab  drivers  know  their  way  around 
the  city  well? 


Yes    82.6% 

No    8.0 

No  opinion    9.4 


10.     Recently,   "shared  riding"  has  been  permitted  in  D.C.  "Shared 
riding"  means  that  a  taxicab  carries  two  or  more  people,  who 
may  be  strangers,  and  each  person  is  charged  full  fare  to 
his  destination. 


Is  "shared  riding"  a  good  or  bad  system  of  taxi 
ridership? 

Good    56.5% 

Bad    33.9 

No  opinion/ don 1 1  know    9.6 


11.     Are  you: 


Male    79.8' 

Female    20.0 

No  answer    .2 


12.     What  is  your  present  age? 

18  years  or  less    .9% 

19  to  24  years    10.1 

25  to  34  years    26.1 

35  to  44  years    24.5 

45  to  54  years    23.8 

55  to  64  years    12.0 

65  or  older    2.6 
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13.     What  is  the  highest  grade  in  school  you  have  completed? 


Non-high  school  graduate  7% 

High  school  graduate    4.2 

Some  college   (or  technical 

school  graduate)    12.5 

College  graduate    33.2 

Advanced  or  professional 

degree    49.0 

No  answer  3 
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THE  TAX I CAB  DRIVER  QUESTIONNAIRE 


How  many  hours  do  you  drive  a  taxicab  each  week? 

None    5.8% 

Under  20  hours    33.0 

20  to  34  hours    34.1 

35  hours  or  more    26.7 

No  answer    .4 

Do  you  have  another  job  —  in  addition  to  driving  a  taxicab? 

Yes    53.2% 

No    4  5.7 

No  answer    1.1 

Do  you: 

Rent  or  lease  your  cab?    24.5% 

Own  your  cab?    63.7 

Some  other  arrangement    6.2 

No  answer    5.6 

In  D.C.,  do  you  think  there  are: 

Too  many  taxicabs?    8.5% 

Not  enough  taxicabs?    13.6 

About  the  right  number  of 

taxicabs?    37.2 

No  opinion    40.8 

Do  you  think  the  present  system  of  zones  is  reasonable  for 
most  people  riding  D.C.  taxicabs? 

Yes    48.1% 

No    40.1 

No  opinion    11.8 
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6.  Compared  with  other  major  cities,  is  taxicab  service  in  D.C. 
good,  bad,  or  about  average? 

Good    44.8% 

Bad    6.7 

About  average    38.5 

No  opinion    10.0 

7.  In  your  opinion,  are  taxicab  fares  in  D.C.  higher,   lower,  or 
about  the  same  as  in  other  major  cities? 

Higher    1.3% 

Lower    77.5 

About  the  same    12.0 

No  opinion    9.1 

8.  Do  you  think  the  present  zone  system  results  in  low  taxicab 
fares  for  riders  of  D.C.  cabs? 

Yes    73.9% 

No    9.6 

No  opinion    16.5 

9.  Should  the  present  sizes  of  taxicab  zones  be: 

Changed?    64.8% 

Kept  the  same  way?    16.9 

No  opinion    18.3 

10.     Do  you  think  that  taxicab  meters  result  in  low  fares  in  cities 
where  they  are  required? 

Yes    15.8% 

No    5  3.2 

No  opinion    31.0 
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Would  you  prefer  to  keep  the  present  system  of  taxicab  zones 
or  would  you  prefer  that  all  D.C.  cabs  be  required  to  have 


meters? 

Zone  system    49.7% 

Meter  system    32.5 

No  opinion    17.8 

Do  you  drive  your  taxicab  at  night? 

Yes    46.3% 

No    4  3.7 

No  opinion    10.0 

Would  you  be  more  willing  to  drive  at  night  if  night-time 
fares  were  higher  than  day-time  fares? 

.Yes    49.7% 

No    25.4 

No  opinion    24.9 

^^How  much  higher  should  fares  be  to  encourage  more 
^night  driving  in  D.C? 

5%    4.8% 

10%    31.9 

15%    20.2 

20%    12.1 

25%    12.5 

30%    4.0 

More  than  30%    9.1 

No  answer    5.4 

Do  riders  of  D.C.  taxicabs  think  the  system  of  "shared  cabs" 
is  : 

A  very  good  system?    43.4 

A  good  system?    36.1 

A  bad  system?    5.1 

A  very  bad  system?  9 

No  opinion    14  .  5 
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15.     Some  people  have  proposed  a  "floating  zone  system"  (or 
mileage  rate  zone  system)   for  D.C.     Do  you  think  such  a 


plan  is: 

Very  good?    15.8% 

Good?    24.3 

Bad?    16.3 

Very  bad?    4.5 

No  opinion    39.2 

16.  Do  you  think  that  D.C.  has  enough  radio-dispatched  cabs  to 
meet  the  needs  of  people  in  D.C? 

Yes    25.6% 

No    4  7.2 

No  opinion    27.2 

17.  Do  you  have  a  two-way  radio  in  your  taxicab? 

r  Yes    22.5% 

\  ^  How  many  hours  per  day  to  you  operate  as  a  radio- 
™ dispatched  taxicab? 

1  to  3  hours    20.9% 

4  to  6  hours    35.5 

More  than  6  hours    33.8 

No  answer    9.8 

r  No    70.4% 

\  ^  Would  you  consider  operating  as  a  radio-dispatched  cab 
"  if  the  call  charge  were: 

.50$    10.1% 

.75C    22.8 

$1.00    23.2 

$1.25    1.6 

$1.50  or  more    4.1 

No  answer/don't  know    38.2 

No  answer    7.1% 
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18.     If  you  were  assured  of  keeping  your  PSC  license,  would  you 
be  in  favor  of  limiting  the  number  of  taxicabs  in  D.C.  in 


the  future? 

Definitely  yes    14.7% 

Yes    21.2 

No    35.6 

Definitely  no    5.3 

No  opinion    23.2 


19.     How  do  your  earnings  compare  with  cab  drivers  in  other  major 


cities? 

More    3.3% 

Less    45.7 

About  the  same    15.1 

No  opinion    35.9 

20.     Can  a  person  earn  an  adequate  income  by  driving  a  taxicab  in 
D.C.  full  time? 

Definitely  yes    6.7% 

Yes    51.9 

No    21.4 

Definitely  no    3.6 

No  opinion    16.5 


21.     Are  you: 


Male?    93.8% 

Female?    4.0 

No  answer    2.2 
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22.     What  is  your  present  age? 

18  years  or  less   2% 

19  to  24  years    1.1 

25  to  34  years    18.5 

35  to  44  years    27. 8 

45  to  54  years    24.3 

55  to  64  years    18.5 

65  or  older    7.3 

No  answer    2.2 


23.     How  long  have  you  driven  a  taxicab  in  D.C, 


Less  than  5  years    18.3% 

6  to  10  years    21.6 

More  than  10  years    57.0 

No  answer    3.1 


24.     What  was  the  highest  grade  in  school  you  completed? 

Did  not  graduate  from  high  school   ..  35.0% 


High  school  graduate    29.8 

Some  college    21.8 

College  graduate    8.0 

Post-college  or  professional 

degree    1.8 

No  answer    3.6 
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SUMMARIES  OF  MANAGEMENT  INTERVIEWS 

A.  INTERVIEW  WITH  IRVING  SCHLAIFER 

The  interview  with  Mr.  Schlaifer  was  conducted  on 
April  2,  1974.     Many  topics  were  covered  and  a  great  deal  of 
material  was  made  available. 

Mr.  Schlaifer  is  against  the  current  zone  system  and 
against  meters.     He  believes  that  the  present  zones  are  inequitable 
and  that  the  system  is  hard  to  understand.     He  pointed  out  that  the 
zone  system  creates  boundary  areas  in  which  potential  riders  do  not 
use  taxi  service  because  of  the  high  fares  for  short  rides.  Even 
if  the  zone  system  were  modified,  it  would  have  to  have  boundaries; 
this  is  a  significant  disadvantage  of  the  present  system.  Meters 
provide  the  driver  with  too  great  an  opportunity  to  drive  around; 
they  can  also  be  speeded  up. 

Mr.  Schlaifer  favors  his  uniform  circular  zone  system, 
which  is  discussed  elsewhere  in  this  report.     He  also  favors  a  time 
charge  of  15C  per  minute,  which  would  be  the  rate  whenever  it  is 
higher  than  the  mileage  fare.     He  had  numerous  other  proposals 
as  well.     These  are  included  in  his  petition  to  the  PSC  in  the 
current  rate  case  and  will  not  be  reported  here. 

B.  INTERVIEW  WITH  THE  TAXICAB  INDUSTRY  GROUP 

The  interview  with  the  Taxicab  Industry  Group  was  con- 
ducted during  the  morning  of  April  4,  19  74.     The  members  present 
were  asked  to  give  their  views  on  certain  aspects  of  the  D.C. 
taxicab  situation  and  were  also  given  an  opportunity  to  present 
the  problem  areas  being  faced  by  the  industry.     The  items  covered 
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in  this  interview  are  broken  down  according  to  whether  they  per- 
tain to  matters  within  the  control  of  the  D.C.  Public  Service 
Commission  or  some  other  body. 

1.  Items  of  Interest  to  the  PSC 

The  Industry  Group  was  against  taxi  meters  in  D.C.  cabs. 
They  felt  that  the  $300  per  meter  cost  would  drive  some  drivers 
out  of  the  industry  and  would  result  in  higher  costs  and  fares  for 
the  remainder.     A  factor  cited  here  was  the  time  lost  while  meters 
are  under  repair.     An  additional  reason  for  disliking  meters  was 
they  they  would  bring  the  industry  a  step  closer  to  fleet  owner- 
ship, a  development  that  they  are  very  much  against. 

The  Industry  Group  favored  the  continuation  of  the  zone 
fare  structure,  with  the  following  changes: 

a.  The  long  zones  in  Northeast  and  Southeast  should 
be  shortened  to  better  reflect  the  costs  of 
making  trips  in  these  zones. 

b.  The  higher  costs  of  operation  when  driving  rush 
hours  should  be  dealt  with  by  imposing  a  rush- 
hour  surcharge  in  zones  1  and  2 ,  or  by  making  the 
fare  higher  than  the  present  zone  fare  or  a 

time  charge.     The  amount  suggested  for  a  time 
charge  was  10$  per  minute;  presumably  this  would 
apply  at  any  time  but  would  be  more  of  a  factor 
during  rush  periods. 

c.  Zone  changes  should  be  made  so  that  the  zones 
take  about  equal  time  to  pass  through. 

The  Industry  Group  is  very  much  in  favor  of  shared  riding. 
They  believe  that'  this  has  improved  driver  income  and  taxi  avail- 
ability during  rush  periods,  and  it  has  improved  service  in  the 
poorer  areas  of  the  city.     The  fare  system  has  not  been  the  problem 
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in  poor  areas  but  rather  safety  has  been  the  cause  of  poor  service. 
Shared  riding  increases  driver  revenues  and  makes  them  feel  safer. 

There  are  1/500  radio  cabs  out  of  8,000,  according  to  the 
Industry  Group.     A  radio  costs  about  $1,000  and  the  drivers  pay 
the  associations  $12.30  per  week  to  be  radio-dispatched.  The 
service  has  improved  greatly  and  is  currently  good  according  to 
Kenneth  Flickinger  of  Yellow  Cab.     While  riders  sometimes  give 
the  associations  mistaken  information,   the  practice  is  now  to  call 
customers  back  to  verify  their  orders.     This  is  also  safer  for 
drivers  on  night  calls.     Radio  cabs  can  cause  public  relations 
problems  because  they  must  frequently  pass  up  passengers  on  the 
street  while  they  are  on  call. 

2 .  Other  Items 

The  Industry  Group  felt  that  traffic  conditions  during 
rush  hours  need  improvement.     In  particular,  they  would  like  the 
same  rights  as  buses  on  turns  and  special  lanes.     They  also  feel 
that  there  is  a  shortage  of  drivers,  which  is  due,  in  part,  to 
licensing  delays  and  other  red  tape. 

A  major  problem  is  the  lack  of  hack  inspectors  for  the 
enforcement  of  taxicab  rules  and  regulations.     There  are  only  three 
inspectors,  down  from  21  some  years  ago.     Drivers  feel  they  can 
get  away  with  overcharging  and  passing  up  people.     No  system  of 
rules  can  be  effective  without  adequate  enforcement.     A  part  of  the 
problem  of  poor  drivers  is  the  froeign  student  driver.  Foreign 
students  are  believed  to  be  the ^greatest  problem;  much  of  this  is 
due  to  a  lack  of  enforcement  of  the  rules. 
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C.  INTERVIEWS  WITH  DANIEL  SMITH  AND   JAMBS  JEWEL 


Mr.  Daniel  Smith  of  the  American  Fleet  Service  and 
Mr.   James  Jewel  of  Diamond  hold  two  opposing  viewpoints  about  the 
taxicab  industry  in  the  District  of  Columbia. 


In  summary,  Mr.  Smith  recommends  that  the  present  D.C. 
taxicab  system  be  completely  modified  to  include  the  following 
characteristics : 


1.  A  meter  system  of  fare  determination  --  based  on 
mileage   (70C  for  the  first  mile,   30C  for  each 
additional  mile,  and  20C  for  each  extra 
passenger)   and  time. 

2.  The  development,  over  time,  of  a  coterie  of 
"professional  drivers"    (all  of  whom  would  drive 
on  a  full-time  basis)  who  would  account  for 
80-90  percent  of  all  licensed  drivers  (compared 
with  the  present  30-35  percent  of  all  drivers 
who  are  full-time) . 

3.  A  decrease  in  the  total  number  of  D.C.  taxicabs 
to  between  4,000  and  4,500.     However,   all  cabs 
would  be  required  to  be  in  operation  a  minimum 
number  of  hours  per  week  and  at  different 
periods  during  the  day  and  night.     In  addition, 
Mr.  Smith  proposes  that  no  taxicabs  over  five 
years  old  be  allowed  to  operate  on  D.C.  streets, 
as  well  as  other  rigorous  safety  regulations 

he  would  suggest. 

4.  To  improve  radio  service  for  D.C.  residents, 
Mr.  Smith  would  suggest  requiring  a  selected 
percentage  of  all  taxicab  fleets  to  have  two- 
way  radios  and  he  feels  the  present  call  charge 
(50C)   is  not  equitable  and  should  be  raised. 

5.  Mr.   Smith  believes,  ultimately,   that  the  taxicab 
industry  in  D.C.  should  be  classified  and  regu- 
lated as  a  public  utility.     In  essence,  he 
believes  that  "fleet  operations"    (and  not  as- 
sociations)  run  by  well-trained  personnel  would 
be  needed  to  implement  his  previously  suggested 
viewpoints.     Only  if  the  cabs  are  owned  and 
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operated  by  firms   (with  drivers  being  employees) 
can  better  service  be  offered  to  D.C.  residents 
according  to  Mr.  Smith.     Finally,  Mr.  Smith 
believes  that  the  taxicab  industry  must  be 
viewed,  from  a  public  policy  perspective,  within 
the  context  of  a  total  mass  transit  system  for 
the  D.C.  area  so  that  the  role  of  taxicabs  can 
be  defined  in  terms  of  competing,  alternative 
modes  of  urban  transit  systems. 

Mr.  Jewel,  who  has  been  in  the  D.C.  taxicab  business  since 
the  late  1920* s,  is  an  advocate  of  the  status  quo  for  the  D.C. 
taxicab  system.     He  feels  that  recognized  service  differentials  in 
the  District  of  Columbia   (service  in  Northwest  is  good;  service  in 
Northeast  and  Southeast  is  bad;  and  service  in  the  Southwest  is 
average)  are  the  result  of  basic  social  and  economic  conditions. 
If  anything,  to  improve  service  to  all  areas  in  the  city,  Mr.  Jewel 
recommends  that  (1)  more  drivers  be  added  and   (2)  more/better 
taxicab  stands  be  placed  in  areas  where  deficient  service  exists. 
In  Diamond,  Mr.  Jewel  feels  his  personnel  policies  have  enabled  him 
to  keep  a  50-50  percent  ratio  between  full-  and  part-time  drivers 
and  provide  good  radio  service  to  the  Northwest  quadrant  of  the 
city. 

In  summary,  Mr.  Jewel  feels  the  zone  system  would  be  best 
for  Washington,  D.C.    (1)   if  present  driver  fares  can  be  increased, 
(2)  if  more  taxicabs  can  be  placed  on  the  streets,  and   (3)   if  more 
taxicab  stands  are  placed  in  better  locations. 
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REPORT  OF  THE  MAYOR'S  TAXICAB  SERVICE  TASK  FORCE 

In  September  1974,  Mayor  Walter  E.  Washington  established  a 
Taxicab  Service  Task  force  and  charged  it  with  the  following: 

1.  To  develop  and  recommend  public  policies 
designed  to  ensure  that  the  role  of  taxicab  service 
is  carried  out  in  the  interest  of  serving  the 
riding  public,  while  maintaining  the  essential 
economic  health  of  the  industry. 

2.  To  develop  a  proposed  action  program  for 
improving  the  level  of  service  of  the  taxicab 
industry  in  the  city. 

Membership  on  the  Task  Force  included  representatives  from  District 
of  Columbia  government  agencies  concerned  with  promulgation  and 
enforcement  of  taxicab  regulations;  from  consumer  agencies;  from  taxi- 
cab  companies  and  associations  and  independent  taxicab  drivers;  and 
from  the  business  community. 

Within  the  last  year,  the  Public  Service  Commission  has  received 
a  report^1)  from  its  consultants,  Dr.  Charles  E.  Olson  and  Dr.  Philip 
G.  Kuehl,  concerning  the  question  of  whether  taximeters  should  be 
employed  in  taxicabs  in  the  District  of  Columbia  and  the  question  of 
whether  restrictions  should  be  placed  on  the  number  of  taxicabs  or 
taxicab  drivers  who  may  operate  within  the  District  of  Columbia.  The 
consultants  examined  driver  and  consumer  attitudes  concerning  those 
issues  as  well  as  experience  in  other  cities  where  taximeters  are  used 
and  where  limitations  are  employed.    They  found  no  overriding  reasons 
for  concluding  that  either  taximeters  or  limitations  would  be  appropriate 

TT)    The  Taxicab  Industry  in  Washington,  D.C.:     Regulatory  Perspectives, 
April  1974 
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as  a  means  of  improving  taxicab  service.    Rather  they  concluded  that 
a  far  higher  potential  for  taxicab  service  improvement  lies  in  better 
enforcement  of  the  taxicab  regulations  which  establish  the  taxidriver' 
obligation  to  serve  the  public.    We  have  not  attempted  to  duplicate  th 
analysis  concerning  taximeters  and  restrictions  which  was  done  by  thos 
consultants.    Rather  we  have  looked  beyond  those  questions  to  the 
possibilities  for  improvement  of  enforcement. 

Other  voices  at  other  times  have  called  for  better  enforcement  of 
taxicab  regulations,  including  some  from  within  the  taxicab  industry, 
and  we  agree  that  improvement  in  this  aspect  of  the  taxicab  service 
is  essential.    We  offer  recommendations  for  a  comprehensive  overhaul 
of  the  enforcement  machinery  of  the  District  government. 

We  also  suggest  a  variety  of  things  to  be  done  in  licensing, 
taxicab  operating  procedures,  taxicab  associations  activities,  and 
offering  driver  incentives. 
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I.     Improvement  of  Taxicab  Regulations  Enforcement  and  Customer 
Complaint  Processing  Through  Reorganization 

Our  examination  of  the  opportunities  for  improved  enforcement  of 
taxicab  regulations  centered  on  the  adequacy  of  the  present  enforcement 
effort,  including  the  effectiveness  of  the  complaint  processing  mechanism, 
and  the  organization  of  District  government  agency  resources  dealing 
with  regulations  promulgation  and  enforcement. 

The  present  governmental  structure  for  controlling  and  regulating 
the  taxi  industry  is  confusing  and  fragmented.    We  are  not  the  first 
ones  to  make  this  observation.    A  1957  staff  report  to  the  House  Committee 
on  the  District  of  Columbia  recommended  that  the  entire  control  of  the 
city  regulatory  responsibility  for  taxicabs  be  vested  in  one  bureau  or 
agency  with  full  power  to  enforce  all  rules  and  regulations.    Other  re- 
ports have  reached  the  same  general  conclusion. 

The  following  agency-by- agency  summary  outlines  the  role  of  each 
of  a  number  of  agencies  involved  in  taxicab  regulation: 

1.    The  Public  Service  Commission  (PSC)  by  Congressional 
direction  is  responsible  for  overall  taxicab  rate-making  and  rule- 
making.   Administrative  services  are  provided  to  the  PSC  by  the  Mayor 
through  several  other  District  agencies.    The  PSC  is  also  authorized 
to  enforce  taxicab  regulations,  but  enforcement  has  been  mainly  carried 
out  by  the  Police  Department. 

2.    The  Department  of  Motor  Vehicles  (DMV)  performs  various 
functions  relating  to  hack  licensing,  titling  and  inspection,  and  driver 
licensing  and  identification,  as  agent  for  the  PSC.    DMV  also  adminis- 
ters the  passenger  complaint  system,  making  referrals  for  hearings  to 
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the  Hackers*  License  Appeal  Board;  certifies  insurance  coverage 
on  vehicles  through  issuance  of  stickers;  and  processes  lost  and 
found  items. 

3.  The  Metropolitan  Police  Department  (MPD)  enforces 
traffic  regulations  for  all  vehicles  and  operates  a  small  uniformed 
staff  to  enforce  on-street  public  vehicle  (taxicab)  regulations . 

4.  The  Hackers'  License  Appeal  Board  (HLAB)  hears  passenger 
complaints  upon  referral  from  DMV  and  considers  appeals  from  adverse 
decisions  on  license  applications. 

5.  The  Department  of  Insurance  (DOI)  regulates  the  insurance 
companies  which  offer  taxicab  liability  insurance.     Minimum  liability 
insurance  limits,  however,  are  set  by  statute. 

6.  The  Department  of  Highways  and  Traffic  (DHT)  locates  hack 
stands  as  part  of  its  traffic  engineering  responsibilities. 

7.  The  Office  of  the  Secretariat  provides  administrative 
support  to  the  HLAB  and  the  chairman  of  the  HLAB  is  a  Secretariat 
employee. 

8.  No  agency  appears,  at  present,  to  have  any  responsibility 
for  instituting  experiments  with  taxi  service  and  for  otherwise 
promoting  the  use  of  taxis  within  the  context  of  public  transportation. 
These  programs  need  to  be  developed  by  the  governmental  unit  which 
regulates  taxi  service. 

The  present  enforcement  of  taxicab  regulations  is  quite  different 
from  the  process  in  handling  a  taxicab  complaint,  although  each 
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involves  violations  of  the  same  regulations. 

All  District  police  officers  have  the  responsibility  to  enforce 
the  taxicab  regulations  along  with  their  other  responsibilities.  How- 
ever, a  small  number  are  specifically  assigned  to  enforce  the  regula- 
tions.    These  officers  operate  within  the  Public  Vehicle  Enforcement 
Section  of  the  Traffic  Division  of  the  Police  Department.  Presently, 
there  are  only  six  officers  (excluding  supervisory  personnel)  so 
assigned.    They  operate  in  two  shifts:     7  a.m.  to  3  p.m.  and  3  p.m. 
to  11  p.m.     No  more  than  three  are  on  duty  at  any  time. 

For  the  month  of  October  1974  the  six  officers,  or  "hack  inspectors* 
wrote  about  360  citations.    The  three  most  common  violations  charged 
were : 

1.  Faiure  to  keep  manifests  up  to  date     (119  citations). 

2.  Failure  to  carry  I.D.  card  (54  citations). 

3.  No  insurance  sticker  (43  citations.) 

Sixty-five  citations  involved  charges  directly  related  to  customer 
service  such  as  refusal  to  transport.     Although  no  statistics  are 
readily  available,  very  few  of  these  cases  ever  go  to  trial  since, 
as  in  the  case  of  minor  traffic  offenses,  the  driver  is  permitted 
to  post  and  forfeit  collateral.    The  amount  of  collateral  presently 
required  generally  ranges  from  $5  to  $10,  depending  on  the  offense. 

Copies  of  the  citations  are  not  generally  forwarded  to  the  Public 
Vehicles  Division  of  the  Department  of  Motor  Vehicles,  nor  are  the 
ultimate  dispositions  of  the  charges  made  a  part  of  the  driver's 
record.    However,  in  cases  involving  serious  offenses  such  as 
assaults  upon  passengers,  the  police  do  notify  Public  Vehicles. 
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In  such  situations,  the  matter  is  likely  to  be  referred  to  the  IILAB 
for  administrative  disposition. 

A  maximum  of  three  hack  inspectors  working  at  any  one  time  is 
not  an  adequate  number  with  which  to  police  a  taxicab  industry  of 
the  size  operating  in  the  District  of  Columbia.     The  risks  of  being 
cited  must  be  very  small,  and  even  if  the  driver  is  cited  he  is 
not  likely  to  be  penalized  more  than  five  or  ten  dollars.     One  must 
assume  that  there  is  an  economic  incentive  underlying  most  violations. 
If  a  driver  chooses  to  make  a  practice  of  violating  the  regulations, 
the  occasional    time  when  he  is  caught  and  penalized  (by  forfeiture 
of  collateral),  can  hardly  offset  the  economic  advantages  otherwise 
realized  by  such  practices. 

The  present  enforcement  effort  is  deficient  in  several  other 
respects:     (1)  no  record  is  kept  of  a  driver's  performance  and  no 
attempt  is  made  to  remove  drivers  with  records  of  repeated  failure 
to  perform,  (2)  the  imposition  of  penalties    is  in  the  jurisdiction 
of  the  Superior  Court,  which  treats  offenses  in  the  same  manner  as  minor 
traffic  violations  and  not  as  breaches  of  a  public  duty  by  one  pro- 
viding a  necessary  service,  (3)  there  is  a  large  potential  for 
unequal  treatment    for  regulations  violation  because  of  the  existence 
of  two  separate  forums  in  which    allegations  of  offenses  can  be 
heard,  i.e.,  the  Superior  Court  and  the  HLAB,  (4)    its  general  fail- 
ure as  a  tool  with  which  to  measure  and  correct  service  deficiencies 
and  abuses. 

Complaints  concerning  taxicab  service,  although  they  do  not 
arise  in  the  context  of  on- the-street  policing  activity,  are 
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nevertheless  an  important  aspect  of  the  enforcement  of  taxicab 
regulations. 

Order  of  the  Commissioner  No.  69-670  designates  the  Public  Vehicles 
Division  (PVD)  of  the  Department  of  Motor  Vehicles  as  the  unit  respon- 
sible to  receive  all  taxicab  complaints.      The  processing  of  customer 
complaints  and  taxicab  enforcement  official  violation  notices  received 
in  the  PVD  are  governed  by  Title  32,  Section  10.705  of  the  D.C.  Rules 
and  Regulations.    Title  34  of  the  D.C.  Rules  and  Regulations  delegates 
the  authority  to  the  Hackers'  License  Appeals  Board  to  determine 
whether  or  not  a  complaint  against  an  individual  taxicab  driver  is 
justification  for  suspension  or  revocation  of  his  license. 

Complaints  are  received  and  recorded  by  the  PVD  of  the  Department 
of  Motor  Vehicles.    Title  32,  Section  10.705(b)  requires  that  all 
complaints  shall  be  in  writing  and  signed  by  the  complaining  party. 
Thereafter,  the  taxicab  operator  against  whom  the  complaint  has  been 
lodged  is  notified  of  the  complaint  and  is  requested  to  appear  at 
the  Public  Vehicles  Division  Office.    He  is  requested  to  bring  his 
manifest  for  a  period  of  time  which  would  include  the  date  and 
time  of  the  alleged  incident.    The  driver  is  also  required  to  file 
an  answer  to  the  complaint  in  writing.    The  PVD,  upon  obtaining  the 
written  response  of  the  driver,  notifies  the  complainant  of  the 
nature  and  content  of  the  answer.    The  complainant  may  then  request 
that  further  action  be  considered  by  the  Hackers*  License  Appeals 
Board.    All  papers  filed  in  connection  with  the  case,  along  with  the 
folder  of  record  on  the  hacker  which  is  normally  maintained  by  the 
PVD,  are  then  forwarded  to  the  HLAB. 
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held,  the  HLAB  prepares  and  sends  a  notice  to  the  hacker  and  to  the 
complainant  to  appear  on  a  date  and  time  certain.     After  hearing,  the 
file,  along  with  all  evidence  and  the  Order  of  the  Board,  is  transferred 
back  to  the  PVD  in  order  that  the  decision  of  the  Board  may  be  imple- 
mented.    Should  any  problem  arise  during  the  hearing,  the  matter  may 
be  referred  back  to  the  PVD  for  investigation  and  resolution  for  the 
HLAB.    Where  a  hacker  fails  to  comply  with  the  order  of  the  HLAB,  the 
PVD  will  send  a  notice  for  the  hacker  to  appear  for  compliance.  Re- 
newal of  an  identification  license  will  not  be  granted  until  a  non- 
complying  hacker  has  served  the  penalty  imposed  by  the  HLAB. 

A  pecularity  that  arises  from  the  fragmented  enforcement  and 
complaint  procedures  is  that  a  violation  of  a  taxicab  regulation 
detected  by  police  is  handled  as  a  criminal  matter.  Violations 
uncovered  through  the  complaint  process  are  not.     We  believe  that  all 
violations  should  be  treated  similarly.    Violations  of  the  taxicab 
regulations  should  be  decriminalized  and  all  alleged  offenses,  whether 
initiated  by  an  enforcement  official  or  a  complaint,  should  be  handled 
as  administrative  matters  in  the  same  forum. 

A  driver's  failure  to  comply  with  the  taxicab  regulations  is 
more  akin  to  an    employee's  failure  to  perform  his  job  properly  than 
to  a  criminal's  violation  of  the  law.    The  consequence  of  the  employee's 
failure  to  perform  may  be  dismissal.     Likewise,  the  driver's  failure 
to  perform  adequately  should  be  revocation  or  suspension  of  his  license. 

And  because  we  believe  a  driver's  right  to  a  license  to  perform 
public  service  should  be  determined  by  his  record  of  performance,  we 
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suggest  that  a  system  of  "points"  should  be  developed  similar  to  the 
point  system  used  by  the  Department  of  Motor  Vehicles  to  determine 
the  level  and  frequency  of  violation  of  traffic  regulations  which 
warrants  action  against  one's  drivers  license.    Under  such  a  procedure, 
every  finding  of  a  violation  would  result  in  the  driver  receiving  a 
certain  number  of  points.    After  the  driver  had  accumulated  a  speci- 
fied number  of  points  within  a  certain  period  of  time,  his  license 
could  be  revoked  or  suspended.    The  effectiveness  of  the  point  system 
lies  in  the  fact  that  it  operates  directly  against  a  driver's  right 
to  operate  a  cab  and  will  remove  him  from  service  if  he  operates 
unsatisfactorily.    A  review  of  the  cases  heard  before  the  present 
HLAB  over  the  last  three  years  would  reveal  great  differences  in 
procedures,  rulings,  and  penalties    involving  the  same  or  similar 
infractions  of  the  taxicab  regulations.    A  contributing  factor  may  have 
been  the  rotation  system  used  in  selecting  HLAB  panels  where  no  standards 
have  been  established  pertaining  to  what  penalties  were  prescribed  for 
the  various  offenses.    Also,  it  would  appear  that  there  was  no 
opportunity  for  any  one  HLAB  panel  to  relate  the  impact  of  its  actions 
to  that  of  any  other  in  terms  of  effect  on  delivery  of  service  to  the 
public.     Set  standards  would  have  prevented  any  abuse  of  discretion, 
for  or  against  a  hacker,  and  would  have  prevented  substantial 
differences  in  the  penalties  where  such  penalties  were  imposed. 

The  creation  of  a  single  forum  to  hear  all  alleged  violations 
would  result  in  a  more  equal  administration  of  justice.    At  present, 
the  disposition  of  an  alleged  violation  is  a  matter  of  chance.  If 
the  complainant  is  a  police  officer,  the  driver  faces  a  possible 
fine  but  no  threat  to  his  license.     If  the  complainant  is  a  civilian, 
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the  driver  faces  possible  revocation  or  suspension  of  his  license, 
but  no  fine.  The  conduct  of  the  driver  which  is  in  question  could 
have  been  the  same  in  both  case. 

We  believe  that  the  confusion  and  fragmentation  of  the  present 
enforcement  machinery  and  the  inadequate  and  uneven  enforcement  that 
results,  must  be  corrected  if  we  are  to  have  substantially  improved 
taxicab  service. 

The  agency  responsible  for  issuance  of  hack 
licenses  should  be  responsible  for  revoking  them,  and  should  adminis- 
ter the  steps  for  hearing  complaints  and  processing  police  citations 
that  can  lead  to  revocation  and  a  variety  of  other  punishments.  The 
present  system  of  promulgation  of  standards  by  one  agency,  enforcement 
by  another  and  the  meting  of  punishment  for  violation  by  still  others, 
has  resulted  in  a  dissipation  of  responsibility  to  a  degree  that  no 
one  can  assume  sufficient  responsibility  for  seeing    that  adequate 
taxicab  service  standards  are  established  and  are  applied.  The 
policies  promulgated  in  the  form  of  standards  by  one  agency  are  not 
necessarily  carried  out  by  the  other  agencies  involved  in  the  enforce- 
ment process.    Even  if  they  were,  the  taxi  driver  and  the  public  face 
a  complicated  and  wasteful  procedure  in  those  cases  where  the  formal 
enforcement/complaint  mechanisms  are  called  upon  to  act. 

We  have  considered  a  number  of  means  for  consolidating  the  regu- 
latory enforcement  responsibilities  in  a  central  place.    The  possi- 
bility of  a  central  taxi  bureau, having  as  its  sole  responsibility  the 
regulation  of  the  taxicab  industry,  was  favored  conceptually,  but 
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because  of  serious  budgetary  constraints  facing  the  District  government, 
we  concluded  that  a  recommendation  to  create  a  new  agency  would  be 
less  than  realistic.    Moreover,  we  believe  that  an  adequate  consolida- 
tion of  responsibility  can  be  centered  in  an  existing  agency  with  some 
established  responsibility,  the  Public  Service  Commission. 

As  an  adjunct  to  its  enforcement  authority  the  PSC  should  maintain 
a  staff  of  civilian  hack  inspectors.    The  primary  benefit  in  using 
civilian  hack  inspectors  is  that  they  would  be  indistinguishable 
from  ordinary  passengers.    Unlike  the  police,  they  might  seek  to 
obtain  rides  as  ordinary    passengers.     If  a  driver  failed  or  refused 
to  transport  them  they  could  file  a  complaint  which  would  be  disposed 
of  like  any  other  passenger  complaint.    They  could  also  engage  in 
basic  investigatory  activities.    For  example,  they  could  routinely 
take  trips  and  then  administratively  contact  the  drivers  asking  them 
to  produce  the  manifest  which  recorded  the  trip  taken.    Such  an 
operation  would  serve  a  two-fold  purpose;  (a)  it  would  be  an  added 
incentive  for  the  drivers  to  keep  accurate  manifests,  and  (b)  it  would 
provide  the  administrative  body  with  basic  information  on  the  extent 
to  which  income  may  be  understated.    This  information  would  be  of 
obvious  relevance  to  any  rate  investigation.    This  description  of 
the  potential  functions  of  the  civilian  inspectors  is  by  no  means 
exhaustive. 

Notwithstanding  the  desirability  of  using  civilian  inspectors, 
there  remains  a  need  for  the  retention  of  the  police  hack  inspectors. 
Police  inspectors  have  acquired  a  large  measure  of  expertise  in  the 
enforcement  of  the  regulations.    There  is  no  reason  not  to  continue 
to  make  use  of  such  expertise  in  the  future.    Furthermore,  there  are 
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undoubtedly  certain  advantages  to  be  gained  by  the  mere  presence 
of  a  uniformed  officer  which  inhibits  wrongful  conduct.    As  a  practical 
matter,  scheduling  of  work  forces  might  be  facilitated.     It  is  un- 
likely that  a  civilian  force  could  be  expected  to  operate  on  a  24- 
hour  basis.     Since  the  police,  of  necessity,  are  on  duty  24  hours  a 
day,  there  would  always  be  some  personnel  on  duty  who  could  charge 
drivers  with  violations.    This  would  be  particularly  useful  in  off- 
peak  periods  at  night. 

The  PSC  should  also  process  all  complaints  against  taxicab  drivers 
involving  violations  of  taxicab  regulations.     Combining  the  investi- 
gation/enforcement function  with  the  complaint  hearing  function  in 
one  agency  would  provide  that  agency  with  continuous,  firsthand 
information  about  the  quality  of  service  as  reflected  by  the  number 
and  type  of  complaints  received.     With  such  information,  the  adminis- 
trative body  could  act  expeditiously  in  eliminating  deficiencies 
in  service  which  develop.    It  could  do  so  either  through  its  rule 
making  £nd/or  rate  setting)  or  by  improving  its  enforcement  efforts 
by  increasing  the  number  of  inspectors  or  modifying  their  techniques 
of  operation. 

In  addition  to  the  deficiencies  in  the  complaint  process  we  have 
already  noted,  there  are  certain  details  in  the  current  method  of 
processing  taxicab  complaints  which  deny  ready  consumer  access  to  the 
complaint  process,  and  should  be  amended.     The  requirement  that  the 
initial  complaint  be  in  writing  assumes  the  time  and  skill  of  the 
complainant  in  preparation  of  that  which  is  tantamount  to,  and  which 
becomes  a  legal  document  when  it  is  received.     In  situations  where 
there  may  be  no  skill  to  enable  the  formulation  of  such  a  document, 
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the  net  effect  of  the  "written"  requirement  could  be  to  discourage 
the  complaint  and  the  violation  would  perhaps  go  unreported.  Because 
of  this  potential,  the  process  of  initiating  complaints  should  be 
simplified. 

We  recommend  development  of  a  standard  complaint  form  which  would 
set  forth  all  possible  violations.    Upon  receiving  notice  of  a  complaint, 
the  complaint  office  would  forward  the  form  by  mail  to  the  complainant 
who  would  fill  in  all  details  and  send  it  back  for  formal  processing. 
Additionally,  it  is  recommended  that  all  taxicab  enforcement  officials 
be  required  to  carry  these  forms  at  all  times  for  use  in  reporting 
regulations  violations  and  to  have  them  readily  available  for  use  by 
persons  who  want  to  report  a  violation  which  took  place  outside  the 
observation  of  the  official.    Our  proposal  is  that  the  complaint 
forms  be  printed  in  triplicate.    The  complainant  would  retain  a 
copy.    A  copy  would  be  sent  to  the  hacker,  but  would  not  contain  the 
address  or  telephone  number  of  the  complainant.     It  would,  however, 
contain  the  name  of  the  complainant  along  with  the  date,  time,  and 
place  of  the  specific  charges  that  have  been  lodged. 

Upon  receipt  of  a  complaint,  the  complaint  office  could  establish 
a  hearing  date  and  notify  all  parties.    This  process  would  eliminate 
the  need  for  the  hacker  to  appear  on  two  separate  occasions  on  the 
same  matter,  as  is  now  the  practice.    An  opportunity  would  be 
provided  for  the  hacker  to  submit  a  written  reply  if  he  chose  to  do 
so.     In  responding,  the  hacker  could  have  the  option  of  pleading  "no 
contest"  or  moving  to  a  hearing.      All  "no  contest"  matters  could 
be  handled  administratively.     In  the  case  of  certain  serious  violations, 
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the  "no  contest"  plea  would  not  be  permitted  and  both  parties  would 
be  required  to  appear  for  hearing  and  a  formal  disposition  of  the  case. 

The  complaint  process  might  be  further  enhanced  if  enforce- 
ment hearings  would  be  held  in  the  evenings  or  on  Saturdays  if  the 
complaining  party  preferred.    This,  we  believe,  would  encourage 
greater  consumer  and  citizen  involvement  in  seeing  that  high  standards 
of  taxicab  service  are  met. 

Another  aspect  of  the  enforcement/complaint  process  that  received 
a  great  deal  of  attention  by  the  Task  Force  was  the  hearing  process 
itself.     It  is  our  conclusion  that  the  process  should  be  improved. 
At  present,  the  hearings  themselves  are  conducted  by  a  rotating  panel 
of  five  members  of  the  Hackers'  License  and  Appeal  Board.  We 
believe  that  administrative  effciency,  consistency  in  disposition 
of  violations  charges,  a  better  realization  of  policy  objectives 
through  enforcement,  and  a  more  expeditous    handling  of  charges  to 
the  benefit  of  the  driver  and  the  public,  all  will  result  from  the 
use  of  a  single  hearing  officer  in  the  first  instance.     If  the  matter 
is  not  fully  disposed  of  at  the  hearing  officer  level,  that  is  if 
either  the  taxi  driver  or  the  complainant  wishes  to  take  an  appeal, 
we  suggest  the  appeal  be  taken  to  the  Public  Service  Commission  it- 
self.    In  every  instance  where  an  appeal  is  taken  to  the  PSC,  there 
should  be  a  mandatory  review  of  the  record  by  an  advisory  review 
panel  of  perhaps  three  persons:    one  representing  a  consumer  agency 

one  official  of  the  Public  Service  Commission  who  was  not  the  hearing 

officer  in  the  case,  and  the  other  representing  the  taxicab  industry. 

The  panel  would  make  its  report  to  the  Public  Service  Commission 
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for  its  consideration  prior  to  final  disposition.     In  this  way 
administrative  justice  could  be  rendered,  but  with  a  process  built  in 
that  would  ensure  the  solicitation  of  views  of  consumer  and  taxi  cab 
industry  representatives  in  those  cases  where  the  initial  disposition 
were  disputed.    We  believe  this  to  be  a  fair  and  expeditious  means  of 
protecting  the  rights  and  interests  of  both  the  driver  and  the  public. 
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II .  Licensing 

A  basic  question  in  an  examination  of  the  adequacy  of  taxicab 
service  is  whether  licensing  standards  and  procedures  insure  that  only 
fit  and  qualified  drivers  are  permitted  to  perform  public  taxicab 
service. 

The  Task  Force  believes  that  the  current  regulations  prescribing 
the  minimum  licensing  criteria  regarding  education,  character  and 
ability  of  an  operator  of  a  vehicle  for  hire  are  satisfactory.  The 
requirement  of  a  Hacker's  Examination  serves  the  functional  purpose 
of  assuring  that  the  individual,  once  licensed,  will  have  a  working 
knowledge  of  the  fare  structure,  the  regulations  governing  his 
professional  behavior  and  the  street  system  in  which  he  operates. 
One  of  the  findings  of  the  PSC  consultant  report  of  earlier  this  year 
was  that  the  public  perceives  that  the  District  cab  driver  knows 
his  way  around  the  city. 

However,  while  we  feel  that  licensing  standards  are  adequate, 
we  believe  that  the  licensing  process  could  be  used  to  a  greater 
purpose  than  merely  testing  the  qualifications  of  applicants.  The 
licensing  procedure  offers  an  opportunity  to  provide  orientation  to 
taxicab  drivers  on  a  variety  of  subjects  for  a  variety  of  purposes. 

The  driver  should  be  made  to  feel  that  he  is  a  "professional" 
driver  and  he  should  be  imbued  with  a  sense  of  professional  purpose 
in  his  contribution  to  the  city's  transportation  system.    Time  and 
again  in  our  discussions,  those  who  have  had  experience  in  operating 
taxicabs  have  stressed  the  need  to  appeal  to  the  taxicab  driver's 
pride  and  sense  of  contribution  as  a  means  of  elevating  the  level  of 
service  he  will  provide.    An  orientation  program  at  the  point  of 
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initial  licensing  with  that  element  as  a  predominant  theme  is,  it 
seems  to  us,  the  best  way  to  make  that  appeal. 

Perhaps  a  part  of  the  problem  of  a  driver  failing  to  provide 
proper  service  lies  in  his  lack  of  understanding  as  to  what  his 
obligations  are.    A  thorough  orientation  at  initial  licensing  would 
assure  that  the  driver  is  given  all  the  information  he  needs  to 
perform  his  public  responsibility  and  to  clarify  questions  he  might 
have  concerning  it. 

The  orientation  program  could  be  used  to  inform  the  driver  of 
special  needs  some  taxicab  patrons  present,  and  how  to  provide  them. 
For  example,  the  difficulties  experienced  by  the  general  public  in 
securing  taxicab  service  at  certain  times  and  places  have  special 
significance  for  the  handicapped  and  the  elderly.    Difficulty  in 
obtaining  taxicab  service  downtown  during  rush  hours  has  a  particular 
significance  for  those  who  handicaps  preclude  their  travel  to  and 
from  work  by  any  means  other  than  taxicabs.    Failure  of  a  taxicab 
to  respond  to  a  call  is  specially  vexing  for  the  handicapped  who 
have  no  choice  but  to  wait.    But  in  addition,  the  handicapped  and 
elderly  encounter  special  problems  which  we  believe  could  be  greatly 
alleviated  through  a  better  driver  understanding  of  those  special 
problems. 

A  major  difficulty  for  the  handicapped,  particularly  those  in 
wheelchairs,  is  that  often  a  taxicab  will  refuse  to  pick  them  up. 
Sometimes  the  driver  simply  does  not  want  to  be  put  to  the  bother 
of  getting  the  handicapped  patron  and  perhaps  his  wheelchair,  in 
and  out  of  the  taxicab.    That  attitude    is  often  probably  due  to  the 
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lack  of  knowledge  on  the  part  of  the  driver  as  to  how  to  properly 
accommodate  a  handicapped  patron.  Therefore,  we  suggest  that  as  part 
of  the  orientation,  each  driver  be  made  aware  of  the  problems  of  service 
to  handicapped  patrons  and  be  instructed  on  the  techniques  of  dealing 
with  wheelchairs  and  handicapped  persons.  We  think  it  would  be  very 
helpful  if  interested  handicapped  persons  could  themselves  be  availa- 
ble to  provide  some  of  that  orientation. 

We  will  not  attempt  an  exhaustive  list  of  subjects  to  be  covered 
in  orientation  but  would  suggest  that  it  be  established  as  a  joint 
effort  of  all  those  concerned  with  adequate  taxicab  service, including 
not  only  the  District  government  agencies  with  responsibility,  but 
the  taxicab  industry  and  consumers  as  well. 

The  licensing  process  can  also  be  used  beneficially  as  a  point  of 
contact  with  drivers  to  gather  information  from  them  concerning  taxi- 
cab  operations.    Frequently  in  the  past,  the  PSC  has  been  unable  to 
act  on  a  matter  before  it  because  of  lack  of  relevant  information. 
Information  concerning  driver  practices,  earnings,  operating  costs, 
driver  attitudes,  deficiencies  in  services,  improvements  in  the  fare 
zone  structure,  could  be  gathered  through  driver  surveys  and  inter- 
views at  the  time  of  licensing  and  license  renewal.    This  and  more 
information  is  needed  by  the  regulatory  bodies  to  enable  them  to 
apply  a  system  of  regulation  that  meets  the  economic  needs  of  the 
drivers  and  the  service  needs  of  the  public. 

Another  licensing  matter  that  the  Task  Force  addressed  was  the 
question  of  whether  taxicab  schools  should  be  licensed.    At  present, 
they  are  not.    We  concluded  that  a  licensing  requirement  would  provide 
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an  assurance  that  a  taxicab  school  would  offer  a  minimum  level  of 
training  to  a  student,  but  the  minimum  is  all  that  would  be  assured. 
And  then  only  if  resources  for  proper  policing  could  be  provided.  We 
thought  it  might  be  more  fruitful,  particularly  in    Washington  where 
the  number  of  taxicab  schools  is  not  large,  for  the  District  government 
agencies  charged  with  regulation  and  enforcement  to  undertake  an 
informal  review  of  the  offerings  of  those  who  hold  themselves  out  as 
taxicab  schools  to  determine  if  the  quality  of  instruction  and 
curricula    are  good.     If  not,  consultation  with  those  operating  defi- 
cient schools  to  encourage  voluntary  upgrading  would  follow.  The 
District  government  could  devise  a  standard  cirricula    for  the  guidance 
of  taxicab  schools.     If  the  informal  consultation  method  is  unsuccess- 
ful in  insuring  an    adequate  offering  by  taxicab  schools,  then  a 
formal  certification  program  should  be  developed. 

A  further  licensing  issue  addressed  by  the  Task  Force  concerns 
licensing  fees.    The  current  charge  for  a  taxidriver  identification 
license  is  five  dollars.    There  is  no  charge  for.  filing  an  application 
and  taking  the  examinations,  so  if  an  applicant  is  unsuccessful  he 
pays  nothing.    At  present,  the  Public  Vehicles  Division  of  the  Depart- 
ment of  Motor  Vehicles,  which  administers  the  licensing  of  drivers, 
expends  $12,000  more  annually  than  is  taken  in  fees  from  applicants. 

It  is  realistic  to  expect  an  upgrading  of  the  licensing  process 
through  addition  of  programs  such  as  the  orientation  program  we  are  recommend- 
ing, only  if  supporting  funds  are  available.    Therefore,  we  recommend 
that  the  license  fees  be  adjusted  so  that  they  will  produce  sufficient 
revenues  to  cover  the  cost  of  administering  an  improved  licensing 
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program.    An  examination  fee  should  be  charged  to  all  who  take  the 
exams,  and  for  each  time  they  are  taken.    Moreover,  consideration 
should  be  given  to  using  a  license  fee  as  a  source  of  funding  to 
support  the  addition  of  civilian  inspectors.     The  cab  driver  and 
industry  should  benefit  economically  from  these  new  programs  as 
public  confidence  in  their  service  is  renewed,  and  it  seems  appropriate 
to  us  that  taxicab  driver  licensing  fees  should  be  enlarged  to  cover 
the  cost  of  those  programs. 

Finally  with  respect  to  subject  of  licensing,  we  believe  selective 
licensing  of  drivers  may  hold  a  potential  for  improving  the  levels  of 
service  available  during  certain  periods  of  the  day  or  in  particular 
areas  of  the  city.    A  driver  might,  for  example,  be  licensed  as  a 
part-time  driver  and  permitted  to  hack  in  only  certain  hours  of  the 
day.    Those  not  interested  in  hacking  during  times  of  greatest  need, 
or  at  least  in  doing  some  of  their  hacking  at  those  times,  might  be 
denied  a  license.    We  recognize  that  there  is  the  danger  of  over- 
regulation  in  this  kind  of  approach  and  the  result  could  be  harm 
rather  than  improvement.    We  need  to  know  a  great  deal  more  than  we 
now  do  concerning  the  kind  and  degree  of  service  deficiencies  before 
we  can  determine  whether  selective  licensing  of  the  type  suggested 
would  be  effective  and  otherwise  appropriate.    Our  suggestion  at 
this  time  is  only  that  where  unsatisfied  demand  is  identified,  selective 
licensing  should  be  considered  as  a  means  of  meeting  the  demand. 
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III.     Improved  Taxicab  Operating  Procedures  and  Other  Methods  for 
Increasing  Taxicab  Service  Effectiveness 

The  taxicab  has  been  operated  for  many  years  in  a  more  or  less 
traditional  fashion:      a  patron  hails  or  calls  a  cab  for  himself  and 
maintains  exclusive  use  of  that  cab  to  his  destination.  Recently 
there  have  been  some  taxicab  service  innovations,  notably  in  the  area 
of  group  riding,  in  particular  shared  riding  which  was  authorized 
by  the  Public  Service  Commission  in  response  to  the  gasoline  shortage 
in  the  winter  of  1973/74.    We  believe  that  there  are  many  more  oppor- 
tunities to  adjust  the  manner  in  which  taxicab  service  is  operated 
to  provide  a  more  effective  service  to  taxicab  patrons  and  to  bring 
taxicab  service  more  intimately  into  a  network  with  other  transportation 
services  which  are  provided  to  the  public. 

Before  getting  into  a  discussion  of  the  improvements  that  we  think 
are  possible,  we  should  first  like  to  address  a  matter  which  involves 
a  serious  obstacle  to  the  even  provision  of  good  taxicab  service  in  the 
District  of  Columbia,  the  matter  of  driver  security.    There  is  no 
question         that  many  taxicab  drivers  are  reluctant  to  operate  their 
taxicabs  at  night  and  into  certain  high-crime  sections  of  the  city, 
because  of  fear  of  assault  and  robbery.   Statistics     reflecting  assaults 
on  drivers  and  robberies  of  drivers  do  not  show  a  particularly  high 
incidence  of  that  kind  of  crime  in  the  District  of  Columbia  but  we 
know  that  drivers  fear  the  possibility  of  assault  and  robbery,  and 
this  fear  acts  as  a  strong  inhibiter  to  their  providing  full  and 
complete  taxicab  service  coverage  in  the  District.    As  far  as  the 
Task  Force  members  are  aware,  no  District  of  Columbia  agency  or 
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industry  group  has  ever  taken  a  completely  comprehensive  look  at 
the  question  of  driver  security  and  therefore  there  has  never  been 
any  authoritative  conclusion    as  to  what  might  be  done  about  it. 
There  are  a  number  of  possibilities. 

In  some  cities  there  is  a  shield  between  the  driver  and  the 
passenger  with  a  place  to  pass  the  fare  through.    The  use  of  radio 
equipment  to  report  trouble  to  the  police  is  a  possibility.    But  not 
all  cabs  in  the  District  of  Columbia  are  radio  equipped.    The  establish- 
ment of  a  high  reward  to  be  paid  to  those  who  report  information 
concerning  taxicab  assaults  and  robberies  has,  we  believe,  a  good 
potential  for  reducing  those  crimes.     In  some  cities,  consideration 
is  being  given  to  the  use  of  script  only  for  payment  of  taxicab  fares 
during  certain  hours  of  the  day.    Other  cities  are  using  vaults  within 
the  taxicab  where  cash  is  placed  and  neither  the  driver  nor  anyone 
else  can  remove  the  cash  without  breaking  open  the  vault.  Another 
device,  and  one  which  we  believe  has  good  potential, is  a  special  trouble 
light  which  would  be  undetectable  from  the  interior  of  the  taxicab. 

We  offer  no  particular  solution  or  set  of  solutions  to  this 
problem.    We  do  recommend  that  the  merits  of  the  devices  we  have 
listed  be  examined  along  with  any  other  security  measures  we  have  not 
named  but  which  a  more  detailed  inquiry  would  undoubtedly  uncover. 
We  recognize  that  each  of  them  has  some  disadvantage  and  some  of  them 
may  be  totally  ineffective.     But  we  emphasize  that  some  priority  should 
be  given  to  the  issue  of  taxicab  driver  security  and  some  program 
developed  which  would  better  assure  his  safety. 

With  regard  to  improved  taxicab  operating  procedures  we  offer  a 
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set  of  recommendations  which  we  believe,  if  seriously  pursued,  could 
in  combination  result  in  better  taxicab  service  in  the  District  of 
Columbia. 

One  of  them  involves  the  dispatching  of  taxicabs  by  radio.  Citizens 
often  complain  of  the  unreliability  of  radio  dispatched  service  because 
it  sometimes  takes  longer  than  expected.    Sometimes  the  taxicab  does 
not  arrive  at  all.    Radio  dispatched  services  are  perceived  by  the 
public  to  be  less  adequate  in  some  areas  of  the  city  then  others  and 
that  perception  is  probably  an  accurate  reflection  of  conditions. 

Part  of  the  problem  in  improving  radio  service  in  those  areas  where 
radio  dispatched  service  is  not  particularly  good  is  the  problem  of 
driver  security  and  fear  that  we  have  already  mentioned.    Drivers  will 
refuse  a  radio  call  to  those  areas  where  an  assult  is  most  likely  to 
occur. 

At  the  present  time  there  are  four  radio  taxicab  operations  in 
the  District  of  Columbia.     In  each  case  the  radio  dispatch  service  is 
operated  by  an  association  or  company;  the  drivers  themselves  are 
self-employed,  owner-operators  of  the  taxicabs.    Therefore,  all  dispatching 
is  done  on  what  is  known  as  an  "open  bid"  system.    The  radio  dispatcher 
calls  an  area  indicating  that  he  has  a  job  in  that  area;  drivers  within 
that  area  or  enroute  to  it  are  permitted  to  bid.    The  nearest  or 
closest  driver  to  the  specific  job  is  assigned  to  it.    Under  the  open 
bid  system,  each  radio  room  is  subject  to  the  desire  of  the  drivers 
to  respond.     If  a  driver  hears  a  job  being  called  in  an  area  he 
considers  to  be  undesirable,  unprofitable,  or  unsafe,  he  simply  does 
not  bid.    All  four  companies  have  a  demand  for  more  radio  service  than 
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they  can  meet  at  most  times.    The  radio  dispatcher,  confronted  with 
the  overdemand  for  service  and  an  undersupply  of  cabs,  arbitrarily 
makes  decisions  which  result  in  some  customers  not  being  served. 

At  the  present  time  over  seven  thousand  radio  calls  are  being 
dispatched  daily  in  the  District  of  Columbia.    Customers  are  being 
served  within  a  ten  to  twenty  minute  wait  between  the  time  the  call 
is  placed  and  the  time  the  cab  service  is  supplied.     During  rush 
hour  a  wait  of  forty  minutes  for  radio  dispatched  service  is  not 
uncommon.     Radio  dispatched  service  has  been  considered  premium 
service  for  which  an  extra  charge  is  justified.     In  addition  to  its 
door-to-door  character,  it  requires  that  a  taxicab  travel  from  where 
it  receives  the  call  to  the  place  where  the  patron  is,  which  of  course 
involves  extra  time  and  cost  in  responding  to  the  call. 

The  driver  also  has  some  special  complaints  concerning  the  patrons 
who  use  the  radio  dispatch  service  facilities.     One  problem  is  that  some 
passengers  call  three  or  four  cab  companies  to  arrange  for  a  single 
trip  and  take  the  first  cab  that  arrives,  leaving  the  others  empty- 
handed.    Another  problem  is  that  a  patron  will  call  for  a  cab  and 
wait  a  few  minutes  and  then  decide  to  flag  a  cab  on  the  street  result- 
ing in  dead  mileage  for  the  driver  who  was  dispatched  by  radio  and 
who  receives  no  compensation  whatever. 

We  have  not  found  a  ready  solution  to  the  problems  of  inadequacy 
of  radio  dispatch  service.     It  may  seem  that  the  answer  lies  in  a 
mandatory  dispatch  system  wherein  a  driver  who  hacks  by  radio  would 
be  required  to  take  assigned  radio  calls.    Our  feeling  is  that  the 
reasons  drivers  now  refuse  to  bid  on  certain  jobs  —  safety  and 
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economics  --  would  cause  the  driver  to  discontinue  radio  hacking 
altogether  if  we  adopted  that  mandatory  system,  and  the  result  would 
be  a  diminution  of  radio  service.     If  we  attempted  to  remove  the 
economic  problem  it  would  probably  involve  raising  the  charge  for 
call  service  to  a  level  that  would  make  it  extremely  unattractive 
to  the  consumer,  another  result  we  should  avoid. 

Our  recommendation  regarding  radio  dispatch  service  is  that  the  PSC, 
in  cooperation  with  the  operators  of  radio  rooms,  examine  the  advantages 
and  disadvantages  of  a  controlled  system  wherein  the  dispatcher  would 
control  the  movements  of  the  taxicabs.     Driver  attitudes  should  be 
ascertained,  and  the  level  of  charges  which  would  be  necessary  to 
attract  drivers  to  work  under  a  mandatory  dispatch  system. 

We  would  also  suggest  that  consideration  be  given  to  the  proposi- 
tion that  each  driver  licensed  to  operate  a  radio  be  required  to 
perform  a  minimum  amount  of  radio  dispatched  service.    At  the  present 
time,  the  driver  may,  whenever  he  wishes,  switch  off  his  radio  and 
operate  as  a  non- radio  cab.    This  may  be  a  reasonable  thing  for  him 
to  do  at  those  times  when  the  demand  for  radio  service  is  slack  and 
he  is  at  a  place  where  he  can  provide  more  service  and  realize  more 
income  because  of  the  demand  for  on- the- street  taxicab  service.  On 
the  other  hand,  the  radio  dispatch  room  needs  to  be  able  to  call  on 
available  taxicab  radio  resources  when  the  demand  arises.    We  recog- 
nize that  in  suggesting  that  a  radio  driver  might  be  required  to  per- 
form a  minimum  of  service  we  would  be  placing  a  requirement  on  him  of  a 
kind  that  is  not  placed  on  non-radio  drivers.    But  if  it  holds  any 
promise  for  improving  radio  service  it  is  worth  consideration. 
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Earlier  in  this  report  we  mentioned  some  of  the  problems  of 
handicapped  persons  in  securing  adequate  taxicab  service.    The  major 
problem  they  have  seems  to  lie  in  their  inability  always  to  get  a  cab 
driver  to  respond  to  their  flag.    Part  of  the  reason  for  that  sometimes 
lack  of  response  is  that  the  driver  himself  is  on  occasion  not  physically 
fit  to  provide  the  assistance  necessary  to  get  the  handicapped  patron 
and  his  special  devices  in  and  out  of  the  taxicab.    The  driver  himself 
may  suffer  from  some  minor  physical  handicap  that  precludes  it.  In 
addition  the  driver  may  not  feel  confident  that  he  can  in  fact  cope  with 
the  handicapped  person's  special  needs. 

We  believe  that  if  handicapped  persons  were  to  rely  more  consistently 
on  radio  dispatched  service,  service  to  them  could  be  improved.  It 
is  true  that  radio  dispatched  service  involves  a  mandatory  wait,  but  the 
handicapped  person  now,  more  frequently  than  not,  must  wait  extra  time 
until  a  cab  driver  who  is  willing  to  carry  him  happens  along.  Those 
waits  are  often  longer  than  the  average  time  it  takes  to  dispatch  a  cab. 
The  major  advantage  that  we  see  in  using  radio  dispatching  to  service 
handicapped  persons  is  that  the  radio  dispatcher  would  know  that  he 
should  select  a  driver  who  is  willing  and  capable  of  handling  a  handi- 
capped patron.    Special  lists  of  drivers  who  were  willing  and  able  could 
be  maintained  and  those  that  were  on  duty  could  be  known  to  the  dis- 
patcher at  all  times. 

In  suggesting  that  handicapped  persons  be  serviced  through  the 
radio  dispatching  service,  we  are  aware  that  we  are  suggesting 
a  service  which  involves  additional  charges  over  and  above  those 
which  are  made  for  regular  service  flagged  in  the  street.    We  are 
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concerned  that  an  economic  penalty  not  be  exacted  against  those  who 
in  effect  have  no  choice  but  to  use  this  kind  of  service  to  achieve 
a  normal  degree  of  mobility.     Perhaps  some  funds  could  be  made  availa- 
ble to  subsidize  that  portion  of  the  taxicab  fare  that  the  handicapped 
would  be  expected  to  pay  for  the  radio  service.     Funds  might  be  provided 
through  government  channels  or  perhaps  the  radio  rooms  could  establish 
a  fund  against  which  a  driver  could  draw  in  lieu  of  charging  the  handi- 
capped patron  the  extra  charge  for  radio  service. 

Another  general  area  of  operating  procedure  where  we  think  there 
is  potential  for  constructive  change  is  generally  in  the  area  of  shared 
riding  or  group  riding.    As  we  mentioned  earlier,  the  shared  riding 
concept  has  been  practiced  in  the  District  of  Columbia  since  January, 
1974,  and  according  to  reports  we  have  received  the  results  have  been 
beneficial  both  to  the  driver  and  to  the  taxicab  patron.    We  believe 
that  it  has  been  of  particular  consequence  to  the  driver  dealing  with 
the  inflationary  pressures  that  have  been  present  in  that  period.  We 
believe  that  there  are  opportunities  for  refining  the  group  riding 
process  to  make  it  even  more  efficient  and  responsive  to  public  need. 
Obviously  if  we  can  develop  ways  of  employing  our  taxicab  resources 
more  effectively,  to  serve  more  people  better,  we  must  do  so. 

A  device  that  we  believe  holds  good  potential  is  the  establishment 
of     designated  pick-up  points  in  areas  of  heavy  taxicab  demand.  In 
some  cases,  the  traditional  kind  of  taxistand  would  be  appropriate. 
In  some  circumstances,  a  pick-up  point  could  be  designated  for  people 
to  wait  who  are  going  to  particular  destinations.    One  of  the  problems 
we  have  attempted  to  keep  in  mind  as  we  have  addressed  taxicab  improve- 
ment questions  is  the  question  of  the  difficulty  of  getting  taxicab 
service  to  more  distant  sections  of  the  city.    A  large  part  of  that 
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difficulty  lies  in  the  fact  that  the  long  run  to  the  distant  zone  is 
generally  less  remunerative  for  the  driver  than  the  shorter  runs,  and 
there  is  always  the  possibility  of  returning  empty.    The  problem  of 
disparity  in  remuneration  could  be  largely  overcome  if  the  driver  were 
able  to  take  groups  on  the  longer  runs.     And  we  believe  that  designa- 
tion of  collection  points  in  such  areas  as  the  downtown  would  greatly 
facilitate  that  group  formation. 

We  also  believe  that  there  is  a  potential  for  developing  a  more 
sophisticated  method  of  forming  groups  for  commuting  to  work  by  taxi- 
cab.     There  are  those  now  driving  cars  to  work  who  will  find  group 
riding  attractive  if  the  price  can  be  reduced  from  the  price  for 
commuting  alone  by  cab.     There  are  others  who  must  travel  between 
home  and  work  places  that  are  not  conveniently  served  by  mass  transit. 
There  are  many  people  who  live  the  far  Northeast,  far  Southeast  sections 
of  the  city,  east  of  the  Anacostia  River, wto  work  in  northwest  Washington 
and  the  adjacent  suburbs  for  whom  the  commuting  distances  are  parti- 
cularly long.     All  of  these  could  be  attracted  to,  and  well  served 
by,  group  riding. 

There  is  a  program  in  the  Washington  area  operated  by  the  Council 
of  Governments  and  the  Washington  Board  of  Trade,  and  others,  involving 
computer  matching  of  car  poolers.     Individuals  interested  in  forming 
car  pools  are  asked  to  complete  a  survey  form  in  which  they  indicate 
their  working  hours, 4the  location  of  their  residence  and  the  location 
of  their  work.    A  computer  then  identifies  among  those  who  have  sub- 
mitted that  information  persons  who  might  logically  form  a  car  pool 
based  on  the  proximity  "of  their  homes  and  their  work  and  their  reporting 
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and  departing  times.     We  believe  that  a  similar  matching  could  be 
accomplished  for  those  who  may  benefit  from  a  taxicab  pool  arrangement. 
We  suggest  that  those  who  have  already  had  experience  with  the  computer 
car  pool  program  be  asked  to  analyze  the  possibilities  of  a  computer 
taxicab  pool  program. 

Many  who  travel  by  cab  have  established  or  set  travel  patterns 
just  as  those  who  travel  by  automobile  or  bus  have.     That  is  probably 
particularly  true  for  those  who  go  to  and  from  work  by  taxicab  but 
it  is  also  true  of  people  who  use  taxicabs  for  other  types  of  trips. 
The  more  that  can  be  determined  about  those  travel  patterns,  the 
greater  the  potential  for  responding  to  them  with  group  taxicab  service. 
An  effort  should  be  made  to  induce  those  cab  riders  who  follow  a 
routine  travel  pattern  to  provide  that  information  to  the  taxicab 
industry.    The  information  could  be  analyzed  with  the  view  to  identi- 
fying potential  match  ups  of  patrons  who  are  going  in  the  same  direction 
at  the  same  time. 

There  is  another  way  in  which  group  riding  might  be  encouraged, 
and  that  is  through  the  simple  device  of  establishing  fixed  routes. 
In  many  cites  of  the  world,  taxicabs  do  operate  over  more  or  less 
fixed  routes  and  generally  are  quite  heavily  used.     There  is  here,  of 
course,  an  opportunity  to  reduce  substantially  the  cost  to  the  patron 
and  to  increase  the  income  of  the  driver.     This  type  of  service  might 
be  particularly  useful  in  places  where  demand  for  bus  service  is  not 
great  enough  to  justify  the  establishment  of  a  regular  bus  route  or 
where  the  demand  for  bus  service  is  not  great  enough  to  justify  a 
regular  bus  route  on  an  all-day  or  everyday  basis.     There  are  places 
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in  the  District  of  Columbia  where  bus  service  is  operated  during 
weekdays  but  there  is  no  bus  service  at  all  on  Sunday.    The  cost  of 
providing  that  service  is  high  in  relation  to  the  revenue  that  can 
be  collected  from  the  few  patrons  who  will  use  the  service,  which  is 
essentially  the  reason  why  the  bus  service  is  not  provided  during 
those  off-peak  times.     However,  the  need  of   those  who  are  without 
bus  service  at  those  times  is  very  acute  and  might  profitably  be 
provided  by  a  taxicab  jitney  service  such  as  we  have  suggested. 

Metrorail  operations  will  create  new  opportunities  for  use  of 
taxicabs. 

We  would  suggest  that  a  taxicab  call  box  be  installed  in  every 
Metrostation.     The  box  should  be  in  the  station  rather  than  outside, 
so  that  the  person  who  calls  the  taxicab  can  wait  in  the  comfort  and 
security  of  the  station  itself  until  the  taxicab  arrives  outside. 

There  should  be  at  each  station,  visible  on  the  street,  some  kind 
of  indicator  of  the  expected  arrival  time  of  the  next  train.  This 
would  be  useful  to  the  cab  driver  who  is  delivering  a  passenger  to 
the  station  because  he  might  find  it  worthwhile  to  wait  for  the 
next  train  if  that  train  were  due  shortly.     It  would  also  be  useful  to 
a  cruising  driver  who  might  stop  and  wait  for  a  train  due  in  a  short 
period.    Of  course,  a  train  arrival  time  indicator  would  be  useful 
for  all  users  of  the  train  system  and  would  not  have  to  be  justified 
only  in  terms  of  being  of  assistance  to  cab  drivers  and  cab  patrons. 

We  further  suggest  there  may  be  a  significant  feeder  service  the 
taxicab  could  perform  for  the  Metro  system  during  the  late  evening  and 
early  morning  hours  when  Metro  ridership  is  lowest.     It  may  be  feasible 
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to  use  cabs  at  stations  where  patronage  is  sparse  at  those  times. 
By  contracting  with  individual  cab  drivers  or  companies  to  provide 
this  service,  Metro  might  find  the  service  could  be  had  more  clieoply 
than  by  running  large  number  of  buses  over  fixed  routes  carrying  only 
a  few  passengers  per  trip.     Taxicab  service  would  be  more  convenient 
and  safer  for  Metro  riders,  which  in  the  late  evening  and  early  morn- 
ing might  be  an  important  factor  in  attracting  riders.     Further,  taxi- 
cabs  might  be  used  even  in  the  peak  periods  by  people  in  places  where 
bus  service  cannot  be  made  conveniently  available  or  where  people 
simply  prefer  the  convenience  of  a  taxicab  to  get  to  the  Metrostation. 
Perhaps  Metro  could  establish  with  the  taxicab  industry  some  relatively 
simple  coordinating  mechanism  through  which  its  patrons  who  prefer  to 
use  taxicabs  could  be  put  in  touch  with  others  who  have  the  same 
preference  and  with  the  taxicab  operators.     In  any  event  communication 
should  be  established  between  Metro  and  the  taxicab  industry  to  explore 
possibilities  for  coordination. 

Another  particular  taxicab  service  opportunity  that  will  be 
presented  by  Metro  is  in  downtown  operations.    Metro  service  will 
mean  that  many  more  people  will  arrive  in  the  downtown  area  on  public 
transportation  than  now  do.    They  will  create  a  demand  for  many  short 
trips  within  the  downtown  area  which  can  be  served  by  taxicabs  and 
they  can  be  served  most  economically  through  a  shared  riding  system. 
Perhaps  this  is  another  opportunity  for  the  application  of  the  taxicab 
on  a  fixed  route  concept.     In  any  event  we  believe  that  a  thorough 
analysis  should  be  made  of  the  opportunities  for  providing  taxicab 
service  to  Metro  patrons  once  they  reach  the  surface  of  the  street, 
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because  we  believe  there  will  be  a  great  need  for  it,  and  because 
it  presents  an  opportunity  to  the  driver  to  develop  new  sources  of 
income. 

There  is  also  an  opportunity  for  improving  taxicab  service  in  the 
use  of  bus  lanes  by  taxicabs. 

One  of  the  difficulties  in  taxicab  operations  is  traffic  congestion. 
Competition  from  private  automobiles,  particularly  during  rush  hour 
periods,  inhibits  the  taxicab  operator  in  performing  quality  service. 
Taxicabs  tied  up  in  traffic,  unable  to  deliver  their  passengers  in  a 
timely  way,  are  unavailable  to  carry  other  potential  passengers  who 
are  on  the  streets  trying  to  obtain  taxicab  service.    Taxicab  drivers 
are  discouraged  from  providing  service  during  periods  of  heavy  traffic 
congestion  and  the  result  is  that  in  those  times  when  the  demand  for 
taxicab  service  is  heaviest,  the  service  is  less  available  than  at 
times  when  the  demand  is  less. 

Some  attempts  have  been  made  to  provide  priority  for  buses  in 
congested  areas  through  the  establishment  of  bus  lanes.     And  some 
experimentation  with  allowing  taxicabs  to  use  those  bus  lanes  has  been 
undertaken. 

About  a  year  ago,  meetings  were  held  between  representatives  of 
the  taxicab  industry  and  the  Department  of  Highways  and  Traffic  to 
explore  the  possibilities  for  bus  lane  use  by  taxicabs.    As  an 
outgrowth,  the  bus  lane  on  Benning  Road  and  H  Street  N.E.  was  opened 
to  taxicabs  beginning  in  January,  1974.    The  results  have  been  closely 
observed  and  traffic  counts  made  of  the  number  of  buses  and  taxicabs 
using  the  lanes.     The  Department  of  Highways  and  Traffic  has  concluded 
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that  operation  of  taxicabs  in  the  bus  lanes  did  not  interfere  with  the 
operation  of  the  buses  even  in  those  times  when  bus  use  was  particularly 
heavy. 

As  a  result  of  the  initial  success  on  Benning  Road  and  H  Street, 
further  studies  were  made  of  the  feasibility  of  using  other  bus  lanes 
for  taxicabs.    As  a  result  of  those  further  studies,  the  Highway 
Department  concluded  that  it  would  be  appropriate  to  expand  the  experi- 
ment.   At  present  the  plan  is  to  allow  taxicabs  to  use  bus  lanes  on  a 
total  of  17  streets  in  the  District,  involving  21  miles  of  bus  lanes. 
The  only  restriction  will  be  a  taxicab  will  not  be  allowed  in  the  bus 
lane  unless  he  has  at  least  two  passengers  in  the  cab  or  is  picking 
up  or  discharging. 

We  believe  that  wherever  bus  priorities  are  provided,  an  evaluation 
should  be  made  as  to  the  compatability  of  taxicab  operations  with  the 
buses  being  afforded  the  priority.     In  those  instances  where  the 
analysis  shows  that  taxicabs  did  not  materially  interfere  with  the 
bus  operations,  priority  for  taxicabs  should  be  allowed  as  well.  In 
this  way  we  can  expect  that  taxicab  service  not  only  can  be  expedited 
in  areas  of  heavy  congestion  but  that  more  cab  drivers  would  be  willing 
to  provide  more  service  in  those  areas  when  it  is  needed. 

In  addition  to  the  improvement  in  operating  procedures  of  the  kind 
we  have  suggested,  we  believe  that  an  opportunity  exists  for  improving 
taxicab  service  through  closer  relationships  between  the  taxicab 
industry  and  the  community.     Establishment  of  a  meaningful  liaison 
between  those  who  provide  the  service  and  those  who  require  it  can 
result  in  a  better  understanding  on  the  part  of  the  public  as  to  what 
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to  expect  in  the  way  of  service  response,  the  price  of  the  service 
and  the  ways  in  which  the  consumer  can  use  the  service  to  his  best 
advantage. 

The  District  of  Columbia  has  established  a  system  of  Service 
Areas  in  the  city  through  which  information  flows  out  to  the  communi- 
ty and  into  the  city  government.     Regular  meetings  are  held  with  the 
Service  Area  Committees  in  each  of  the  service  areas  and  any  and  all 
pertinent  subjects  are  discussed.     We  believe  this  same  channel  can 
be  used  by  taxi  industry  to  establish  a  flow  of  information  whici.  can 
serve  to  the  benefit  of  both  the  consumer  and  the  industry.  The 
Office  of  Consumer  Affairs  of  the  District  of  Columbia  could  be  an 
active  participant  with  the  taxicab  industry  and  this  information 
exchange  effort.    Any  attempt  to  alter  the  standard  operating  patterns 
that  taxicabs  now  follow  will  require  a  degree  of  public  education 
and  understanding  if  they  are  to  be  effective.    The  Service  Area  Commit- 
tee   meetings  offer  an  excellent  education/information  channel. 

The  other  major  way  in  which  information  can  be  got  to  the 
consumer  is  by  way  of  printed  material.     We  have  in  mind  publication 
of  a  taxicab  users  booklet.    All  the  information  concerning  how  to 
get  a  cab,  what  it  costs,  how  to  group  ride,  how  to  get  a  complaint 
form  and  how  to  fill  it  out,  where  to  send  it,  the  responsibilities 
of  the  cab  driver  to  the  public  and  the  public  to  the  driver,  all  the 
information  pertinent  to  understanding  of  the  use  of  the  taxicab  would 
be  included  in  it.     It  could  be  distributed  in  various  ways,  by  the 
cab  driver  themselves  or  through  District  government  channels  and 
through  the  Service  Area  Committees. 
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Whatever  the  channels  and  means  are  developed,  it  is  important 
that  good  information  be  available  concerning  the  use  of  taxicabs  as 
an  ingredient  in  any  taxicab  service  improvement  program. 
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IV.    Driver  Incentives 

In  an  earlier  section  of  this  report,  we  emphasized  a  need  for 
achievement  of  better  driver  performance  through  more  effective 
enforement  of  taxicab  regulations  and  through  establishment  of  a  mean- 
ingful orientation  program  for  drivers.    We  believe  there  are  other 
useful  incentives  to  driver  performance  that  could  be  applied,  some 
of  which  are  economic  and  others  which  will  appeal  to  other  instincts. 

The  relations  between  police  and  the  taxicab  industry  can  be  improved. 
We  do  not  intend  to  imply  that  there  is  any  major  rift  or  antagonism 
between  these  two  groups.    However  there  are  times  when  taxicab  drivers 
feel  that  police  cite  them  for  minor  rules  infractions  and  appear  to 
be  motivated  more  by  a  desire  to  make  difficulty  for  the  driver  than 
in  enforcement  of  taxicab  regulations  to  ensure  a  high  quality  of 
service.     We  do  not  necessarily  endorse  the  notion  that  the  police 
are  guilty  of  harrassment;  we  only  suggest  that  some  drivers  perceive 
some  police  actions  that  way.     In  any  case,  many  of  the  misunderstand- 
ings that  can  develop  between  police  and  taxidrivers  when  both  are 
attempting  to  perform  their  responsibilities  can  be  avoided  if  each 
has  a  better  understanding  of  the  problems  of  the  other.    We  suggest 
therefore  that  better  communication  be  established  between  the  taxicab 
industry  and  the  police  department.    There  are  many  matters  of  mutual 
concern  to  the  police  and  the  taxicab  industry,  including  the  question 
of  taxicab  drivers  security  or  the  matter  of  how  taxicab  drivers  can 
provide  assistance  to  the  police  in  the  detection  and  reporting  of 
crime  and  the  apprehension  of  criminals.    Those  on  our  task  force 
representing  the  taxicab  industry  feel  that  the  radio  capability  that 
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they  have  on  the  street  in  their  fleets  can  be  useful  to  the  police- 
in  that  regard.     In  addition  to  our  recommendation  that  some  formal 
line  of  communication  be  established  between  the  taxicab  industry  and 
the  police  force  and  that  it  be  maintained  on  a  regular  basis,  we 
think  it  would  be  useful  if  the  police  training  curriculum  included  some 
information  for  police  trainees  on  the  problems  the  taxicab  driver  faces 
in  providing  taxicab  service.     Lectures  could  be  given  by  a  driver  or 
someone  from  the  industry  possessing  an  intimate  knowledge  of  those 
problems. 

Economic  considerations  play  a  large  part  in  whether  a  driver  will 
enthusiastically  perform  the  taxicab  service  we  require  of  him.     It  is 
in  the  interest  of  the  community  to  provide  those  incentives  where 
reasonable.    One  such  incentive  may  be  a  gas  tax  rebate  to  taxicab 
drivers.    Drastic  increase  in  gasoline  prices  has  raised  operating 
costs  which  could  in  turn  diminish  the  availability  of  taxicab 
service.    According  to  press  reports,  we  can  expect  even  higher  prices 
in  the  future  and  perhaps  more  restricted  supplies  of  fuel.     We  realize 
that  there  are  major  administrative  problems  in  providing  a  gas  tax 
rebate  to  taxicab  drivers.    A  particular  problem  is  that  most  are 
part  time  drivers  and  their  taxicabs  are  used  for  their  private  purposes. 
It  will  be  difficult  to  determine  satisfactorily  how  much  of  the  fuel  that 
goes  into  those  taxicabs  is  used  in  public  service  and  how  much  for 
private  purposes.    The  cost  of  administering  a  rebate  program  must  be 
weighed  against  the  benefits  that  might  be  expected,  and  we  have  not 
had  the  opportunity  to  do  that.    We  also  recognize  that  our  suggestion 
involves  a  reduction  in  tax  revenues  now  available  to  the  city,  and  it 
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comes  at  a  time  when  all  city  budgets,  including  our  own,  are 
severely  strained.    On  the  other  hand,  taxicab  service  is  a  form  of 
public  mass  transportation.    And  if  the  improvements  in  group  riding 
techniques  that  we  have  suggested  are  implemented,  we  believe  that 
taxicab  service  can  be  converted  to  a  more  responsive  mover  of  more 
people  and  will  thereby  be  able  to  make  its  contribution  to  the  goal 
of  reducing  traffic  congestion  and  the  demand  for  use  of  private 
automobiles.    A  gasoline    tax  rebate  could  be  a  useful  element  in  the 
overall  program  to  reach  those  desirable  goals.    We  believe 
that  the  proposal  at  least  requires  serious  consideration. 

We  would  also  suggest  that  the  taxicab  associations  can  play 
a  larger  role  in  developing  incentives  for  a  higher  standard  of  taxi- 
cab  service.    This  can  be  done  in  a  number  of  ways.    Associations  should 
maintain  their  own  records  concerning  the  complaints  filed  against 
their  members  and  enforcement  actions  which  are  taken  against  them. 
A  committee  of  drivers  within  the  association  could  be  charged  with 
maintenance  of  a  program  to  improve  driver  conduct,  perhaps  through 
establishment  of  an  informal  disciplinary  process.     In  general,  the 
associations  could  reinforce  the  formal  governmental  enforcement 
process  and  assist  the  driver  in  better  understanding  his  responsibi- 
lities for  providing  good  public  transportation  services. 

We  also  believe  that  the  taxicab  associations  should  gather  some 
of  the  information  available  to  them  and  report  it  at  regular  intervals 
to  the  Public  Service  Commission.     Information  relating  to  taxicab 
operating  costs  and  other  information  relating  to  the  adequacy  of 
taxicab  fares  and  fare  zones  would  seem  to  be  available  to  the  associations 
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and  would  be  very  useful  to  the  regulatory  agency.    The  associations 
should  also  file  information  reports  with  the  PSC  detailing  the 
scope  of  their  activities  so  that  the  PSC  might  know  what  part  of  the 
burden  for  achieving  better  taxicab  service  is  being  carried  by  the 
associations.    The  associations  should  also  file  annual  financial 
reports  with  the  PSC.    The  information  we  are  recommending  for  filing 
with  the  PSC  is  of  the  same  nature  of  the  information  regularly  filed 
by  the  other  utilities  regulated  by  the  PSC. 

Another  way  in  which  the  associations  might  be  helpful  is  in 
providing  safety  information  and  incentives.    Safety  education  and 
awareness  is  a  matter  which  requires  constant  contact  with  the  drivers 
and  that  kind  of  contact  can  be  conveniently  achieved  only  through  the 

drivers'  organizations. 

Another  function  that  the  associations  can  perform  is  to  establish 

driver  career  development  programs.    We  believe  that  a  professional 

taxicab  driver  who  operates  a  taxicab  as  a  full  time  job  is  a  valuable 

community  asset  and  more  drivers  should  be  encouraged  to  do  so.  The 

taxicab  associations  and  companies  are  well  suited  to  generate  interest 

in  the  career  potential  of  taxicab  driving. 

The  associations  can  also  provide  the  point  of  contact  between 
the  taxicab  industry  and  the  public,  and  between  the  industry  and  the 
police  department. 

Working  with  schools  to  provide  cab  service  for  children  to  cultural 
or  other  events,  where  needy  children  and  lack  of  funds  are  factors, 
is  an  activity  that  can  be  well  coordinated  by  the  taxicab  associations. 
Another  way  the  associations  can  make  an  important  contribution  would 
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be  through  the  development  of  a  program  of  driver  awards.  Recogni- 
tion for  a  service  well  performed  is  at  least  as  important  as  punish- 
ment for  responsibilities  not  met.     Rewards  in  the  form  of  cash, 
plaques  and  certificates  and  safe  driving  pins  have  been  used  effectively 
to  reinforce  the  pride  of  the  taxicab  driver  in  the  performance  of  his 
job. 

We  would  extend  our  recommendation  for  a  higher  degree  of  driver 
recognition  to  include  governmental  recognition.    The  Public  Service 
Commission  should  maintain  a  file  of  driver  commendations  as  well  as 
complaints  so  that  a  driver's  good  deeds  will  be  as  well  known  to  the 
regulators  as  his  bad.      A  program  to  recognize  drivers  of  the  month, 
and  a  driver  of  the  year,  would  focus  some  public  attention  on  the 
good  things  that  taxicab  drivers  do  and  would  represent  an  expression 
of  community  appreciation  for  the  services  provided  by  taxicab  drivers. 

Our  final  suggestion  concerning  the  drivers  relates  to  a  plan  for 
compensating  drivers  for  work-related  injury.     At  present  the  taxicab 
industry  offers  no  protection  to  the  driver  from  disability  suffered  on 
the  job.     We  believe  such  a  program  should  be  developed,  offering  a  minimum 
of  $75.00  per  week  in  compensation  and  up  to  $5,000.00  in  medical 
coverage  per  accident.    Appropriate  District  government  agencies  should 
provide  assistance  in  developing  the  program.     It  could  be  administered 
along  with  the  weekly  insurance  premium  program  now  operating. 
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V.     Issues  for  Consideration  by  the  Public  Service  Commission 

We  have  in  our  report  alluded  a  time  or  two  to  the  proposition 
that  an  important  incentive  to  better  taxicab  service  is  the  economic 
one.     If  taxicab  drivers  are  provided  an  opportunity  to  earn  a  fair 
level  of  remuneration  for  their  efforts,  that  in  itself  will  help 
to  assure  that  taxicabs  will  be  available  to  provide  necessary 
services.    Many  of  the  recommendations  we  have  made  concerning  new 
taxicab  operating  procedures  appeal  to  us  partly  because  they  will, 
in  our  opinion,  result  in  a  more  efficient  and  economic  use  of  taxi- 
cab  equipment  and  driver  resources  and  should  provide  the  opportunity 
for  greater  income  for  the  driver  and  in  many  instances  a  lower 
cost  to  the  taxicab  patron. 

But  not  every  economic  deficiency  will  be  solved  by  service 
innovation  techniques.    A  large  part  of  the  problem  will  still  have 
to  be  met  by  maintenance  of  a  reasonable  level  of  fare.  Intertwined 
with  the  fare  level  question  is  the  zone  structure  issue.    The  matter 
of  fares  and  zones  is  one  which  is  within  the  sole  purview  of  the 
Public  Service  Commission  and  we  therefore  have  not  attempted  to 
address  it  except  to  recognize  proper  fare  levels  and  zone  structures 
to  be  of  utmost  importance  if  we  are  to  establish  and  maintain  a 
high  level  of  taxicab  service.    We  do  suggest  however  that  among 
the  other  things  it  considers  in  its  rate  and  zones  structure  delibera- 
tions that  the  Public  Service  Commission  also  consider  special  in- 
centive fares  such  as  a  zone/time  fare  system  for  application  during 
rush  hours  to  compensate  for  the  slowness  in  traffic  movement  at 
those  times  and  the  consequent  loss  to  the  driver  operating  in 
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a  zone  system. 

Finally,  we  would  urge  the  Public  Service  Commission  to  under- 
take a  complete  review  of  the  taxicab  regulations  to  confirm  their 
adequacy  to  meet  today's  service  requirements  and  to  delete  materials 
no  longer  appropriate.    To  cite  a  minor  example,  the  requirements 
relating  to  the  information  which  must  be  recorded  on  the  driver 
manifest  do  not  make  total  sense.     Yet  it  is  a  violation  of  the 
regulation  not  to  record  it.     A  review  of  all  the  regulations, 
particularly  if  our  reorganization  recommendations  are  adopted,  is 
timely. 
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VI .  Conclusion 

We  have,  in  making  our  recommendations,  attempted  to  view  the 
problem  of  taxicab  service  improvement  in  terms  of  attainable  results 
and  to  suggest  practical  approaches  that  might  be  taken.     We  have 
tried  to  avoid  recommending  programs  that  would  carry  a  high  cost; 
our  suggestions  generally  are  directed  at  making  better,  more  efficient, 
use  of  our  taxicab  resources  in  the  hope  of  producing  more  service  for 
relatively  less  cost.    When  our  analysis  of  an  issue  revealed  several 
alternatives  for  improvement,  we  opted  for  the  one  involving  the  least 
bureaucratic  interference,  if  we  thought  there  might  be  an  effective 
alternative.    Our  aim  in  doing  so  was  to  avoid  recommending  increased 
budget  demands  on  city  agencies  and,  just  as  importantly,  to  minimize 
substituting  the  governmental  mechanism  for  the  exercise  of  good  judge- 
ment on  the  part  of  taxicab  drivers.    Thus,  where  we  have  recommended 
additional  governmental  effort  or  reorganization  of  governmental  faci- 
lities, we  consider  them  essential. 

The  Task  Force  members  believe  that  while  the  group  was  not  able 
to  confront  every  issue  concerning  improvement  of  taxicab  service  in 
the  District  of  Columbia,  and  while  it  did  not  fully  resolve  every 
issue  it  did  scrutinize,  the  process  of  meeting  together  to  discuss 
these  problems  and  to  understand  the  various  perspectives  that  the 
members  brought  to  the  discussion,  was    extremely  useful.     It  was  felt 
that  the  process  should  not  end  with  submission  of  a  report,  but  that 
a  group  like  this  one  should  be  established  on  a  more  permanent  basis 
to  continue  the  process  of  examining  the  ways  and  means  to  improve 
taxi  service.  • 

We  wish  to  express  our  appreciation  for  being  invited  to  serve  in 
this  important  effort. 
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Summary  of  Major  Recommendations 

For  improving  enforcement  of  taxicab  regulations  and  customer  complaint 
processing : 

--    The  responsibility  for  establishment  of  taxicab  service 
standards  and  their  enforcement  should  be  placed  in  one 
government  body,  the  Public  Service  Commission. 
Violations  of  PSC  regulations  should  be    decriminalized  and 
all  citations  for  regulations  violation,  and  all  complaints, 
should  be  processed  through  the  administrative  machinery, 
not  through  the  courts  in  some  instances  and  through 
administrative  bodies  in  others. 

--    The  PSC  should  establish  a  civilian  investigative  force  to 
insure  greater  coverage  of  a  large  taxicab  industry.  The 
Metropolitan  Police  should  continue  present  enforcement 
activity  as  a  supplement  to  PSC  enforcement. 

--    Complaints  and  charges  of  violations  by  enforcement  officials 
should  be  heard  by  a  hearing  officer,  if  disposition  is  not 
made  without  a  hearing.     An  appeal  to  the  PSC  should  be 
available,  with  mandatory  referral  of  the  record  to  an 
advisory  industry/consumer/government  panel  which  would 
make  its  recommendations  to  the  PSC  for  its  consideration 
before  making  its  final  disposition  of  the  matter. 

--    A  uniform  system  of  punishment  for  regulations  violations 
should  be  established  through  creation  of  a  point  system. 
The  mechanics  of  filing  complaints  should  be  simplified  in 
order  to  give  the  consumer  a  more  convenient  opportunity  to 
make  his  complaint. 
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For  a  better  licensing  process: 

Establish  a  meaningful  orientation  program  to  imbue  the 
taxicab  driver  with  a  sense  of  professionalism;  to  give  him 
a  better  understanding  of  his  responsibilities;  to  inform  him 
of  the  special  problems  he  will  encounter  in  performing 
taxicab  service  and  of  the  special  needs  of  some  consumers  and 
to  inform  him  on  any  other  subject  that  will  result  in  his 
rendering  better  service. 

Employ  the  licensing  procedure  as  a  means  of  contacting  drivers 
for  the  purpose  of  gathering  information  from  them  to  be  used 
for  more  enlightened  regulation  and  development  of  new  service 
concepts. 

--    Charge  appropriate  fees  for  licensing  activities  such  as 

giving  examinations.    Set  the  fees  at  a  level  that  will 

reimburse  the  government  the  costs  of  licensing,  and  to 

the  extent  reasonable,  the  costs  of  enforcement. 

For  the  improvement  of  taxicab  operations  and  public  awareness  of 
taxicab  service  potential: 

--    Develop  a  security  system  to  give  the  taxicab  driver  a  higher 

degree  of  safety  assurance. 
--    A  system  of  controlled  dispatch  of  radio  taxicabs  should  be 

evaluated  to  determine  if  it  represents  a  practical  alternative 

to  the  present  system  of  open  bidding. 
--    Establish  taxistands  and  group  pick-up  points  where  the  degree 

of  demand  for  service  warrants  it. 
--    Employ  computers  for  identifying  potential  group  riders  to  and 

from  work  and  to  other  destinations  regularly  visited. 
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--    Experiment  with  fixed  route,  or  jitney,  taxicab  operations  to 

provide  convenience  at  low  cost. 
--    Exploit  opportunities  to  integrate  taxicab  service  with 

Metrorail  service. 
--    Allow  taxicab  use  of  bus  priority  lanes  where  interference 

with  bus  operations  will  not  result. 

Improve  taxicab  industry  relations  with  community  groups  and 
provide  better  information  tc  the  public  concerning  the  use 
of  taxicabs. 

For  providing  greater  incentives  to  taxicab  drivers  to  perform  quality 
service: 

Improve  taxi  industry/police  relationships  and  communication. 
--    Consider  a  rebate  of  gasoline  taxes  to  taxicab  drivers. 

Enlarge  activities  of  taxicab  associations  to  include  discipline 
for  members  who  are  regulations  violators;  more  intensive 
safety  programs;  career  development  programs;  liaison  with 
the  public,  the  PSC,  the  police. 

Establish  a  program  of  recognition  of  drivers  who  perform 
good  taxicab  service.     Both  the  taxicab  industry  and  the  govern- 
ment should  have  such  a  program. 

Provide  a  plan  for  compensating  drivers  for  work-related  injury. 
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April   7,  1975 


MEMORANDUM 


TO: 


Charles  C.  Diggs,  Jr. 
Cha  i  rman 


THROUGH: 


Robert  B.  Washington,  Jr. 
Chief  Counsel 


FROM: 


Polly  Rich 
Intern 


SUBJECT:       Taxicab  Study 


My  investigations  and  study  of  the  materials  on  taxicab 
service  and  corresponding  recommendations  focus  on  the 
actual  regulation  of  the  service  as  it  relates  to  the 
enforcement-complaint  process,  the  government  structure, 
and  the  adequacy  of  the  regulations.     It  is  my  belief 
that  these  are  priority  considerations,  for  improvement 
in  these  areas  would  have  the  most  immediate  impact  on 
the  quality  of  service.     These  changes  would  generate  a 
feeling  that  if  a  driver  violates  a  regulation  or  does 
not  give  proper  service,  then  he  or  she  will  receive  an 
appropriate  penalty.     Presently  the  system  does  not  offer 
that  safeguard  to  the  public.     Due  to  the  lack  of  orderly 
procedures  in  the  system,  the  rights  of  the  drivers  are 
also  not  sufficiently  protected.     The  following  report 
provides  documentation  of  these  statements. 
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Functional  Assignments  of  District  of  Columbia  Agencies 

The  Public  Service  Commission  is  responsible  for  the 
making  and  promulgation  of  rules  and  regulations  con- 
cerning taxicabs  and  for  determining  the  rates  to  be 
charged.     The  agency  is  authorized  to  enforce  the 
regulations,  but  this  power  is  not  exercised  since 
the  Public  Service  Commission  cannot  suspend  a  hack 
license,  nor  does  it  have  the  power  of  arrest. 

The  major  part  of  the  daily  responsibilities  concerning 
the  regulation  of  taxicabs  rests  with  the  Public  Vehicles 
Division  of  the  Department  of  Motor  Vehicles.     The  Order 
of  the  Commissioner  No.  69-670,  December,  1969,  desig- 
nates this  office  as  agent  for  the  Public  Service  Com- 
mission, for  purposes  of  carrying  out  certain  responsi- 
bilities. 

The  tasks  performed  by  the  Public  Vehicles  Division 
include: 

1.  The  issuance  of  the  Hacker's  I.D.  Face  (license 
of  the  driver),  which  involves  conducting  the 
hacker's  exam,  processing  applications,  making 
the  necessary  records  investigations,  taking 
fingerprints  and  processing  them,  maintaining 
the  hacker  record  file,  collecting  I.D.  Face 
fees,  and  maintaining  a  receipt  record  file. 

2.  Enforcement  of  taxi  insurance  control  and  the 
processing  of  paperwork  leading  to  the  issuance 
of  the  Public  Service  Commission  license  (license 
of  the  vehicle). 

3.  Responsibility  for  lost  property  left  in  taxicab. 

4.  Processing  of  complaints  lodged  against  drivers 
by  passengers. 

This  office  maintains  a  staff  of  ten  and  its  yearly 
budget  is  presently  set  at  $119,000.     According  to 
Mr.  Charles  Morgan,  who  is  Chief  of  the  Public  Vehicles 
Division,  the  PVD  maintains  the  files  on  approximately 
11,500  drivers.     Each  hacker  must  go  to  the  PVD  for  a 
renewal   license  on  a  yearly  basis. 

The  Metropolitan  Police  Department  enforces  traffic 
regulations  for  all  vehicles  and  operates  a  small  uni- 
formed staff  to  enforce  on-street  taxicab  regulations. 
All  police  officers  are  trained  with  respect  to  the 
taxicab  rules  and  regulations,  although  those  specif- 
ically assigned  to  enforce  the  regulations  operate 
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within  the  Public  Vehicle  Enforcement  Section  of  the 
Traffic  Division  of  the  Police  Department.  Presently, 
there  are  only  six  offices  (excluding  supervisory  per- 
sonnel) so  assigned.     They  operate  in  two  shifts: 
7:00  a.m.  to  3:00  p.m.  and  3:00  p.m.  to  11:00  p.m. 
No  more  than  three  such  officers  are  on  duty  at  any 
ti  me . 

The  Washington  Metropolitan  Area  Transit  Commission 
as  an  independent  agency  has  the  authority  to  demand 
refunds  for  overcharges  but  has  no  specific  power  to 
handle  other  interstate  complaints. 

The  Hacker's  License  Appeal  Board  has  among  its  func- 
tions and  responsibilities  to  determine  if  a  complaint 
against  a  licensed  individual   is  valid  and, if  such 
action  is  justified,  to  suspend  or  revoke  such  license. 
It  is  the  only  governmental  body  that  has  the  power  of 
suspension  of  revocation  of  a  license.     The  Board 
considers  appeals  from  adverse  decisions  on  application 
for  licenses  and  affirms  such  decisions  or  approves  such 
applications.     It  also  recommends  to  the  Mayor  changes 
in  criteria  or  standards  to  be  applied  in  the  denial  of 
applications  and  in  the  suspension  or  revocation  of 
licenses.     The  regulations  governing  the  procedures 
of  the  Board  are  contained  in  Title  34  of  the  D.C.  Rules 
and  Regulations  and  in  Title  1,  Section  1509  of  the 
District  of  Columbia  Code  (D.C.  Administrative  Procedure 
Act) . 

The  Hackers'  Board  consists  of  a  rotating  panel  of 
persons  selected  from  compiled  lists  submitted  by 
various  groups.     The  chairperson  of  the  Board  is  to 
select  a  panel  of  four  for  each  hearing,  although 
Mr.  John  Mack,  Jr.,  the  present  chairperson,  said  in 
an  interview  that  these  selections  are  made  by  his 
secretary.     From  lists  of  industry  members  submitted 
by  the  fleets,  companies,  independents  and  associations, 
the  Mayor  appoints  nine  and  the  Executive  Secretary 
selects  several  persons  to  serve  on  the  Board.  The 
Washington  Bar  Association  submits  a  list  of  sixteen 
licensed  attorneys,  as  does  the  District  of  Columbia 
Bar  Association.     The  chairperson  is  appointed  by  the 
Executive  Secretary  and  must  be  chosen  from  those  who 
are  senior  employees  of  the  Office  of  the  Secretariat. 
Therefore,  excluding  the  chairperson,  a  panel  for  each 
hearing  should  be  composed  of  one  industry  member,  one 
person  from  the  Citizens  Traffic  Advisory  Board,  and 
two  attorneys. 
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The  members  of  the  Hackers'  Board  are  paid  eleven  dollars 
an  hour,  except  for  the  chairperson.     The  chairperson 
remains  a  full-time  employee  of  the  Office  of  the  Secre- 
tariat and  serves  as  head  of  the  Board  in  a  part-time 
capacity.     The  compensation  for  the  services  to  the 
Hackers'  Board  is  included  in  the  salary  from  the 
Office  of  the  Secretariat. 

1 1 .     Regulations  Regarding  Character  Requirements  for  a 
Hacker's  License 

The  regulations  relating  to  application  for  a  hacker's 
license  state  that  a  license  shall  not  issue  to  any 
person  who,  in  the  judgment  of  the  Director  of  the 
Department  of  Motor  Vehicles,  is  not  of  "good  moral 
character",  Title  32  of  the  D.C.  Rules  and  Regulations, 
Section  10.201(11).     Actually,  this  decision  is  made 
by  the  Chief  of  the  Public  Vehicles  Division  of  the 
Department  of  Motor  Vehicles. 

In  Section  10.202  of  the  same  title,  the  standards  for 
"good  moral  character"  are  given.     The  regulations  state 
that  a  person  is  not  of  good  moral  character  if: 

1.  He  is  a  habitual  drunkard  or  addicted  to  the 
use  of  drugs. 

2.  He  is  on  parole  or  probation  at  the  time  of 
the  filing  of  his  application  for  a  license, 
except  that  if  such  parole  or  probation  arose 
out  of  a  conviction  for  a  crime  other  than 
those  listed  in  subsection  (3)  of  this  section, 
his  application  may  be  considered  for  approval 
by  the  Director  if  a  letter  from  the  appropriate 
parole  or  probation  officer  is  submitted  with 
the  application  stating  that  there  is  no  objec- 
tion to  the  issuance  of  a  hacker's  license. 

3.  He  has,  within  the  three  years  immediately  pre- 
ceding the  filing  of  his  application,  been 
convicted  of,  or  during  such  period  has  served 
any  part  of  a  sentence  for,  or  is  currently  under 
indictment  for  the  commission  or  an  attempt  to 
commit  any  of  the  following: 

a.    murder,  manslaughter,  mayhem,  malicious 
disfiguring  of  another,  abduction,  kid- 
napping, burglary,  housebreaking,  robbery 
or  larceny; 
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b.  assault  with  intent  to  commit  any  offense 
punishable  by  imprisonment  in  the  peniten- 
tiary; 

c.  any  sex  offense; 

d.  any  violation  of  the  narcotic  laws. 

Although  not  mentioned  in  the  regulations  as  reasons 
for  denial  of  a  license,  the  applicant  must  give 
information  on  the  application  form  concerning  traffic 
violations  and  prior  license  suspension  or  revocation 
in  the  District  of  Columbia  or  any  other  jurisdiction. 
Mr.  Morgan  also  requests  District  of  Columbia  traffic 
records  from  the  Police  Department  for  each  applicant. 
There  is  no  substantive  authority,  though,  for  denying 
a  license  on  these  grounds. 

A .     Case  Studies 

The  following  case  studies  highlight  some  of 
the  deficiencies  in  the  regulations.  These 
were  taken  from  the  files  of  the  Public  Vehicles 
Division  Office. 

Case  (1 ) 

Applicant  is  50  years  old  and  in  the  year  prior 
to  application  for  a  hack  license,  was  arrested 
and  subsequently  pleaded  guilty  to  the  criminal 
charge  of  carrying  a  pistol  without  a  license. 
He  was  given  6  months  probation  by  the  court. 
Upon  application,  Mr.  Morgan  denied  the  driver 
a  license,  the  driver  appealed,  and  the  Board 
voted  4  to  1  to  issue  the  license. 

The  charge  of  carrying  a  pistol  without  a  license 
is  not  covered  in  the  "good  moral  character" 
requirements  of  the  regulations.     In  a  job  where 
there  is  supervision,  this  offense  may  not  be 
relevant  to  a  person's  qualifications,  but  it 
seems  to  be  highly  relevant  for  one  who  without 
much  supervision,  is  responsible  for  the  safe 
transport  of  members  of  the  public. 

Case  (2) 

From  the  years  1965-70,  this  driver  had  been 
found  guilty  of  the  following  criminal  charges: 
drunk  and  disorderly  conduct,  attempted  robbery, 
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possession  of  a  concealed  deadly  weapon  and 
assault  with  a  dangerous  weapon.     As  a  result 
of  the  conviction  for  assault  with  a  dangerous 
weapon,  the  driver  was  put  on  probation,  but 
subsequently  violated  his  probation.     The  proba- 
tion was  revoked  with  the  imposition  of  a  sentence 
of  8-24  months.     In  1970,  the  driver  was  also  found 
to  be  operating  a  car  with  a  revoked  permit.  Mr. 
Morgan  denied  his  application  for  a  hack  license, 
but  the  Board  issued  it  with  a  strict  warning. 

The  regulations  state  that  a  person  is  not  of 
"good  moral  character"  if  he  or  she  was  convicted 
of  certain  criminal  offenses,  "within  3  years 
immediately  preceding"  the  filing  of  the  applica- 
tion.    Therefore,  the  regulations  do  not  cover  the 
situation  where  a  person  has  a  rather  lengthy 
criminal   record  prior  to  that  time.     If  the 
offenses  in  this  case  had  occurred  20  years  ago, 
or  involved  one  charge  before  1970,  then  there 
could  be  justification  for  the  issuing  of  a  li- 
cense.    But  here,  the  record  is  serious  and  the 
offenses  are  fairly  recent,  so  that  one  cannot 
be  sure  of  the  fitness  of  the  person  to  operate 
a  cab . 

Case  (3) 

Board  sustained  the  denial  of  a  license  to  this 
person  based  on  arrest  for  carrying  a  concealed 
weapon  and  falsifying  information  on  the  hacker's 
application  form  relating  to  his  criminal  record. 
From  1940-69,  this  driver  had  received  approxi- 
mately 30  moving  traffic  citations.   In  1972,  he 
was  arrested  for  drinking  in  public  and  in  the  same 
year,  his  D.C.  permit  was  suspended.     Six  months 
after  the  denial  of  his  application  for  a  license, 
he  reapplied  and  the  license  was  issued. 

The  regulations  do  not  state  that  a  license  may 
be  denied  for  the  charge  of  carrying  a  concealed 
weapon,  falsification  of  the  application  form, 
or  for  reasons  of  a  long  traffic  record.  Al- 
though the  Board  would  probably  be  upheld  in  its 
decision  to  deny  the  license  the  first  time, 
absent  the  statutory  authority,  it  is  almost 
powerless  to  deny  it  a  second  time  if  there  are 
no  additional  offenses.     The  Board  could  possibly 
have  extended  the  time  period  for  reappl i ca ti on 
in  this  case,  but  the  regulations  do  not  provide 
standards  for  this  type  of  decision. 
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This  case  is  particularly  important  in  view  of 
the  tremendous  amount  of  traffic  violations.  A 
person's  traffic  record  should  be  one  of  the  primarj 
considerations  with  respect  to  the  fitness  of  an 
applicant  since  it  is  the  basis  of  the  job. 

An  additional  deficiency  in  the  regulations  is 
the  lack  of  authority  to  deny  a  license  based  on 
prior  driver's  or  hacker's  license  suspension  or 
revocation  in  another  jurisdiction.     This  has 
importance  for  the  Washington  metropolitan  area 
since  the  drivers  of  the  District  do  serve  citizens 
of  Maryland  and  Virginia.     A  person  may  have  had  a 
license  revoked  in  Maryland  or  Virginia  and  due  to 
the  nature  of  the  regulations  in  the  District, 
felt  there  was  a  better  chance  of  obtaining  a 
1 i  cense  here . 

III.     Revocation  and  Suspension  of  a  Hacker's  License 

Grounds  for  the  revocation  or  suspension  of  a  hacker's 
license  are  contained  in  Title  34  of  the  D.C.  Rules 
and  Regulations.     The  general  categories  for  such 
action  on  the  part  of  the  Hackers'  Board  are  violation 
of  regulations  concerning  rates,  fares,  charges,  group 
riding,  cruising  lights,  display  of  licenses,  operating 
rules,  or  violation  of  the  provision  regarding  taxicab 
stands.     According  to  the  regulations,  these  are  the 
only  provisions  which  justify  suspension  or  revocation 
of  a  license. 

According  to  Si  1 ver  v.  McCamey ,  221   F.  2d  873  (1  955), 
U.S.  Court  of  Appeals,  District  of  Columbia  Circuit, 
where  a  criminal  charge  is  pending  against  a  licensed 
taxicab  operator,  the  Hackers'  Board  may  take  action 
on  the  question  of  whether  because  a  criminal  charge 
is  pending,  the  license  should  be  temporarily  suspended, 
The  rationale  is  that  suspension  does  not  involve  a 
finding  of  guilt  or  permanent  loss  of  employment, 
therefore  the  hearing  involved  would  not  require 
disclosure  of  defenses  to  a  criminal  charge.  The 
Board,  though,  may  not  revoke  until  a  full  hearing 
is  held  after  the  disposition  of  the  criminal  charge. 

Si  Tver ,  supra,  also  stated  that  for  purposes  of  license 
revocation,  the  Board  can  retry  the  criminal  charge 
even  though  a  person  has  been  acquitted  in  court. 
Acquittal  on  a  criminal  charge  is  not  a  bar  to  a  civil 
action  by  the  Government,  which  is  remedial  in  its 
nature  and  arising  out  of  the  same  facts  on  which 
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the  criminal  proceeding  was  based.     Accordingly,  res 
judicata  does  not  apply  since  acquittal  may  mean  only 
that  material   facts  are  not  proved  beyond  a  reasonable 
doubt,  yet  it  still  may  be  possible  to  prove  them  suf- 
ficiently for  administrative  purposes. 

Complaint  and  Enforcement  Procedures 

The  regulations  concerning  the  complaint  procedure 
are  found  in  Title  32  of  the  DCCR  Section  10.705. 
Complaints  are  to  be  given  to  the  Public  Vehicles 
Division  of  the  Department  of  Motor  Vehicles  and  they 
must  be  in  writing.     Upon  receipt  of  the  complaint, 
the  PVD  notifies  the  hacker  to  appear  at  the  office 
for  purposes  of  being  interviewed  by  a  PVD  employee, 
submitting  a  written  answer  to  the  complaint,  and  for 
presenting  a  manifest  for  the  particular  day  in  ques- 
tion.    Subsequently,  the  complainant  is  notified  as  to 
the  contents  of  the  answer.     The  regulations  state, 
"...if  the  answer  is  not  satisfactory  to  the  complainant, 
the  latter  may  request  that  further  action  be  considered 
by  the  Hackers'  Board.     If  such  action  is  requested, 
the  Director  shall  forward  all  papers  filed  in  con- 
nection with  the  case  to  the  Hackers'  Board  for 
disposition",    Title  32,  Section  10.705,  Subsection 
(c). 

In  an  interview,  Mr.  Morgan  stated  that  in  the  past 
fiscal  year  there  have  been  530  written  complaints 
sent  to  his  office  and  only  a  third  of  them  were  for- 
warded to  the  Hackers'  Board  for  a  hearing.     He  attri- 
butes this  in  part  to  the  length  of  time  between  the 
lodging  of  the  complaint  and  the  hearing  which  causes 
lack  of  interest  on  the  complainant's  part.  Those 
written  complaints  which  involve  small  overcharges  are 
handled  by  his  office  by  sending  a  refund  to  the  pas- 
senger from  the  driver. 

Complaints  are  kept  in  the  hacker's  files  at  the  Public 
Vehicles  Division  office.     Pending  a  hearing  before  the 
Hackers'  Board,  the  driver  is  entitled  to  keep  his  or 
her  license,  although  the  Board  may  suspend  a  license 
in  the  case  of  a  pending  criminal  charge.     The  charge 
may  go  unnoticed  until  time  for  license  renewal,  since 
criminal   records  are  not  forwarded  to  the  PVD  office 
unless  the  charge  also  i nvol ves . opera ti on  of  the  cab. 

Violations  monitored  by  the  police  are  treated  in  much 
the  same  way  as  traffic  violations.     Very  few  of  these 
cases  go  to  trial  since  the  driver  is  permitted  to  post 
and  forfeit  collateral.     The  amount  of  collateral  pre- 
sently required  generally  ranges  from  $5  to  $10,  depend- 
ing on  the  offense. 
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Copies  of  the  citations  issued  by  the  police  for 
violation  of  the  regulations  are  not  forwarded  to 
the  Public  Vehicles  Division  Office,  nor  are  the 
final  dispositions  of  the  charges  made  a  part  of 
the  driver's  record.     Serious  cases  do  result  in 
notification  of  the  PVD  as  in  the  case  of  a  criminal 
charge  which  also  involves  a  taxicab  regulation 
violation. 

A .     Analysis  of  the  Complaint  and  Enforcement 
Procedures 

The  major  fault  of  these  processes  is  that  vio- 
lations are  handled  differently,  depending  on  the 
route  taken.     The  system  does  not  operate  to 
remove  those  drivers  who  repeatedly  violate  the 
regulations  and  receive  police  citations.  Pre- 
sently the  files  on  the  hackers  do  not  contain  a 
realistic  appraisal  of  a  driver's  standard  of  per- 
formance.    If  a  driver  has  a  lengthy  record  of 
citations  issued  by  the  police  for  violation  of 
the  regulations,  he  or  she  can  remain  a  driver 
indefinitely,  yet  if  a  violation  is  observed  by  a 
citizen,  there  is  the  chance  of  license  suspension 
or  revocation. 

This  places  a  heavy  burden  on  the  consumer.  All 
violations  should  affect  a  person's  right  to 
operate  a  cab;  not  just  those  contained  in  com- 
plaints. 

The  procedure  for  carrying  out  complaints  against 
a  driver  are  cumbersome  and  lengthy.     The  setting 
of  a  hearing  date  is  not  automatic.     Due  to  the 
part-time  status  of  those  serving  on  the  Board, 
it  may  take  some  time  to  get  a  full  panel  so  that 
a  hearing  can  be  held.     Delays  in  the  system  are 
also  caused  by  the  fragmented  complaint  procedure, 
in  that  the  agency  that  processes  complaints,  the 
Public  Vehicles  Division,  can  only  act  on  those 
involving  slight  overcharges  and  must  forward 
most  of  them  to  another  agency  for  disposition. 
It  takes  too  much  time  for  the  driver  to  appear 
first  at  the  PVD  office  and  then  before  the 
Hackers'  Board.     It  should  be  possible  to  have  a 
hearing  immediately  upon  the  appearance  of  the 
driver,  thus  eliminating  a  multistep  process 
whi  ch  i  s  wasteful . 
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Hearings  Before  the  Hackers '  Board 

According  to  the  regulations  governing  the  procedures 
of  the  Hackers'   Board,  the  parties  involved  are  to  be 
given  reasonable  notice  of  the  afforded  hearing  and 
each  shall  have  the  opportunity  to  present  evidence 
and  be  represented  by  counsel.     Irrelevant,  immaterial 
and  unduly  repetitious  evidence  may  be  excluded  by  the 
Board.     Hearings  are  tape  recorded  in  accordance  with 
the  regulations  which  require  an  official  record. 
Every  decision  of  the  Board  must  be  in  writing,  with 
findings  of  fact  and  conclusions  of  law.     These  shall 
be  supported  by  and  in  accordance  with  the  reliable, 
probative  and  substantial  evidence  presented  at  the 
hearing. 

The  hearings  are  informal,  with  sporadic  questioning 
conducted  by  members  of  the  Board.     During  a  proceeding 
on  a  complaint,  the  incident  is  explained  by  the  pas- 
senger and  the  driver  and  after  the  Board  conducts  its 
questioning,  it  makes  a  closed  door  determination 
whether  or  not  to  sustain  the  charges  that  have  been 
brought  against  the  hacker  by  the  passenger.  Subsequent 
to  making  this  decision,  the  Board  looks  at  the  prior 
record  of  the  driver  and  may  ask  questions  concerning 
his  or  her  financial  status.     This  final  questioning  is 
for  purposes  of  deciding  on  a  proper  penalty.  The 
Board  then  mails  its  decision  to  the  driver,  the  com- 
plainant, and  the  Public  Vehicles  Division  within  two 
weeks.     For  all  actions  of  the  Board,  a  majority  vote 
of  3  is  needed  to  carry  an  action. 

The  following  are  descriptions  of  hearings  I  attended 
before  the  Hackers'  Board,  and  analyses  of  those  hear- 
ings and  the  general  operating  procedures  of  the  Board. 

A .     Hearing  on  a  Complaint  --  January  24,  1975 

The  substance  of  the  complaint  was  that  on  the 
date  of  the  incident,  when  the  passenger  told 
the  hacker  his  destination,  the  driver  became 
angry  because  of  the  small  fare  involved.  He 
drove  the  cab  at  a  slow  pace,  demonstrating  an 
intention  not  to  continue  the  trip.     After  driving 
a  couple  of  blocks,  the  driver  demanded  the  full 
fare  in  advance.     The  passenger  refused,  but  showed 
the  driver  that  he  had  enough  money  to  cover  the 
charge.     The  driver  continued  the  slow  pace  and 
then  the  passenger  stated  that  if  the  driver  did 
not  start  proceeding  at  a  normal  rate,  he  would 
get  another  cab.     At  that  point,  the  driver  demanded 
money  for  the  several  blocks  already  driven,  the 
passenger  refused,  got  out  of  the  cab  and  hailed 
another . 
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In  his  answer  to  the  complaint,  the  driver  admitted 
all  the  facts  as  stated  in  the  complaint  and  said 
that  he  was  in  error.     He  told  the  Board  that  on 
that  day  he  had  been  in  a  particularly  bad  mood. 

After  deliberating  for  a  few  minutes,  the  Board 
announced  that  it  had  sustained  the  charges  and 
then  proceeded  to  review  the  hacker's  file  and 
prior  record.     They  found  that  on  two  previous 
occasions  the  driver  had  appeared  before  the  Board 
for  substantially  the  same  charges.     In  those  in- 
stances, his  license  had  been  suspended  for  a  short 
time.     The  driver  then  admitted  that  he  could  not 
be  sure  that  this  would  not  happen  again.     He  ex- 
pressed displeasure  with  the  present  fare  structure 
and  said  that  for  this  reason  he  sometimes  gets 
into  bad  moods.     He  stated  that  on  those  days  he 
would  try  not  to  drive  his  cab.     It  was  also  brought 
out  during  this  questioning  by  the  Board  that  the 
driver  had  a  substantial  outstanding  debt  and  that 
if  he  could  not  drive  his  cab  he  could  not  meet 
those  obligations. 

The  decision  of  the  Board  was  later  mailed  to  the 
parties  involved  and  I  discovered  that  the  Board, 
by  a  majority  vote,  had  suspended  the  license  of 
the  driver  for  120  days. 

Hearings  on  March  12,  1975 

The  first  hearing  involved  a  complaint,  but  the 
driver  was  not  present.     The  regulations  governing 
the  operations  of  the  Board  do  not  cover  this  situa- 
tion, but  the  notice  sent  to  the  hacker  requesting 
his  or  her  appearance  states,  "Failure  on  your  part 
to  appear  on  the  date  and  at  the  time  above  men- 
tioned will  not  preclude  proper  action  in  respect 
to  the  suspension  or  revocation  of  your  license". 
The  members  of  the  Board  discussed  the  interpreta- 
tion of  this  statement  and  they  concluded  that  the 
hearing  should  be  held  since  the  complainant  was 
present.     The  Board  heard  the  testimony  of  the  pas- 
senger, and  at  that  time  did  not  render  a  decision. 
In  an  interview  with  Mr.  Mack,  the  chairperson  of 
the  Board,  he  said  that  in  these  situations  he  asks 
the  police  to  pick  up  the  license  of  the  driver, 
but  there  is  no  statutory  authority  for  taking 
this  action. 
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The  second  hearing  took  approximately  four  hours 
and  involved  an  appeal  from  an  adverse  decision 
concerning  a  license  renewal  application.  The 
license  had  been  denied  because  the  driver  had 
been  arrested  for  raping  the  passenger.     The  trial 
of  the  driver  resulted  in  a  hung  jury.  Subsequent- 
ly, he  pleaded  guilty  to  simple  assault. 

The  victim  and  the  detective  who  investigated  the 
incident  were  present  as  witnesses  and  had  been 
asked  to  appear  by  the  driver,  through  his  attorney. 

The  Board  conducted  a  de  novo  proceeding  and  delved 
into  the  facts  and  circumstances  surrounding  the 
incident.     The  attorney  for  the  driver  initiated 
the  lengthy  review  of  the  facts  and  used  trial  and 
grand  jury  records  for  purposes  of  cross  examining 
the  two  witnesses.     The  records  were  not  offered 
into  evidence  and  the  records  were  not  used  by  the 
Board  to  cross  examine  the  driver. 

During  the  course  of  the  hearing  the  attorney  for 
the  driver  made  several  objections.     At  the  outset, 
he  objected  to  having  the  detective  in  the  room 
during  the  testimony  of  the  victim.     There  was  a 
10-minute  discussion  between  the  attorney  and  the 
Board  member  chairing  the  hearing  as  to  whether  or 
not  witnesses  are  secluded  in  a  court.     The  Board 
then  made  a  closed  door  deliberation  with  respect 
to  the  objection  and  decided  to  prevent  the  detec- 
tive from  hearing  the  testimony  of  the  victim. 

In  addition,  the  attorney  for  the  hacker  objected 
to  the  introduction  of  a  prior  criminal  record  of 
the  driver  and  stated  that  all  the  detective's 
testimony  was  hearsay  since  he  did  not  witness 
the  incident.     The  Board  noted  the  hearsay  objec- 
tion and  would  not  allow  testimony  reqarding  a 
past  criminal  record. 

The  decision  of  the  Board  was  announced  after 
their  r.losed  door  deliberations.     At  the  outset 
one  of  the  attorney  members  of  the  Board  disquali- 
fied himself  due  to  a  prior  connection  with  the 
case,  but  he  did  sit  in  on  the  deliberations  of 
the  Board. 

Analysis  and  Evaluation  of  Hearings 

The  hearing  of  January  24  shows  a  lack  of  judge- 
ment on  the  part  of  the  Board.     In  view  of  the 
prior  record  of  the  driver,  his  admission  of  guilt 
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and  his  admitted  inability  to  control  future 
conduct,  the  proper  decision  would  have  been  to 
revoke  his  license.     Suspension  of  his  license 
in  the  past  did  not  succeed  in  changing  his 
behavi or, therefore  a  lengthier  period  of  suspen- 
sion did  not  appear  to  be  the  appropriate  remedy. 

In  the  case  of  the  nonappearance  of  the  hacker, 
the  action  of  the  Board  amounted  to  an  unexpe- 
ditious  use  of  time.     Ideally  there  should  be  a 
provision  in  the  requlations  to  govern  this  situa- 
tion, but  to  conduct  a  hearinq  under  such  circum- 
stances appears  to  be  a  useless  procedure. 

The  case  involving  the  alleged  rape  was  an  appeal 
but  was  conducted  as  if  it, were  a  hearing  on  a 
complaint.     The  scope  of  the  testimony  as  well  as 
the  disallowance  of  the  prior  record  of  the  driver 
show  that  the  Board  was  deciding  the  issue  of  rape. 
According  to  the  rules  and  regulations  regarding 
license  denials,  a  person's  criminal  record  is 
clearly  to  be  considered  in  making  a  determination 
on  a  license  application,  therefore  the  Board 
should  have  based  its  decision  on  the  guilty  plea 
of  the  driver  alonq  with  any  previous  criminal 
involvement,  rather  than  the  facts  of  the  incident. 

This  hearinq  also  pointed  out  the  inability  of  the 
Board  to  make  decisions  with  respect  to  objections 
made  during  the  proceeding.     The  members  should 
know  whether  or  not  hearsay  evidence  is  to  be 
allowed  in  an  administrative  hearing  and  should 
be  able  to  decide  on  the  issue  of  seclusion  of 
witnesses.     Admittedly,  part  of  the  problem  is 
due  to  the  lack  of  sufficient  rules  of  procedure 
in  the  regulations,  but  there  should  be  a  member 
on  the  Board  who  would  be  able  to  make  an  informed 
legal  decision  concerning  objections. 

The  regulations  do  state  that  a  member  may  dis- 
qualify himself  if  there  is  any  connection  between 
that  member  and  the  parties  involved.  Although 
not  covered  in  the  regulations,  I  would  contend 
that  it  is  improper  for  the  member  who  disqualified 
himself  to  remain  during  the  deliberations. 

The  hearings  amount  to  unstructured  informal  dis- 
cussions without  consistent  procedures.  There 
seems  to  be  a  lack  of  understanding  by  some 
members  of  the  Board,  about  the  complexities  the 
Board  faces.     These  are  judicial  administrative 
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hearings  and  having  members  without  the  proper 
legal  background  deliberate  on  issues  of  seclu- 
sion of  witnesses  or  the  introduction  of  hearsay 
evidence  forces  the  members  to  base  their  deci- 
sions on  general  sentiment  rather  than  legally 
sound  principles.     This  is  a  serious  deficiency 
in  view  of  the  considerable  control  this  Board 
exercises  over  the  livelihood  of  taxidrivers  and 
the  protection  of  the  consuming  public. 

Case  Studies  of  Hackers'  Board  Actions 

These  case  studies  were  gleaned  from  various 
hackers'  files  for  the  purposes  of  showing  the 
quality  of  actions  taken  by  the  Board  in  certain 
i  ns tances . 

Case(l) 

The  Board  sustained  the  charges  of  refusal  to 
transport  improper  manifests,  and  assault  of  a 
passenger  in  the  following  incident.     The  com- 
plainant was  the  first  passenger  to  be  picked  up 
and  when  the  driver  began  taking  the  second  pas- 
senger to  his  location,  the  complainant  decided  to 
get  out  to  hail  another  cab  when  it  became  apparent 
that  the  driver  might  not  take  the  complainant  to 
his  destination.    After  getting  out  of  the  cab, 
the  passenger  wrote  down  the  number  of  the  vehicle, 
the  driver  then  got  out  of  the  cab  and  struck  the 
passenger.     The  Board  sustained  the  charges  and 
suspended  the  license  of  the  driver  for  30  days. 
Previously,  the  driver  had  pleaded  guilty  to  the 
criminal  charge  of  disorderly  conduct  and  within 
the  past  12  years  had  4  moving  traffic  violations. 
In  1962,  his  driver's  license  had  been  revoked. 

Case  (2) 

In  another  complaint  hearing,  the  Board  sustained 
the  charges  of  refusal  to  transport,  and  the  use 
of  abusive  and  threatening  language  on  the  part 
of  the  driver.     In  this  case,  the  passenger  had 
to  flee  in  fear  of  assault  by  the  driver.  Four 
members  of  the  Board  voted  to  issue  a  warning  to 
the  driver,  and  one  member  voted  to  suspend  the 
1 i cense  for  30  days . 

Prior  record  of  this  driver:     8  moving  traffic 
violations  within  the  past  5  years.     In  1963  his 
license  was  suspended  for  drunk  driving  and  in 
1967  his  application  for  a  hack  license  was  denied 
based  on  his  criminal  record. 
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The  first  two  cases  are  serious  complaints,  yet 
the  penalties  were  light,  in  view  of  the  fact 
that  the  Board  sustained  the  charges  against  the 
hacker.     Assaults  on  passengers  are  rare,  but  when 
they  do  occur,  the  penalties  should  reflect  the 
gravity  of  the  offense. 

Case  (3) 

Applicant  was  on  parole  at  the  time  he  applied 
for  a  hack  license,  for  his  conviction  for  rape 
and  burglary.     The  license  was  granted. 

This  case  represents  a  violation  of  the  regula- 
tions with  respect  to  the  decision  of  the  Board. 
The  hacker  had  been  convicted  and  served  a  sentence 
for  one  of  the  offenses  listed  in  Section  10.202, 
Subsection  (c)  of  Title  32  of  the  D.C.  Rules  and 
Regulations.     Subsection  (b)  of  that  part  states 
that  one  who  is  on  parole  as  a  result  of  a  convic- 
tion for  one  of  the  listed  offenses  is  considered 
not  of  "good  moral  character". 

Case  (4) 

The  Board  sustained  the  charges  of  improper  conduct 
on  the  part  of  the  driver,  in  that  he  threatened 
to  assault  the  passenger.     The  initial  decision 
of  the  Board  was  to  revoke  the  license.     The  hacker 
then  filed  for    reconsideration  by  the  Board  due  to 
financial  hardship  but  had  no  new  facts  to  present. 
The  members  of  the  Board  took  a  poll  with  respect 
to  this  petition  for  reconsideration,  and  did  not 
have  a  formal  hearing  on  this  issue.     The  final 
decision  was  to  change  the  penalty  to  a  45-day 
suspension.     It  is  unclear  whether  the  complainant 
was  sent  a  notice  regarding  this  change  of  penalty. 

The  regulations  are  deficient  in  that  they  do  not 
give  standards  for  petitions  for  reconsideration 
filed  subsequent  to  a  hearing  before  the  Hackers' 
Board,  but  here  the  actions  of  the  Board  on  the 
petition  negated  the  effect  and  purpose  of  the 
hearing  already  held  by  its  drastic  change  in  the 
penalty.     Financial  hardship  should  not  warrant 
such  a  reduction. 

Case  (5) 

The  industry  member  of  the  Board  who  is  also  Vice 
President  of  Capital  Cab  Company  chaired  a  hearing 
involving  a  Capital  Cab  Company  driver.     The  member 
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should  have  disqualified  himself  in  accordance 
with  the  regulations,  due  to  a  conflict  of 
i  nteres t . 

Recommendations 

1.  All  penalties  for  violation  of  the  taxicab 
regulations  should  operate  on  a  person's  right 
to  operate  a  taxicab.     There  should  be  no  oppor- 
tunity for  a  driver  to  pay  a  fine  for  violating 
a  regulation.    As  suggested  in  the  Mayor's  Task 
Force  Report  of  December,  1974,  a  point  system 
should  be  established,  similar  to  the  one  used 
by  the  Department  of  Motor  Vehicles.     To  help 
carry  out  this  recommendation,  all  violations 
observed  by  the  police  should  automatically  be 
sent  to  the  Public  Vehicles  Division  of  the  De- 
partment of  Motor  Vehicles  for  placement  in  the 
files  of  hackers  and  this  office  should  be  given 
the  power  to  suspend  or  revoke  a  license.  This 
requirement  should  be  added  to  the  present  regu- 
lations. 

2.  The  regulations  should  be  amended  so  that  they 
are  applicable  to  interstate  trips  made  by  those 
licensed  in  the  District.     The  Public  Vehicles 
Division  should  have  control  over  these  complaints. 

3.  Criminal  conviction  records  of  drivers,  including 
those  not  involving  the  operation  of  a  taxicab, 
should  be  forwarded  to  the  Public  Vehicles  Division. 
Upon  conviction  of  a  felony,  there  should  be 
statutory  authority  for  suspension  of  a  license. 

4.  The  taxicab  regulations  should  be  amended  so  that 

a  license  denial  may  be  considered  if  the  applicant 
has  a  lengthy  traffic  record,  prior  license  revo- 
cation or  suspension  in  the  District  of  Columbia 
or  other  jurisdiction,  or  a  history  of  several 
criminal  misdemeanor  convictions.    Serious  con- 
sideration should  also  be  given  to  a  conviction 
involving  a  deadly  weapon. 

5.  The  Hackers'  License  and  Appeals  Board  should  be 
abolished.     In  its  place,  I  would  suggest  a  hear- 
ing examiner  within  the  PVD  for  purposes  of  handling 
complaints,  as  recommended  in  the  Mayor's  Task 
Force  Report  of  December,  1974.     There  is  no  need 
for  the  representation  of  various  interest  groups 

in  this  process.     The  argument  that  this  affords 
impartiality  is  without  merit  since  the  rights  of 
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the  drivers  can  be  adequately  protected  by 
establishing  standards  that  conform  to  proper 
administrative  procedure.     The  hearing  examiner 
should  be  a  licensed  attorney  who  has  background 
in  administrative  procedure. 

An  official  record  of  this  proceeding  should  be 
kept  and  the  examiner  should  make  findings  of 
fact  and  conclusions  of  law  based  on  the  testimony 
and  evidence  presented.     The  decision  concerning 
complaints  and  license  denials  should  be  appealed 
to  the  Public  Service  Commission  if  the  driver  so 
desires.     The  hearing  process  should  be  automatic 
upon  the  filing  of  a  written  complaint  by  a  pas- 
senger and  the  appearance  of  the  driver  with  a 
written  response. 

6.  The  regulations  should  be  amended  so  that  a 
license  may  be  suspended  if  the  hacker  fails  to 
appear  before  the  hearing  examiner.     The  hearing 
examiner  should  have  the  power  to  suspend  and  to 
request  that  the  police  pick  up  the  license  from 
the  driver. 

7.  Petitions  for  reconsideration  subsequent  to  a 
hearing  should  only  be  allowed  if  there  is  new 
evidence  to  present. 

8.  The  process  of  initiating  a  complaint  should  be 
simplified  by  creating  a  standard  form  to  be  filled 
out  by  the  passenger.     These  forms  should  be  carried 
by  all  police  officers.     In  addition,  all  cabs  should 
have  a  sign  posted  on  the  back  of  the  seat  indicating 
the  phone  number  for  information  regarding  the 
reporting  of  complaints. 

9.  The  information  solicited  on  license  application 
forms  should  be  expanded  to  include  hours  to  be 
worked  and  the  type  of  service  to  be  offered.  The 
form  should  contain  a  definition  of  what  constitutes 

a  part-time  driver  and  the  drivers  should  be  licensed 
as  "part-time"  or  "full-time"  depending  on  that 
definition.     Presently  the  system  is  overloaded 
as  is  indicated  by  the  figure  of  12,000  outstand- 
ing hack  licenses.     Perhaps  service  could  be 
improved  if  there  is  some  control  on  the  provision 
of  services,  but  this  recommendation  does  suffer 
in  that  this  type  of  licensing  will  be  difficult 
to  enforce. 
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10.  There  should  be  increased  staff  at  the  PVD  office. 
The  present  number  of  ten  is  not  sufficient  to 
adequately  maintain  the  files  and  carry  out  the 
responsibilities  with  respect  to  12,000  drivers. 
This  increase  will  also  be  needed  if  this  office 

is  to  handle  all  complaints  and  hearings  on  license 
revocation  or  suspension. 

11.  There  should  also  be  an  increase  in  the  number  of 
police  officers  specifically  assigned  to  the  moni- 
toring of  taxicabs. 

In  conclusion,  the  system  amounts  to  a  maze  of  bureau- 
cratic procedures,  leaving  no  agency  equipped  to  function 
adequately  in  the  regulation  of  the  industry.  Without 
coordination  and  centralization  within  the  system,  the 
taxicab  driver  and  the  consuming  public  will  not  be 
afforded  the  proper  safeguards. 
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The  Library  of  Congress 


Congressional  Research  Service 


Washington,  D.C.  20540 


April  18,  1975 


TO: 


The  Honorable  Charles  C.  Diggs,  Jr. 
Attention:    Polly  Rich 


FROM: 


James  P.  McGrath,  Analyst 

Govemaenx  and  General  Research  Division 

(Frederick  Scott,  Assistant  Chief) 


SUBJECT:    Regulation  of  the  Taxicab  Industry  in  Jurisdictions 
Adjacent  To  or  Near  Washington,  D.C. 


In  response  to  your  request  for  information  on  the  above 


subject,  the  attached  summaries  are  submitted.  The  Jurisdictions 
studied  were: 


Alexandria,  Virginia 
Arlington  County,  Virginia 
Prince  Georges  County,  Maryland 
Fairfax  County,  Virginia 
Montgomery  County,  Maryland 
State  of  Virginia 
State  of  Maryland 

Respondents  from  each  of  the  above  Jurisdictions  were  asked 


to  provide  the  following  items  of  information  with  respect  to  the  re- 
gulation of  the  taxicab  industry  within  those  Jurisdictions,  as  appro- 


priate. 
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1.  Identification  of  the  principal  taxicab  companies  in  the 

Jurisdiction 

2.  Number  of  taxicabs  operating  in  the  jurisdiction 

3.  Number  of  taxicab  drivers  licensed  in  the  Jurisdiction 

U.     Identification  of  any  owners*  associations  in  the  Juris- 
diction 

5.  Identification  of  any  drivers'  association  or  union  in 

the  Jurisdiction 

6.  Identification  of  those  agencies  of  local  or  state  govern- 

ment which  regulate  the  taxicab  industry  in  their  Juris- 
diction, in  any  manner 

7.  Identification  of  the  relevant  local  or  State  code  cita- 

tions which  govern  taxicab  industry  regulation  in  the 
Jurisdiction 

8.  Copies  of  those  relevant  State  or  local  code  sections 
Information  was  received  from  a  variety  of  sources.    The  prin- 
cipal taxicab  companies  operating  in  each  of  the  Jurisdictions  were  iden- 
tified by  contacting  the  area's  chamber  of  commerce  and/or  the  taxicab 
division  of  the  local  police  department. 

Information  about  the  number  of  cabs  and  the  number  of  drivers 
in  each  Jurisdiction  was  obtained  from  those  governmental  departments  which 
exercised  primary  regulatory  powers  over  the  industry  in  each  Jurisdiction. 

Information  about  owners'  and  drivers'  associations  and/or  unions 
was  obtained  by  direct  contact  with  owners  and  operators  of  the  principal 
companies  in  each  Jurisdiction,  and  by  reference  to  the  International  Taxi- 
cab  Association  headquartered  in  Chicago. 
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Regulatory  authorities  were  identified  by  representatives  from 
the  office  of  county  attorney  at  the  local  level,  and  from  the  office  of 
attorney  general  at  the  State  level.    Regulatory  authorities  were  further 
confirmed  by  cross-reference  to  regulatory  provisions  in  state  and  local 
codes.    Regulatory  functions  affecting  the  taxlcab  industry  were  then 
culled  from  applicable  sections  of  the  codes. 

The  reports  conclude  with  an  outline  by  title  of  those  segments 
of  the  State  and  local  codes  which  have  to  do  with  the  regulation  of  the 
taxicab  industry  in  the  given  industry. 

I  hope  this  information  will  be  useful  to  you.     If  I  can  be  of 
further  assistance,  you  may  contact  me  at  U26-5821. 


JMcG/dcb 
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The  Library  of  Congress 

Congressional  Research  Service 
Washington,  DC.  20540 


REGULATION  OF  TAXICAB  INDUSTRY  —  ALEXANDRIA,  VIRGINIA 


RESPONDENTS:  Janes  P.  Myers,  Esquire 
Assistant  City  Attorney 
(750-6207) 

Inspector  Bruce  Proctor 
Tax:  - ab  Inspection  Division 
Alexandria  Police  Dept.  (750-6503) 

PRINCIPAL  COMPANIES:    Alexandria  Diamond  Cab  Co. 

All  American  Cab  Co. 
Yellow  Cab  Co. 
King  Cab  Co. 

(Sources:  Alexandria  Chamber  of  Commerce  and  Taxicab 
Inspection  Division,  Alexandria  Policy  De- 
partment ) 

No.  OF  CABS  IN  JURISDICTION :  352 
No.  OF  DRIVERS  IN  JURISDICTION:  955 

OWNERS  ASSOCIATION:    No  City  Association  —  State  Association  is  the 
Northern  Virginia  Taxicab  Association 

DRIVERS  ASSOCIATION  OR  UNION:    Alexandria  Cab  Drivers  Association 

REGULATING  AUTHORITIES: 

I.    Alexandria  City  Council 

1.    Sets  taxicab  fares  and  rates 

II.    Alexandria  Superintendent  of  Policy  (Hack  Inspector's  Office) 

1.  Processing  of  Certificates  of  Public  Convenience  and  Necessity 

2.  Investigation  of  applicant's  background 

3.  Issuance  of  Certificate  of  Public  Convenience  and  Necessity 
h.  Enforcement  of  operator's  insurance  requirements 

5.  Enforcement  of  operator's  indemnity  bond  requirement 


192 


6.  Approval  of  equipment  or  vehicle  substitution 

7.  Processing  of  driver's  permit  applications 

8.  Authority  to  order  medical  examinations  of  applicants 

for  driver's  permit 

9.  Investigation  of  applicant  for  driver's  permit 

10.  Issuance,  denial,  suspension  or  revocation  of  driver's 

permit 

11.  Inspection  of  vehicles  for  safety  and  cleanliness 

12.  Processing  of  accident  reports 

13.  Inspection  of  driver's  trip  manifests 

lU.     Inspection  of  log  showing  number  of  vehicles  in  use 
and  names  of  drivers  operating  them 

15.  Processing  of  notices  of  driver  transfer  or  changes  of 

employment 

16.  Inspection  of  taximeters 

17.  Issuance  of  rate  cards 

III.      Alexandria  Traffic  and  Parking  Board 

1.  Hearings  on  applications  for  Certificate  of  Public  Convenience 

and  Necessity 

2.  Approval  or  denial  of  Certificates  of  Public  Convenience  and 

Necessity 

3.  Author izj  to  reduce  number  of  taxis  and  for-hire  vehicles 

in  service 

h.    Authority  to  suspend  or  revoke  Certificates  of  Public  Con- 
venience and  Necessity 

5.  Hearings  on  suspension  or  revocation  of  Certificates  of 

Public  Convenience  and  Necessity 

6.  Hearings  on  denial,  suspension  or  revocation  of  applications 

for  driver's  permits 

7.  Authority  to  suspend  or  revoke  driver's  permits 

8.  Regulation  of  taxicab  color  and  use  of  insignia 

9.  Authority  to  prohibit  cruising  throughout  the  city  or  in 

designated  area  as  during  emergencies  and  at  other  times 

10.  Authority  to  regulate  the  establishment  and  operation  of 

taxicab  stands 

11.  Processing  of  public  complaints  against  taxicab  operators 

and  drivers 

IV.      Alexandria  City  Collector's  Office 

1.  Collection  of  fees  for  applications  of  Certificates  of  Public 

Convenience  and  Necessity 

2.  Processing  of  applications  for  vehicle  color  change 

3.  Collection  of  fees  for  driver's  permit  applications,  renewals 

and/or  duplicates 

REGULATORY  CODE:    Alexandria  City  Code,  as  amended,  Chapter  37,  Sections 
31-1  —  31-83 
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SUMMARY  OF  REGULATORY  PROVISIONS  IN  CODE:     Ordinance  No.  838 


ARTICLE  1.     TAX  I  CABS  AND  FOR-RTRE  VEHICLES 
DIVISION  1.     IN  GENERAL 


Sec.  31-1  Definitions 

This  section  defines  terms  having  special  relevance  to  the  taxicah 
industry,  and  which  are  referred  to  repeatedly  within  the  Code.  These 
terms  include  the  following:    Certificate ,  Cruising,  Driver,  Driver's 
Permit ,  For  Hire  Vehicle,  Manifest,  Owner,  Person,  Taxicab,  Tne  Board, 
Taximeter,  Hack  Inspector. 


Sec.  31-2    Compliance  with  Chapter 

Requires  taxicab  owners  and  drivers  to  he  in  compliance  with  pro- 
visions of  the  Code. 


Sec.  31-3    False  Statements 

Makes  it  unlawful  to  make  any  false  statement  in  the  process  of 
obtaining  a  driver's  permit. 

Sec.  31-U    Vehicles  Excluded  from  Operation  of  Chapter 

Excludes  school  buses,  Sunday  School  buses,  U.S.  vehicles,  State 
of  Virginia  vehicles,  D.C.  vehicles,  non-profit  6-passenger  vehicles, 
non-profit  employer-owned  vehicles  used  to  transport  employees,  ambu- 
lances and  funeral  vehicles. 


Sec.  31-5    Hack  Inspector  —  Appointment  and  Duties 

Governs  the  appointment  of  Hack  Inspectors  by  the  Alexandria  Supt. 
of  Police. 

DIVISION  2.     CERTIFICATE  OF  PUBLIC 
CONVENIENCE  AND 

NECESSITY 

Sec.  31-6  Required 


Requires  all  taxicabs  to  have  an  up-to-date  certificate  of  public 
convenience  and  necessity  in  order  to  operate  a  taxi  cab  in  the  city. 


194 


Sec.  31-7    Application  for  Certificate 

Governs  the  processing  of  applications  for  certificates  of  public 
convenience  and  Necessity  —  requires  that  owners  and  drivers  furnish 
information  including  personal  data,  criminal  or  other  convictions,  busi- 
ness experience.    Application  must  be  accompanied  with  a  record  of  driver's 
fingerprints  and  a  $10  application  fee. 

Sec.  31-8    Investigation  of  Applicant 

Requires  that  the  Superintendent  of  Police  investigate  character  and 
background  of  applicant  and  report  results  of  such  investigation  to  the 
Traffic  and  Parkin  Board. 

Sec.  31-9    Public  Hearing 

The  Hack  Inspector  will  schedule  a  hearing  on  applicants  for  certi- 
ficates and  notify  applicant  and  cetify  applicant  in  advance  of  hearing 
date.    The  Board  will  determine  at  this  hearing  whether  certificate  will 
be  issued. 


Sec.  31-10    Burden  of  Applicant 

Applicants  for  certificates  must  show  need  for  the  issuance  of  the 
certificate,  and  must  provide  all  relevant  information  for  its  issuance. 

Sec.  31-11    Authority  of  Board  to  Grant  or  Refuse  Certificate 

The  Board  may  approve  or  deny  applications  for  certificates  and  this 
decision  is  final.    No  re-hearing  is  permitted  and  applicant  may  not  apply 
again  for  at  least  6  months. 

Sec.  31-12    Notice  to  Applicant  of  Action  on  Certificate 

The  Hack  Inspector  must  notify  applicant  of  any  Board  action. 

Sec.  31-13    Issuance  of  Certificate 

If  the  Board  approves  application  for  certificate  the  Hack  Inspector 
will  issue  it  to  applicant.    The  certificate  will  contain  personal  and 
professional  data  as  required. 

Sec.  31-lU  Duration 


Certificates  expire  on  June  30th  next  after  issuance. 


195 


Sec.  31-15    Transfer  not  Allowed 

Certificates  are  non-transferable. 


Sec .  31-l6    Insurance  or  Bond  Required 

Each  taxi  cab  must  have  a  policy  liability  and  property  damage  in- 
surance policy  and  an  indemnity  bond  of  a  surety  company  in  amounts  and 
for  purposes  as  indicated,  in  order  to  operate  vehicles  in  the  City. 

Sec.  31-17    Substitute  of  Equipment  or  Vehicle 

The  holder  of  a  certificate  may  substitute  equipment  or  vehicles  in 
place  of  equipment  or  vehicles  specified  in  his  certificate  which  have 
became  unserviceable  or  obsolete  provided  replacement  vehicles  do  not 
exceed  the  number  of  originally  approved  vehicles. 

Sec.  31-13    Decrease  in  Number  of  Taxicabs  or  For-Hire  Vehicles 

After  holding    a  public  hearing,  the  Board  may  order  a  reduction 
in  the  number  of  taxicabs  in  service  in  the  city  if  it  determines  that 
such  a  reduction  is  in  the  public  interest. 


Sec.  31-19    Suspension  and  Revocation 

This  section  lists  the  causes  and  procedures  under  which  suspensions 
and  revocations  of  certificates  may  take  place. 


DIVISION  3.     DRIVER'S  PEFMIT 


Sec .  31-20    Driver's  Permit  Required 

The  operator  of  a  taxicab  must  have  a  fully  valid  driver's  license 
issued  under  the  provisions  of  the  Code. 


Sec.  31-21  Applicant 

The  Section  lists  the  items  of  personal  data  which  must  be  provided 
under  oath  on  the  application  for  a  driver's  permit. 

Sec.  31-22    Charge  for  Permit 


This  section  lists  the  schedule  of  charges  required  to  be  paid  to 
the  City  Collector  for  driver's  permit  application. 
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Sec.  31-23    Medical  Examination 

When  the  Supt.  of  Police  suspects  that  applicant  nay  have  a  dis- 
abling physical  impairment,  a  medical  certificate  to  the  contrary  must 
be  obtained  before  a  driver's  permit  will  be  issued  or  renewed. 

Sec.  31-2U    Investigation  of  Applicant 

The  Supt.  of  Police  will  investigate  the  character  and  background 
of  applicants  for  taxicab  driver  permits  and  report  his  findings  to  the 
Hack  Inspector  and  the  Board. 


Sec.  31-25    Examination  of  Applicant  as  to  Driving  Ability,  Etc. 

Applicants  for  taxicab  driver  permits  must  pas3  a  test  to  deter- 
mine driving  ability  and  knowledge  of  City  and  State  traffic  laws. 

Sec.  31-26    Requirements  for  Eligibility 

The  Section  lists  the  causes  which  would  exclude  a  person  from  ob- 
taining a  taxi  cab  driver  permit. 

Sec.  31-27    Issuance  or  Denial  of  Driver's  Permit  by  Supt.  of  Police 

The  Supt.  of  Police  will  issue,  or  decline  to  issue  taxicab  driver 
permits  depending  upon  his  finding  the  applicant  qualified  or  unqualified 
under  the  provisions  of  the  chapter.    Pending  results  of  a  complete 
investigation  a  temporary  permit  may  be  issued.    The  temporary  permit 
becomes  null  and  void  upon  the  grant  of  a  regular  permit  or  the  denial 
of  same. 


Sec.  31-28    When  Appeal  Allowed 

The  Section  states  those  instances  where  denial  of  driver's 
permit  application  may  be  appealed  to  the  Board. 


Sec.  31-29    Manner  of  Appeal 

Applicants  eligible  to  appeal  denial  of  a  permit  may  appeal  within 
10  days  after  notification  of  denial.    The  Hack  Inspector  will  schedule 
a  hearing  before  the  Board  and  10  days  notice  of  hearing  date  will  be 
provided  to  applicant. 
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Sec.  31-30    Authority  of  Board  on  Appeal 

The  Board  has  authority  to  grant  or  deny  the  driver's  permit.  The 
action  of  the  Board  is  final,  and  no  rehearing  will  be  allowed  for  at 
least  one  year  after  denial. 

Sec.  31-31    Notice  to  Applicant 

The  Hack  Inspector  must  notify  applicant  of  the  Board's  action  on 
the  appeal. 

Sec.  31-32    Issuas.ce  of  Driver's  Permit 

The  Section  lists  the  personal  data  required  on  each  driver's  per- 
mit. 

Sec.  31-33    Expiration  of  Permit 

A  Driver's  permit  expires  on  December  of  the  year  in  which  issued 
unless  sooner  suspended  or  revoked. 

Sec.  31-31*    Renewal  of  Permit 

Renewals  are  issued  under  the  same  procedures  as  original  applica- 
tions. 

Sec.  31-35    Display  of  Permit 

Permits  must  be  posed  in  the  vehicle  in  full  view  of  all  passengers. 

Sec.  31-36    Permits  Non-Transferable 

No  driver's  permit  is  transferable. 

Sec.  31-37    Temporary  Suspension  of  Permits  by  Supt.  of  Police 

The  Section  lists  the  causes  under  which  the  Supt.  of  Police  has 
power  to  suspend  any  driver's  permit  for  a  period  of  up  to  five  days. 
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Sec.  31-38    Appeal  from  Suspension  by  Supt.  of  Police 

A  suspended  driver  may  appeal  to  the  Board  or  other  duly  authorized 
agency  of  the  City.     The  appeal  must  be  filed  with  the  Hack  Inspector 
five  days  after  the  suspension.    The  Hack  Inspector  will  schedule  a  hear- 
ing before  the  Board  and  give  driver  five  days  notice  of  the  hearing 
date.    The  suspension  is  stayed  pending  the  hearing.     The  Board  may 
affirm,  deny,  or  modify  the  suspension;  its  action  is  final,  and  there 
shall  be  no  rehearing. 


£|ec.  31-39    Suspension  and  Revocation  of  Permits  by  the  Board 

The  Section  lists  the  causes  and  procedures  under  which  the  Board 
may  suspend  or  revoke  any  driver's  permit  issued  under  the  provisions 
of  this  chapter. 


DIVISION  3.     EQUIPMENT  MAINTENANCE 
AND  USE  0?  VEHICLES 


Sec.  31-^0    Vehicles  to  Be  Clean 

Taxicabs  and  other  for-hire  vehicles  must  be  kept  clean  and  sani- 
tary to  the  satisfaction  of  the  Hack  Inspector. 

Sec.  31-Ul    Unlawful  Use  of  Vehicles 

Taxicabs  are  prohibited  from  being  used  in  soliciting  for  prostitution, 
for  selling  intoxicating  liquors  and  for  any  lewd  or  indecent  purpose. 

Sec.  31-te    Accident  Reports 

Drivers  must  report  every  accident  in  which  his  vehicle  is  involved, 
however  slight,  to  the  Police  Department. 

Sec.  31-^3    Entering  and  Leaving  Vehicles 

Passengers  must  enter  or  leave  taxicabs  by  way  of  the  left  rear  door, 
except  on  one-way  streets  or  while  parked  at  right  angles  to  the  curb  in 
places  where  such  parking  is  permitted. 

Sec.  31-hk    Stopping  at  Intersections;    Interfering;  with  Traffic 

Drivers  may  not  stop,  load  or  unload  passengers  in  the  intersection  of 
any  street  or  on  any  crosswalk,  nor  in  any  way  impede  the  orderly  flow  of 
traffic. 
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Sec.  31-1*5    Inspection  of  Vehicles;    Correction  of  Defects 

The  Hack  Inspector  must  make  periodic  inspections  of  taxicabs  and 
may  at  any  time  inspect  any  vehicle  or  equipment  connected  therewith. 
Owners  must  make  repairs  ordered  by  the  Hack  Inspector. 


Sec.  31-^6    Vehicles  To  Be  in  Safe  Condition 

Taxicabs  and  equipment  pertaining  thereto  must  be  kept  in  safe 
physical  condition  to  the  satisfaction  of  the  Hack  Inspector. 


Sec.  31-Vf    Ventilation  of  Vehicles;  Lights 

Vehicles  musx  be  sufficiently  ventilated  and  lighted  at  night. 

Sec.  31-1+8    Body  ~T?es  of  Vehicles;    Seating  Capacity 

Taxicabs  must  be  enclosed  sedan- type  vehicles  with  four  doors, 
two  seats  and  with  five-passenger  capacity. 

Sec.  31-^9    Shades  and  Curtains 

Shades  or  curtains  which  can  be  used  to  shield  any  occupant  from 
observation  are  prohibited. 

Sec.  31-50  Speedometers 

Every  taxi cab  must  have  a  properly  working  standard  speedometer. 

Sec.  31-51    Rear  View  Mirror 

Every  taxicab  must  have  an  adjustable  rear-view  mirror. 

Sec.  31-52    Maintenance  of  Service 

Adequate  and  efficient  public  service  must  be  maintained  by  the 
owner  of  every  vehicle. 

Sec.  31-53    Owners  to  Have  Telephones 

i 

Every  owner  of  a  vehicle  must  maintain  at  all  times  a  listed  telephon< 
by  which  calls  can  be  made  for  service. 


69-312  O  -  76  -  14 
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Sec.  31-51*    Priority  of  Calls  for  Service 

Owners  and  drivers  must  give  preference  to  service  calls  as  they 
are  received. 


Sec.  31-55    Off- Duty  Signs 

All  vehicles  —  when  drivers  are  off  duty,  or  when  driven  by  a  person 
other  than  the  licensed  taxicab  driver,  or  when  used  in  transporting  a 
non-paying  passenger  —  must  display  an  "Off  Duty  Sign"  on  the  front  wind- 
shield. 


Sec.  31-56    Manifest  Keeping  and  Driver  Record 

Manifests  showing  dates,  times,  fares,  origin  and  destination  of  all 
passengers  must  be  maintained  and  made  available  for  inspection  by  the 
Hack  Inspector  or  any  police  officer.    Owners  must  keep  records  of  what 
taxicabs  are  in  use  and  what  drivers  are  operating  them  at  all  times. 


Sec.  31-57    Non-?aylng  Passengers 

Non-paying  passengers  cannot  be  transported  with  paying  passengers 
except  for  officers  or  employees  of  the  owner  or  policemen    in  performance 
of  duty. 

Sec.  31-58    Loud  Talk  by  Drivers;    Use  of  Korns 

Loud  talk  by  drivers ,  calls  to  and  from  drivers  and  the  sounding  of 
horns,  except  for  traffic  signals  is  prohibited. 

Sec.  31-59    Drivers  to  Take  Shortest  Route  to  Destination 

Drivers  must  take  the  shortest  practical  route  from  passenger's  origia 
to  his  destination. 


Sec.  31-60    Number  of  Passengers 

Drivers  may  not  carry  more  adult  passengers  than  the  vehicle  was 
normally  built  to  carry. 

Sec .  31-6l    Passengers  to  Occupy  Rear  Seat  First 

Passengers  shall  fill  the  rear  seat  before  using  the  front  seat;  excel 
upon  request  of  passenger,  no  driver  shall  carry  a  passenger  in  the  front 
seat  unless  the  back  seat  is  filled. 


■ 
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Sec.  31-62    Disposition  of  Property  Left  in  Vehicles 

Drivers  must  preserve  all  money  or  other  property  left  in  the  vehicle 
and  must  return  same  to  owner  when  identification  and  ownership  has  been 
established. 


Sec.  31-63    False  Calls  for  Service;     Interfering  with  Service 

Misleading,  false  or  unauthorized  calls  for  vehicle  service,  and  any 
other  hinderance  with  taxicab  service  is  prohibited. 

Sec.  31-6U    Color  Scheme  of  Vehicles;    Insignia  or  Trade  Name 

Owners  of  vehicles  may  adopt  any  peculiar  or  unique  color  scheme 
or  insignia  for  approval  by  the  Board,  with  ^he  application  for  certificates 
Upon  approval,  owners  rust  conform  all  his  vehicles  to  such  color  scheme 
and  insignia  and  no  oxher  owner  or  driver  may  use  such  color  scheme  or 
insignia. 

Sec.  31-6p    Information  to  be  Displayed  on  Outside  of  Vehicle 

Owners  are  required  to  letter  the  words  "Taxicab"  or  "Cab"  and  the 
owner's  certificate  number  and  name  on  the  outside  surface  of  the  vehicle. 
Rate  cards  must  be  affixed  on  both  sides  of  the  cab  in  the  side  rear  win- 
dow. 


Sec.  31-66  Cruising 

The  Board  or  other  authorized  agency  may,  after  holding  a  public 
hearing,  prohibit  cruising  in  designated  areas  or  throughout  the  City  in 
times  of  emergency  or  abnormal  traffic  congestion. 

Sec.  31-67    Refusal  To  Carry  Passengers 

Drivers  may  not  refuse  to  carry  any  orderly  person  or  persons  upon 
request,  unless  they  are  previously  engaged. 

Sec .  31-68    Drivers  to  Report  Changes 


Drivers  must  notify  the  Hack  Inspector  when  he  changes  his  employ- 
ment or  changes  to  another  company. 


202 


Sec.  31-69    Cleanliness  of  Drivers 

Drivers  must  be  clean  shaven  and  dressed  in  neat  clean  clothes  when 
serving  the  public.    Whenever  a  driver's  appearance  is  significantly  changed 
by  a  haircut,  use  of  a  wig  and  the  like,  or  any  other  such  modification, 
he  must  have  a  new  photograph  taken  and  displayed  within  30  days  of  the 
change. 


DIVISION  k.     TAXICA3S  AND  FOR-HIRE 
VEHICLE  STANDS 


Sec.  31-70    E3  tab  listen  t  of  Stands 

The  Board  or  ether  authorized  agency  ray  establish,  taxicab  stands 
after  public  hearing  and  notice  of  such  hearing  submitted  to  owners  of 
property  abutting  such  stands,  as  will  best  serve  the  public  convenience. 
Stands  nay  be  established  on  the  Board's  own  motion  or  by  owner  applica- 
tion.   Consent  for  stands  must  be  obtained  from  the  owners  of  abutting 
property,  and  stands  must  not  create  or  aggravate  hazardous  traffic  situa- 
tions. 


Sec.  31-71    Withdrawal  of  Stands 

The  Board  may  revoke  any  stand  if  owners  of  abutting  property  with- 
draw their  consent,  if  the  stand  is  deemed  no  longer  in  the  public  in- 
terest, or  if  it  constitutes  a  traffic  hazard. 

Sec.  31-72    Doing  Business  on  Street  at  Other  Than  Duly  Established  Stands 

It  is  unlawful  for  any  owner  or  driver  to  use  as  a  place  of  business 
any  parking  meter  space  or  any  portion  of  a  street,  other  than  an  authorized 
stand. 


Sec.  31-73    Use  of  a  Stand  Designated  for  Others 


Owners  or  drivers  may  not  use  as  a  place  of  business  any  street  or 
part  thereof  reserved  for  other  owners  or  drivers. 
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Sec.  31-71*    Use  of  Stands  by  Other  than  Owner  and  Drivers  of  Taxicabs 
and  For-Hire  Vehicles 

Persons  other  than  owners  and  drivers  may  stop  temporarily  at  a 
taxicab  stand  to  receive  or  discharge  passengers  or  goods,  but  only 
taxicabs  are  authorized  to  park  therein. 

Sec.  31-75    Drivers  To  Attend  and  Keep  Near  Vehicles  at  Stands 

Drivers  must  attend  to  their  vehicles  at  all  tines  when  parked  at 
a  public  vehicle  stand. 


DIVISION  5.     RASES  0?  FARE  FOR  TAXICABS 


Sec.  31-76    Taaclneter  Required 

The  Section  governs  the  maintenance,  visibility,  design,  construction, 
operation,  inspection,  complaints  about,  and  repair  of  taximeters. 

Sec.  31-77    Display  Light 

Taxicabs  must  be  equipped  with  a  plainly  visible  exterior  light 
approved  by  the  Hack  Inspector.     Lights  must  be  on  or  off  depending  on 
whether  a  vehicle  is  carrying  a  passenger  or  not. 

Sec.  31-78    Rates  of  Fare 

The  section  provides  a  schedule  of  rates  to  be  charged  in  connection 
with  mileage,  number  of  passengers,  waiting  time,  baggage  and  trunks,  bags 
of  groceries,  animals,  etc. 

Sec.  31-79    Display  of  Rate  of  Fare  by  Card 

Each  taxicab  must  have  displayed  a  rate  card  for  viewing  by  passengers. 

Sec.  31-80    Refusal  of  Passenger  to  Pay  Legal  Fare 


It  is  unlawful  for  passengers  to  withhold  proper  amount  of  payment 
for  taxicab  service. 
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Sec.  31-81  Receipts 

Drivers  will  provide  a  fully- enumerated  receipt  for  the  amount  charged, 
upon  demand  of  passengers. 

Sec.  31-82    Carrying  Additional  Passengers  When  Engaged 

Once  engaged,  Drivers  may  not  pick  up  any  other  passenger,  except  by 
permission  of  the  original  passenger,  and  no  charge  may  be  made  for  the 
additional  passenger  except  for  distances  beyond  original  passenger's 
destination. 

Sec.  31-83    Carry' ~g  Several  Passengers  to  Different  Destinations 

The  section  governs  the  payment  of  fares  when  there  are  multiple  passen- 
gers and  several  destinations. 


(See  attachments  for  relevant  sections  of  the  Alexandria  City  Code) 
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REGULATION  OF  TAXI CAB  INDUSTRY  —  ARLINGTON  COUNTY,  VIRGINIA 


RESPONDENTS:     Lawrence  Tarr,  Esquire 

Assistant  County  Attorney 
(55B-2T0T) 

Neal  Nichols 
Secretary-Treasurer 
Virginia  Taxi  cab  Assn. 
(52U-6360) 

PRINCIPAL  COMPANIES:    Arlington  Red  Top  Cab 
Arlington  Yellow  Cab 
Dominion  Cab  Inc. 
Cavalier  Cab 
Crown  Cab 
Diamond  Cab 
Friendly  Cab 
Hess  Cab 

(Sources:    Arlington  County  Chancer  of  Comerce  and  the 
Arlington  County  Policy  Department) 

No.  OF  CABS  IN  JURISDICTION:  h3k 

No.  OF  DRIVERS  IN  JURISDICTION:  1700 

OWNERS  ASSOCIATION:    No  County  Association  —  Statewide  Association  known 
Virginia  Taxicab  Association.     State  association 
issues  no  regulatory  guidelines.    Payment  of  dues 
is  sole  requirement  for  a  member  to  remain  in  good 
standing. 

DRIVERS  ASSOCIATION  OR  UNION:    None  in  County 
REGULATING  AUTHORITIES: 

I.    Arlington  County  Board 

1.  Sets  taxicab  fares  and  rates 

2.  Hearings  on  appeals  in  connection  with  denials,  suspensions, 

or  revocations  of  certificates  or  driver's  permit 

3.  Authority  to  suspend  or  revoke  certificates  or  driver's  permit 

II.    Arlington  County  Manager 

1.  Determines  need  for  issuing  Certificates  of  Public  Convenience 

and  Necessity 

2.  Issuance  of  Certificates  of  Public  Convenience  and  Necessity 

3.  Issuance  of  driver's  permit 

k.     Authority  to  deny,  suspend  or  revoke  certificates  and  driver's 
permits 
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in. 


IV. 


5.  Regulation  of  taxicab  color  scheme  and  use  of  insignia 

6.  Regulates  transfer  of  certificates  to  other  vehicles 

7.  Authority  to  award  and  rescind  additional  certificates  to 

an  operator 

8.  Issuance  of  taxicab  certificate  I.D.  cards 

9.  Issuance  of  driver's  permit 

10.  Authority  to  deny,  suspend,  or  revoke  driver's  permit 

11.  Inspection  of  driver's  trip  manifests 

12.  Regulates  filing  of  accident  reports 

13.  Authority  to  require  filing  of  financial  reports  by  operators 
lU.  Authority  to  require  reports  of  financial  agreements  between 

certificate  holders  and  other  parties 

15.  Regulation  of  owner  insurance  or  bond  requirements 

16.  Regulation  and  inspection  of  taximeters 

IT.  Issuance  of  taxicab  rate  cards  for  posting  in  vehicles 

18.  Authority  to  restrict  or  forbid  cruising 

19.  Authority  to  make  additional  rules  and  regulations  as  deemed 

necessary 

20.  Regulation  of  age  of  equipment  used 

21.  Inspection  of  equipment 

Arlington  County  Public  Utilities  Commission 

1.  Authority  to  recommend  additional  licensing  and  operation  of 

taxicabs 

2.  Authority  to  hold  hearings  on  proposed  applications  for  Certi- 

ficates of  Public  Convenience  and  Necessity 

Arlington  County  Police  Department  (Hack  Inspection  Office) 
1.     Authority  to  inspect  and  register  vehicles 
)RY  CODE:    Arlington  County  Code,  Chapter  25,  as  amended. 


SUMMARY  OF  REGULATORY  PROVISIONS  IN  CODE: 


Chapter  25. 


TAXICABS 


Sec.  25-1 


Purpose  of  Chapter 


Sec.  25-2 


Definitions 


Sec.  25-3 


Purview  of  Chapter 


Sec.  25-U 


Enforcement 
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Sec.  25-5    Appeal  from  Decisions  of  the  County  Manager 
.1  Required 

.2    Application  for  Certificate 

.3    Suspension  or  revocation  on  Board's  Own  Motion 
.1+    Effect  of  Appeal 

Sec.  25-6    Certificates  of  Public  Convenience  and  Necessity 

. 1  Required 

.2    Application  for  Certificate 
.3    Color  Scheme  and  Insignia 

.k    Determination  of  Public  Convenience  and  Necessity;  Issuance 

of  Certificates 
.5    Certificate  Generally;  form,  term  and  transferability 
.6    Amendment  to  Certificate  Authorization 
.7    Revocation  or  Suspension  of  Certificates 
.8    Revision  of  Certificates 

Sec.  25-?    Individual  Taxi  cab  Certificate  Card;    Substitution  of  Vehicles 

.1  Required 

.2    Substitution  of  Vehicles 
Sec.  25-8    Public  Vehicle  Driver's  License 
.1  Required 

.2    Application  for  License 

.3    Investigation  of  Applicant 

.k    Issuance  of  Public  Vehicle  Driver's  License 

.5    License  Generally:  form,  term,  reneval,  transferability,  display 

required. 
.6    Renewal  of  License 

.7    Surrender,  Suspension  and  Revocation  of  Public  Welfare  Driver's 
License 

Sec.  25-9    Fees  Generally 

.1  Paid  to  Treasurer 

.2  Applications  Generally 

.3  Fingerprinting 

.  U  Licenses  Generally 

Sec.  25-10    Records  Required 

.1  Information  to  be  kept  on  file  by  certificate-holders  with  the 
county 

.2  Driver's  Daily  Manifest 

.3  Lost  Articles 

.  U  Accident  Reports 

.5  Financial  Information 

.6  Financial  Agreements 
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REGULATION  OF  TAXI  CAB  INDUSTRY  —  PRINCE  GEORGES  COUNTY.  MARYLAND 


RESPONDENTS:    Karl  Petraitis,  Esquire  Clerk 

Association  County  Attorney  Division  of  Business  Standards 

(627-3000)  Department  of  Licenses  and  Pe: 

PRINCIPAL  COMPANIES:    Blue  Bird  and  Yellow  Cab  Company 
Union  Cab  Co. 
County  Cab  Co. 
United  Cab  Co. 
Metro  Cab  Co. 
Central  Cab  Co. 
Capital  Cab  Co. 
3cb  Cab  Co. 

Takama-Langley  Cab  Co. 


(Sources-:    Prince  Georges  County  Chamber  of  Commerce  and 
the  Business  Standards  Office,  Department  of 
Licenses  and  Permits) 

No.  OF  CABS  IN  JURISDICTION:  U50 

No.  OF  DRIVERS  IN  JURISDICTION:  780 

OWNERS  ASSOCIATION:    No  County  Association  —  some  affiliation  with  State 
Association  —  Taxicab  Association  of  Maryland 

DRIVER'S  ASSOCIATION  OR  UNION:    Prince  Georges  Cab  Association 

REGULATING  AUTHORITIES: 

I.  Prince  Georges  County  Council 

1.     Sets  taxicab  fares  and  rates 

II.  Prince  Georges  County  Director  of  Licenses  and  Permits 


1.  Issuance  of  Certificates  of  Registration 

2.  Authority  to  deny,  suspend  or  revoke  Certificates  of  Registration 

3.  Issuance  of  driver's  permits 

h.  Authority  to  deny,  suspend  or  revoke  driver's  permits 

5.  Conducts  hearings  in  connection  with  denial,  suspension  or  revoca- 

tion of  Certificates  of  Registration  or  driver's  permits 

6.  Inspection  of  Vehicles 

7.  Regulates  number  of  working  hours 

8.  Inspection  of  driver's  trip  manifests 

9.  Processing  of  accident  reports 

10.  Processing  of  change  of  address  notifications 
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3ec.  25-11  False  Information 

Sec.  25-12  Insurance  Requirements 

Sec.  25-13  Taximeter  Requirements 

3ec.  25-1  ^  Rates  of  Fare 


3ec.  25-15    Operation  of  Taxicabs  for  Hire 

.1  Solicitation 

.2  Cruising 

.3  Acceptance  of  Additional  Passengers 

.k  Restriction  on  Number  of  Passengers 

.5  Refusal  to  Carry  Orderly  Passengers 

.6  Restriction  on  Passengers  in  Driver's  Compartment 

.7  Leaving  Pdalic  Vehicle  Driver's  License  in  Unattended  Vehicle 

.8  Deception  of  Passengers 

.9  Compliance  with  Lawful  Requests  of  Passengers 

.10  Use  of  Vehicle  for  Unlawful  Purposes 

.11  Drivers  to  be  Clean  and  Neat 

.12  Smoking  and  Offensive  Use  of  Tobacco 

.13  Cabs  to  be  Attended  by  Drivers 

.lk  Excessive  5oise 

.15  How  Passengers  to  Enter  or  Leave  Taxicab 

.16  Fare  Receipt 

.17  Loading  and  Unloading 

.18  Nonpaying  passengers 

.19  Alcohol  and  Narcotics 

.20  Length  of  Driver's  Working  Day 

.21  Taxicab  Stands 

.22  Compliance  with  Laws  and  Ordinances 

.23  Additional  Rules,  etc. 

>ec.  25-l6    Equipment,  Appearance,  Construction  and  Maintenance 

.1  General  Requirements 

.2  Age  of  Equipment 

>ec.  25-17    Inspection  of  Taxicab;  Procedure  when  Taxicab  is  Found  in 
Unsafe,  Unfit  or  Unclean  Condition 


See  attachments  for  relevant  sections  of  the  Arlington  County  Code  and 
tmendments ) 
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11.  Processing  of  arrest  records  of  operators 

12.  Regulation  of  taxicab  stands 

13.  Regulates  disposition  of  found  property  in  taxicabs 
Ik.  Authority  to  administer  breatholyzer  tests 

15.  Regulation  of  vehilce  type  and  equipment 

16.  Administers  vehicle  registration  procedures 

IT.  Regulates  color  scheme  and  insignia  on  vehicles 

18.  Processes  notices  of  termination  of  service 

19.  Regulates  transfers  of  certificates  to  other  vehicles 

20.  Regulates  absolute  number  of  certificates  of  registration  issued 

21.  Regulates  entry  of  outside  cabs  into  jurisdiction 

22.  Inspection  of  taximeters. 

III.  Prince  Georges  County  Chief  of  Police 
1.     In  spec  tier,  cf  vehicles 

IV.  Prince  Georges  Zcusty  Board  of  Appeals 

1.     Conducts  hearings  on  appeals  in  connection  with  license  revocations 

V.  Prince  Georges  C----^unity  Affairs  Department 

1.     The  Department  processes  complaints  from  citizens  against  drivers. 
Its  powers  are  advisory  only,  however. 

REGULATORY  CODE:     Under  terms  of  Bill  No.  C35U-1971-  introduced  on  August  6, 
197^,  those  sections  of  the  Prince  Georges  County  Code 
relating  to  taxicab  regulation  vouid  be  repealed  and 
new  sections  enacted.     The  bill  was  approved  and  the  newly 
enacted  sections  take  effect  on  January  10,  1975.  The 
new  Code  sections  are  as  follows: 

Prince  Georges  County  Code,  Ordinances  and  Resolutions, 
as  amended,  Article  I,      21-1  —  21-2;  Article  II,  21-3 
--  21-6;  Article  III,      21-7  —  21-11;  Article  IV,  21-12 
--  21-4U;  Article  V,      21-^5  —  21-U7;    Article  VI,  21-1+8 
—  21-59;  Article  VII,      21-60  —  21-6U. 

SUMMARY  OF  REGULATORY  PROVISIONS  Hi  CODE: 


Chapter  21. 
Taxicabs  and  Other  For  Hire  Vehicles 
ARTICLE  1.     In  General 


Sec.  21-1  Applicability 
Sec.  21-2  Definitions 
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ARTICLE  II.  Authority 
Sec.  21-3    Administration  of  Chapter 

Sec.  21-4    Inspection  of  Vehicle:  Right  of  Entry;  Display  of  Credentials 

Sec.  21-5    Revocation  or  Suspension  of  License  or  Certificate 

Sec.  21-6  Appeals 

ARTICLE  III.    Driver's  License     (identification  Card) 

Sec.  21-7  Application 

Sec.  21-8    Grounds  for  Denial 

Sec.  21-9  Expiration 

Sec.  21-10  Fee 

Sec.  21-11  Changes  in  Status 

ARTICLE  IV.    Vehicle  Operation  P.eroi  regents 
Duties  of  the  Driver 

Sec.  21-12  Compliance  with  Lavs  and  Regulations 

Sec.  21-13  Operation  Without  a  License  or  While  Suspended 

Sec.  21-14  Permitting  Others  to  Use  License 

Sec.  21-15  Permitting  Others  to  Drive  the  Vehicle 

Sec.  21-16  Display}    Certificate  and  License 

Sec.  21-17  Use  of  the  Vehicle  for  Unlawful  Purpcses 

Sec.  21-18  Length  of  Driver's  Working  Day 

Sec.  21-19  Trip  Manifest 

Sec.  21-20  Accident  Reports 

Sec.  21-21  Arrest  Report 

Sec.  21-22  Report  Changes  of  Residence 

Sec.  21-23  Answer  Communications  from  the  Director 

Sec.  21-24  Taxicabs  to  Be  attended  by  Drivers 
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Sec.  21-25  Taxlcab  Stands 

Sec.  21-26  Solicitation 

Sec.  21-27  Cruising 

Sec.  21-28  On  Call  and  Off  Duty 

Sec.  21-29  Acceptance  of  Passengers  Generally 

Sec.  21-30  Loading  and  Unloading 

Sec.  21-31  Route 

Sec.  21-32  Rates 

Sec.  21-33  Decep-icm  of  Passengers 

Sec.  21- 3 ^  Non-Psytng  Passengers 

Sec.  21-35  Accegrance  of  Additional  Passengers 

Sec.  21-36  Restriction  on  Number  of  Passengers 

Sec.  21-37  Restriction  on  Passengers  in  Driver's  Compartment 

Sec.  21-38  Compliance  with  Lawful  Request  of  Passengers 

Sec.  21-39  Request  for  Police  Assistance 

Sec.  21-UO  Found  Property 

Sec.  21-Ul  Excessive  Noise 

Sec.  21-1+2  Smoking  and  Offensive  Use  of  Tobacco 

Sec.  21-1+3  Alcohol  and  Narcotics  or  Synthetic  Drugs 

Sec.  21-1+1+  Breatholyzer  Test 

ARTICLE  V.     Vehicle  Design,  Equipment,  Maintenance  and 
Inspection 

Sec.  21-1+5  Design  and  Equipment 

Sec.  21-1+6  Maintenance  and  Inspection 

Sec.  21-1+7  Record  of  Service 
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ARTICLE  VI.     Registration  of  Taxicabs  and  Limousines 


Sec. 

21-U8 

Sec. 

21-1+9 

Sec. 

21-50 

Sec. 

21-51 

Sec. 

21-52 

Sec. 

21-53 

Sec. 

21-51* 

Sec. 

21-55 

Sec. 

21-56 

Sec. 

21-57 

Sec. 

21-53 

Sec. 

21-59 

ARTICLE  VII.     Rates  and  Meters 
Sec.  21-60  Rates 
Sec.  21-6l    Meter  Requirements 

Sec.  21-62    Carrying  Several  Passengers  to  Different  Destination 
Sec.  21-63    Penalty  Clause 
Sec.  21-6U    Severability  Clause 


(See  attachments  for  relevant  sections  of  the  new  Prince  Georges  County  Code 
Chapter  21.    For  your  convenience  a  copy  of  the  old  Code  sections  are  also 
attached. ) 
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REGULATION  OF  TAX I CAB  INDUSTRY  —  FAIRFAX  COUNTY,  VIRGINIA 


RESPONDENTS:     David  Roehrenbeck,  Esquire 

Asst.  Commonwealth's  Attorney 
(691-2776) 

Officer  Donald  E.  Barnes 

Inspector,  Fairfax  County  Police  Dept. 

(273-7900)    Taxicab  Control  Section" 

PRINCIPAL  COMPANIES :     Falls  Church  Cab 
Yellow  Cab 
Springfield  Cab 
Pendall  Cab 
Hem  don  Cab 
Ft.  3elvoir  Cab 

(Sources:     Fairfax  County  Chamber  of  Cc=zaerce  and  Fairfax 
County  Police  Department ) 

No.  OF  CA33  IN  JURISDICTION :  135 

Source:     Fairfax  County  Police  Dept. 

No.  OF  DRIVERS  IN  JURISDICTION :  900 

OWNERS  ASSOCIATION:     No  County  Association 

DRIVER'S  ASSOCIATION  OR  UNION:    No  Driver's  Union  or  Association 
REGULATING  AUTHORITIES: 

I.  Fairfax  County  Board  of  Supervisors 

1.  Setting  of  fares  and  regulation  of  meters 

2.  Regulation  and  approval  of  Jurisdictional  reciprocity  agreements 

II.  Fairfax  County  Chief    of  Police 

1.  Issuance  of  application  forms  for  operator's  certificates 

2.  Conducts  background  investigations  on  applicants  for  operator's 

certificates 

3.  Enforcement  of  operator's  insurance  requirements 

h.  Authority  to  revoke  or  suspend  operator's  certificate 

5.  Regulation  of  vehicle  substitution 

6.  Issues  and  processes  applications  for  driver's  licenses 

7.  Authority  to  deny  suspend,  or  revoke  driver's  licenses 

8.  Inspection  of  taximeters 

9.  Retention  of  lost  articles  in  taxi  cabs  for  period  of  90  days 


215 


III.  Fairfax  County  Public  Utilities  Commission 

1.  Issuance  of  operator's  certificate 

2.  Inspection  of  driver's  trip  manifests 

IV.  Taxi cab  License  Review  Board 

1.  Hearings  on  applications  for  operator's  certificates 

2.  Appeals  from  actions  of  the  Chief  of  Police 

3.  Authority  to  revoke  and  suspend  driver's  licenses  (requires 

majority  vote). 

h.     Hearings  cn  denials,  suspensions  or  revocations  of  driver's 
licenses 

V.  Fairfax  Couary  Circuit  Court 

1.    Appeals  frcm.  decision  of  Taxicab  License  Reviev  Board  in  the 
matter  of  driver's  license  suspensions  or  revocations. 

VI.  Office  of  the  Director  of  Finance 

1.    Receives  and  processes  fees  for  operator's  certificates 


REGULATORY  CODE :    Fairfax  County  Code,  Chapter  2o,  Article  I,  Sec.  26-1 
--  2o-U;  Article  II,  Sec.  2o-5  —  26-19;  Article  III, 
Sec.  26-20  —  26-27;  Article  IV,  Sec.  26-28;  Article  V, 
Sec.  26-29  —  26-3U;  Article  VI,  Sec.  26-35;  Article  VII, 
Sec.  26-36;  Article  VIII,  Sec.  26-37  —  26-38;  Article  IX, 
Sec.  26-39;  Article  X,  Sec.  26-^0. 

SUMMARY  OF  REGULATORY  PROVISIONS  IN  CODE: 

Chapter  26. 

Taxicabs  and  Other  Vehicles  for  Hire 

ARTICLE  I.     In  General 

Purpose  of  Chapter 

Definitions 

False  statements  on  applications,  etc. 
Taxicab  license  reviev  board 


Sec.  26-1 

Sec.  26-2 

Sec.  26-3 

Sec.  26-U 


69-312  O  -  76  -  15 
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ARTICLE  II.     Operator's  Certificate 

Sec.  26-5  Required 

Sec.  26-6  Jurisdictional  reciprocity 

Sec.  26-7  Sightseeing  operations 

Sec.  26-8  Application 

Sec.  26-9  Insurance  requirements 

Sec.  26-10  Investigation  of  applicant 

Sec.  26-11  Public  Hearing 

Sec.  26-12  Burden  of  act lie ant 


Sec.  26-13  Denial  of  application 

Sec.  26-lU  Contents 

Sec.  26-15  Duration;  e ^transferable 

Sec.  26-16  Revocation  or  suspension 

Sec.  26-17  Application  and  license  fees 

Sec.  26-13  Filing  for  vehicle  substitution 

Sec.  26-19  Filing  after  denial  or  revocation 

Article  III.     Taxicab  Driver's  License 

Sec.  26-20  Required 

Sec.  26-21  Application 

Sec.  26-22  Investigation  of  applicant 

Sec.  26-23  Issuance 

Sec.  26-2U  Duration;  fees 

Sec.  26-25  Posting 

Sec.  26-26  Suspension  or  revocation 

Sec.  26-27  Filing  after  denial  or  revocation 
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ARTICLE  IV.  Appeals 
Sec.  26-23  Procedure 

ARTICLE  V.     Fares     and  Meters 
Sec.  26-29    Compliance  with  article 
Sec.  26-30    Rates  generally 
Sec.  26-31    Taximeter  —  Required 

Sec.  26-32    Same  —  Inspection  and  approval  prior  to  use 
Sec.  26-33    Same  —  Tampering  with  prohibited 
Sec.  26-3^    Sane  —  Inspection  generally. 

ARTICLE  VI.  Records 
Sec.  26-35  Required 

ARTICLE  VII.  Operation 
Sec.  26-36    Conditions  under  which  taxicab  :tay  be  operated 

ARTICLE  VIII.  Equipment 
Sec.  26-37  Generally 
Sec.  26-38    Inspection  of  vehicles 

ARTICLE  IX.  Penalties 
Sec.  26-39  Generally 

ARTICLE  X.     Effective  Dates 
Sec.  26-40  Generally 


(See  attachments  for  relevant  sections  of  the  Fairfax  County  Code) 
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REGULATION  OF  TAXICAB  INDUSTRY  —  MONTGOMERY  COUNTY.  MARYLAND 


RESPONDENTS:    Mr.  Edward  Daniel 

Director  of  Transportation  Planning  for  Montgomery  County 
(279-187M 

Mr.  John  D.  Large 
Chief  of  Subdivision  Development 
Department  of  Transportation 
(279-1331) 

PRINCIPAL  COMPANIES:     Barwood  Cab  Co. 

Bethesda  Cab  Co. 
Service  Cabs  Co. 
Ve  Cab  Co. 

Gaithersburg  Cab  Co. 
(Scarce:    Montgomery  County  Chancer  of  Commerce) 
No.  OF  CABS  III  JURISDICTION:  300 
No.  OF  DRIVERS  IN  JURISDICTION :  1,080 

OwNERS  ASSOCIATION:  No  County  Association  —  Seme  owners  have  memberships 
in  State  taxicab  association  known  as  the  Taxicab 
Association  of  Maryland  (TAM,  Inc.  )      TAM  is  successor 
to  the  Baltimore  Taxicab  Association  and  is  only  in  the 
process  of  becoming  a  fully  operational  organization. 
The  President  of  TAM  is  Mr.  Lee  Klabans  (MU-5-1212). 
Mr.  Klabans  indicated  that  the  Association  currently  had 
no  private  regulatory  actions  over  its  membership,  nor 
did  it  contemplate  any  for  the  future.    The  sole  require 
ment  for  membership  in  the  organization  is  the  payment  0 
dues . 

There  is  also  a  national  taxicab  association  known  as 
International  Taxicab  Association  (ITA)  with  headquarter 
in  Chicago  ( 312-23^-8350 ) .     ITA  likewise  exercises  no 
regulatory  controls  over  its  membership,  except  for  -he 
sole  requirement  that  membership  dues  be  current. 


DRIVER'S  ASSOCIATION  OR  UNION:  None 
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2GULATING  AUTHORITIES: 

Montgomery  County  Council 

1.  Authority  to  make  public  regulations 

2.  Authority  to  conduct  public  hearings  on  regulations 

3.  Authority  to  impose  penalties  for  regulation  infractions 
h.  Authority  to  set  and  adjust  fares  and  rates 

5.  Authority  to  regulate  taxi  stands 

6.  irthority  to  regulate  vehicle  license  fees 

7.  Authority  to  regulate  limousine  service  certificate  fee 

8.  Authority  to  regulate  fees  for  operator's  I.D.  card 

9.  Authority  to  regulate  reciprocal  Jurisdictional  agreements 

I    Montgomery  Cc-mty  Department  of  Transportation 

1.  Inspection  of  vehicles 

2.  Inspection  of  business  and  dispatch  records 

3.  Processing  of  change  of  address  notices 

h.  Processing  of  notices  of  removal  of  vehicles  from  service 

5-  Assignment  of  vehicle  I.D.  number 

6.  Regulation  of  vehicle  color,  insignia,  and  cruising  lights 

7.  Inspection  of  taximeters 

8.  Inspection  of  driver's  trip  manifests 

9.  Regulation  of  group  riding 

10.  Processing  of  accident  reports 

11.  Regulation  of  taxicab  associations 

12.  Issuance  of  vehicle  licenses 

13.  Regulation  of  vehicle  insurance  and  surety  bonds 
lU.  Regulation  of  transfer  of  vehicle  license 

15.  Authority  to  suspend  or  revoke  vehicle  license 

16.  Hold  hearings  on  license  suspension  or  revocations 

17.  Issuance  of  limousine  service  certificates 

18.  Authority  to  suspend  or  revoke  limousine  service  certificates 

19.  Hold  hearings  on  suspension  or  revocation  of  limousine  service 

certificates 

20.  Issuance  of  operator  I.D.  cards 

21.  Authority  to  suspend  or  revoke  operator  I.D.  cards 

22.  Hold  hearings  on  suspension  or  revocation  of  operator  I.D.  cards 

I.  Montgomery  County  Environmental  Protection  Agency 


1.     Inspection  of  taximeters 
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IV.  Montgomery  County  Board  of  Appeals 

1.  Conducts  hearings  on  suspension  or  revocation  of  vehicle  licenses 

2.  Conducts  hearings  on  suspension  or  revocation  of  limousine  service 

certificates 

3.  Conducts  hearings  on  suspension  or  revocation  of  operator's  I.D.  ci 

V.  Montgomery  County  Taxicab  Service  Advisory  3oard 

1.     The  Committee  makes  recommendations  regarding  taxicab  service  and 
regulations.    Members  of  the  Committee  serve  at  the  pleasure  of 
the  County  Council  and  their  recommendations  are  strictly  advisor} 
in  nature. 

REGULATORY  CODS:    Montgomery  County  Code,  as  amended.     Article  I,  Sections 
106-1  —  1-6-3U;  Article  II,  Sections  106-35  —  106-51; 
Article  III,  Sections  106-52  —  106-62;  Article  IV, 
'■    Sections  106-63  —  106-79. 

RECENTLY  ENACTED  AND  PROPOSED  AMENDMENTS  TO  CCDS: 

On  March  8,  197^  the  County  Executive  approved  tvo  bills  passed  by  the 
County  Council,  7—73  and  75-73.    Bill  No.  "—73  amends  the  Code  to  allcv 
increased  passenger  rates  and  rates  for  waiting  time,  higher  hourly  rates, 
new  rates  for  additional  passengers,  new  rates  for  conveyance  of  suitcases, 
trunks,  grocery  bags,  and  other  parcels,  and  new  rates  for  the  pick  up  and/c 
delivery  service  performed  at  the  request  of  the  taxicab  hirer. 

Bill  No.  75-73  amends  the  Code  to  allow  for  group  riding  and  for  the 
conveyance  of  passengers  whose  trips  either  originate  or  terminate  at  dif- 
ferent locations.     Copies  of  these  bills,  along  with  a  statement  issued  by 
the  Montgomery  County  Executive,  James  Gleason,  in  connection  with  their 
passage,  are  enclosed.     (See  attachment  No.  2). 

In  addition,  legislation  has  been  introduced  which  would  repeal  that 
ehapter  of  the  Montgomery  County  Code  governing  the  licensing  and  operations 
of  taxicabs  and  limousines  and  re-enact  the  chapter  to  convey  certain  reguls 
tory  powers  and  functions  from  the  County  Council  to  the  County  Executive. 
Powers  to  be  transferred  would  include  the  authority  to  promulgate  rules  anc 
regulations  governing  the  licensing  and  operations  of  taxicabs  and  limousin* 
and  their  owners  and  operators;  to  provide  for  appeals  from  Department  de- 
cisions; to  limit  the  effect  of  the  enactment  with  respect  to  laws  of  the 
State  and  incorporated  municipalities  within  the  County;  to  provide  for  en- 
forcement of  the  provisions  of  the  chapter;  to  appeal  rights,  and  penalties 
for  violations;  and  to  establish  the  Taxicab  Service  Advisory  Committee.  A 
copy  of  this  proposed  legislation  is  enclosed.     (See  Attachment  No.  3. ) 
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There  is  currently  a  bill  before  the  Montgomery  County  Council  which 
would  increase  the  number  of  taxicab  licenses  allowed  in  the  County  from 
300  to  3^6.     That  bill,  1-7*+,  along  with  a  memorandum  from  the  Legislative 
Counsel  to  the  City  Council,  dated  January  4,  197^  is  enclosed.  (See 
Attachment  No.  U. ) 

SUMMARY  OF  REGULATORY  PROVISIONS  IN  CODE: 

Taxicab  and  Limousine  Regulations 
ARTICLE  I.     In  General 

Sec.  106-1 


Sec.  106-2 

Sec.  106-3 

Sec.  106-4 

Sec.  106-5 

Sec.  106-6 

Sec.  106-7 

Sec.  106-8 

Sec.  106-9 

Sec.  106-10 

Sec.  106-11 

Sec.  106-12 

Sec.  106-13 

Sec.  106-lU 

Sec.  106-15 

Sec.  106-16 

Sec.  106-17 

Sec.  106-18 

Sec.  106-19 

Sec.  106-20 


Definitions 
Enforcement  of  Chanter 


Chap-er  in  addition  to  State  law;  regulations  of  municipalities 
viz-iji  county;  taxicabs  from  other  jurisdictions. 

Du~  cf  Owners  to  comply  with  chapter  and  other  laws. 

Inspections  generally 

Semiannual  inspections  of  mechanical  condition 

Owners  and  operators  to  give  notice  of  change  of  address 

Conduct  of  business  by  owners  generally 

Procedure  when  vehicle  removed  from  service 

Retirement  of  vehicles,  maintenance  and  repair 

Numbering 

Doors ?  lettering;  color 
Cruising  lights 

Seat  upholstery  and  door  panels 
Taximeters  required 
Fare  rates 

Duty  to  accept  and  convey  passengers 
Passenger  receipts 
Failure  of  passenger  to  pay  fare 
Trin  records 
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Sec. 

106-21 

Display  of  "off-duty"  card 

Sec . 

Only  operator  and  passengers  nermitted  in  vehicle  while  in 
service;  exception 

Sec. 

106-23 

Majcimum  number  of  passengers 

Sec. 

106-24 

Groun  riding 

Sec. 

106-25 

Stands  and  call  boxes  generally 

Sec. 

106-26 

Parking  in  stands 

Sec. 

106-27 

Pariin^  to  solicit  business 

Sec. 

106-23 

H-_rs  zt  Operation 

Sec. 

106-29 

Possession  of  alcoholic  beverage  by  coerator  prohibited 

Sec. 

106-30 

Prios  to  be  made  by  nest  direc"  route 

Sec. 

106-31 

Accident  reoorts 

Sec. 

106-32 

Responsibility  of  owners  as  00  operators 

Sec. 

106-33 

Associations 

Sec. 

106-34 

Penalty  for  violations  of  ehacter;  injunctive,  etc.,  relief 

ARTICLE  II.     Vehicle  License 

Sec. 

106-35 

Required 

Sec. 

106-36 

Application 

Sec. 

106-37 

Fee 

Sec. 

106-38 

Certificates  to  be  furnished  by  applicant 

Sec. 

106-39 

Insurance  required  of  applicant 

Sec. 

106-U0 

One  license  only  for  each  taxicab 

Sec. 

10  6- 1+1 

State  registration  required  orior  to  issuance 

Sec. 

106-42 

Issuance  or  renewal  prohibited  as  to  certain  persons 

Sec. 

106-1+3 

Issuance;  maximum  number  permitted;  waiting  list;  rights 
of  heirs,   of  deceased  licensee 
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Sec. 

106- 

Display- 

Sec. 

IO6-U5 

Duplicates 

Sec. 

106- 1+6 

Transferability 

Sec. 

IO6-U7 

Expiration;  renewal 

Sec. 

106-U8 

Revocation  or  suspension  grounds 

Sec. 

IO6-U9 

Same  —  Notice  and  hearing 

Sec. 

106-50 

Sane  —  when  effective;  surrender 

of  license 

Sec. 

106-51 

Appeals  from  denial,  revocation  or  suspension 

Sec. 

106-52 

Required 

Sec. 

106-53 

Sec. 

106-5^ 

Application 

Sec. 

106-55 

Fee 

Sec. 

106-56 

Issuance  or  renewal  prohibited  as 

to  certain  persons 

Sec. 

106-57 

Nontransferability 

Sec. 

106-58 

Expiration  renewal 

Sec. 

106-59 

Expiration  renewal 

Sec. 

106-60 

Same  —  Notice  and  hearing 

Sec. 

106-61 

Same  —  when  effective;  surrender 

of  certificate 

Sec. 

106-62 

Appeals  from  denial,  revocation  0: 

•  suspension 

ARTICLE  IV.    Operator's  Identification 

Card 

Sec. 

106-63 

Required 

Sec. 

106-6U 

Application 

Sec. 

106-65 

Applicant  to  furnish  physician's  certificate 

Sec. 

106-66 

Applicant  to  furnish  fingerprints 

and  photographs 

Sec. 

106-67 

Examination  of  applicant 

Sec. 

106-68 

Issuance  or  renewal  prohibited  as 

to  certain  persons 
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Sec.  106-69 

Sec.  106-70 

Sec.  106-71 

Sec.  106-72 

Sec.  106-73 

Sec.  106-7** 

Sec.  106-75 

Sec.  106-76 

Sec.  106-77 

Sec.  106-78 

Sec.  106-79 


Fee 


Display 

Transfer  prohibites 

Permitting  use  by  other  persons  prohibited 

Duplicates 

Expiration 


P.eiro  cation  or  sus  pens  ion  —  grounds 
Same  —  Notice  and  hearing 


(See  .Attachment  No.  1  for  relevant  sections  of  the  Montgomery  County  Code, 
amendments,  and  proposed  amendments  thereto) 
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REGULATION  OF  TAXI CAB  INDUSTRY  —  STATS  Q?  VIRGINIA 


RESPONDENTS:      Ambrose  R.  Woodroff,  Esquire 
Assistant  Attorney  General 
State  of  Virginia 
(80U-770-3308) 

REGULATING  AUTHORITIES: 

I.  State  Corporation  Commission 

1.  Regulates  conveyance  of  alcoholic  beverages  in  taxicabs 

2.  Regulates  transfer  and  disposal  of  vehicles  damaged  by  water 

3.  Requires  State  registration  fees  for  vehicles  used  to  transport 

passengers 

1+.    Sets  age  limits  for  drivers  of  passenger-carrying  vehicles 

5.  Regulation  cf  local  licensing  of  vehicles 

6.  Issuance  of  permits  for  cross-jurisdicticnal  taxicab  travel 

7.  Delegation  of  powers  relating  to  licenses,  operation  of  taxi 

stands,  general  operations,  and  penalties  for  violations, 
to  local  Jurisdictions 

II.  Division  of  Motor  Vehicles 

1.    The  Division  of  Motor  Vehicles  has  jurisdiction  over  the  regis- 
tration of  all  carriers  throughout  the  State,  including  taxi- 
cabs  . 

REGULATORY  CODE:    Code  of  Virginia  (1950)  as  amended,    Sec.  13.1-50; 

15.1-892,  k-lk,  1+6.1-6U.1,  U6.I-IU9,  1+6. 1-170,  1+6.1- 

353,  56-273,  56-27U,  56-27I+,  56-291.1,  56-291. k,  56-291.5, 

56-291.6,  56-291.7,  56-291.8,  56-291.8:1. 

SUMMARY  OF  REGULATORY  PROVISIONS  IN  CODE: 

ARTICLE  3.    Formation  of  Corporations 

Sec.  13. 1-1+8  Incorporators 


Sec.  13. 1-50      Special  kinds  of  business 


Sec. 

15.1-892 

Use  for  transportation  and  utilities; 

removal  and  alteration 

of  facilities  and  equipment;  Demits 

and  changes. 

Sec. 

h.lh 

Carrying  alcoholic  beverages  in  motor 

vehicles  trans  nor  tint? 

passengers  for  hire. 

Sec. 

1+6.1- 
61+. 1 

Information  required  upon  transfer  of 

taxicabs  or  vehicles 

damaged  by  water 
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ARTICLE  9.     Fees  for  Registration 

Sec.  1+6.1-1U9    Fees  for  vehicles  designed  and  used  for  transportation  of 

passengers;  weights  used  for  computing  fees,  burden  of  proof 

ARTICLE  1.     General  Provisions 

Sec.  k6. 1-170    Age  limits  for  drivers  of  public  passenger-carrying  vehicles 

Sec.  h6. 1-353    Localities  may  not  require  licenses  except  for  taxicabs; 

prosecutions  for  operation  of  vehicle  without  license 
or  while  suspended. 

ARTICLE  1.     In  General 

Sec.  56-273  Definitions 

Sec.  56-274       Vehicles  excluded  from  operation  of  chapter, 

ARTI CLE  k*l    Taxicabs  Generally 

56-291.1    Permit  required  for  taxicab  service;  fee 

ARTICLE  4.2    Taxicabs  in  Certain  Counties  and  Towns 

56-291.4    License  and  payment  of  license  tax  may  be  required 

56-291.5    When  license  may  not  be  required 

56-291.6    Qualifications  of  operators;  stands 

56-291.7    Regulation  of  rates  and  of  general  operations 

56-291.8    Penalty  for  violation  of  provisions  of  article 

56-291.8:1      Taxicabs  in  counties  with  population  between  42,000  and  45. 

Chapter  lU.l 

Refunds  of  Certain  Fuel  Taxes  to  Urban 
and  Suburban  Bus  Lines 

58-757.01  Who  entitled  to  refund;  records  to  be  kept;  applications;  time 
for  filing;  applicability  of  other  laws  as  to  refunds;  condi- 
tions to  be  shown  by  taxicab  services 

(See  attachments  for  relevant  sections  of  the  Virginia  Code) 


Sec. 

Sec. 
Sec. 
Sec. 
Sec. 
Sec. 
Sec. 


Sec. 
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REGULATION  OF  TAXICAB  INDUSTRY  —  STATS  OF  MARYLAND 


RESPONDENTS:     John  F.  Oster,  Esquire 

Assistant  Attorney  General 
(301-383-3737) 

Mr.  Joseph  Giardina 
Director  of  Transportation 
State  Public  Services  Commission 
(301-333-237^) 

REGULATING  AUTHORITIES : 

I.      State  Public  Services  Commission 

1.  Issuance  cf  Certificates  of  Public  Convenience  and  Necessity 

2.  Regular icn  of  taxicab  identification  signs 

3.  Regulation  of  service  routes  of  inter- jurisdictional  taxicab  carriers 
k.     Receive  service  recommendations  from  State  Traffic  and  Highway  Board 

5.  Regulation  of  fares  for  inter- jurisdictional  taxicab  carriers 

6.  Regulation  of  insurance  and  surety  bond  requirements  for  inter- 

jurisdictional taxicab  carriers 

7.  Authority  to  require  financial  and  other  reports  from  inter- 

jurisdictional taxicab  carriers 

8.  Process  complaints  against  carriers 

9.  Conduct  hearings  in  connection  with  complaints  against  carriers 
10.    Delegation  of  authority  to  localities  to  license,  tax  and  regulate 

taxicabs  and  public  haclcmen 

REGULATORY  CODE:    Annotated  Code  of  Maryland,  Article  12,  Sections  29^-317; 
Article  23B,  Sections  21-24.  - 

SUMMARY  OF  REGULATORY  PROVISIONS  IN  CODE: 

TITLE  II. 


Compact  Regulatory  Provisions 


ARTICLE  XII. 

Sec. 

29b 

Transportation  Covered 

Sec. 

295 

Definitions 

Sec. 

296 

General  duties  of  carriers 

Sec. 
'Sec. 

297 
298 

Certificates  of  public  convenience 

and  necessity,  routes 

}  and  services 

Schedule  of  f ares ?  regulations  and 

practices 
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Sec.  299  Power  of  Commission  to  prescribe  fares,  regulations  and  practices 

Sec.  300  Through  routes,  joint  fares 

Sec.  301  Taxi  cab  fares 

Sec.  302  Security  for  protection  of  public 

Sec.  303  Accounts,  records  and  reports j  depreciation 

Sec.  304  Issuance  of  securities  by  carriers 

Sec.  305  Consolidations;  mergers  and  acquisition  of  control 
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ARTICLE  78.     Taxi cab  Compaq ie s 
Sec.  U5  Permits 
Sec.  k6  Identification 
Sec.  U7      Insurance  or  Bond 

(See  attachments  for  relevant  sections  of  the  Annotated  Code  of  Maryland. 
Also  enclosed  are  -hose  sections  of  the  Code  relating  to  the  Washington 
Metropolitan  Area  Transit  Authority  Compact ) 


James  McGrath 
Analyst  in  American  National  Government 
Government    and    General  Research  Division 
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THE  LIBRARY  OF  CONGRESS 

Congressional  Research  Service 


WASHINGTON,  D.C.  20540 


June  19,  1975 


TO:  The  Honorable  Charles  C.  Diggs,  Jr. 

Attention:     Nelson  Rimensnyder 

FROM:  James  P.  McGrath,  Analyst 

Government  and  General  Research  Division 
(Frederick  L.  Scott,  Assistant  Division  Chief) 

SUBJECT:    Regulation  of  the  Taxicab  Industry  in  Washington,  D.C. 

The  enclosed  report  is  in  response  to  your  request  for  an 
analysis  of  the  above  subject. 

The  report  approaches  the  subject  of  taxicab  regulation 
in  the  District  of  Columbia  from  a  number  of  different  angles.  Public 
regulatory  procedures  are  set  forth  in  detail.     Public  regulation  is 
then  compared  with  private  regulatory  efforts  and  with  the  advisory 
roles  of  public  interest  groups  regarding  regulation  of  the  industry. 

The  District  of  Columbia  taxicab  industry  and  its  regulatory 
structure  is  next  compared  with  that  of  suburban  jurisdictions. 
Special  attention  is  devoted  to  perceived  shortcomings  in  agency 
regulation  and  enforcement  activities. 

The  report  closes  with  recommendations  for  regulatory  reform 
and  improvements  from  three  important  public  sources. 

The  report  was  compiled  from  information  provided  by  public 
and  private  respondents,  all  of  whom  were  interviewed  either  in  person 
or  by  telephone.    All  respondents  are  identified  in  the  report. 
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Important  information  was  also  obtained  by  reference  to 
the  following  reports  and  documents: 

1.  The  Mayor's  Taxicab  Service  Task  Force  Report 

2.  Minutes  of  the  Citizens  Traffic  Board 

3.  Correspondence  from  the  Chairman  of  the  Hackers' 
License  Appeal    Board  to  the  Chairman  of  the  D.C. 
Public  Service  Commission 

Copies  of  all  the  above  documents  are  enclosed. 

I  hope  this  report  will  be  useful  to  the  Committee  in  its 

deliberations.     If  I  can  be  of  any  further  assistance,  you  may  contact 

me  at  426-5821. 


69-312  O  -  76  -  16 
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I.  INTRODUCTION 

The  taxicab  industry  in  Washington,  D.C.   is  a  very  significant  industry 
indeed.     It  employs  thousands  of  people  and  earns  gross  revenues  of  approxi- 
mately $80,000,000  annually.  1/      As  a  very  significant  public  utility,  it 
conveys  thousands  of  passengers  every  day  to  all  parts  of  the  District  of 
Columbia  and  elsewhere  throughout  the  metropolitan  area.     The  industry  is 
also  a  highly  regulated  one,  with  as  many  as  seven  city  government  agencies, 
and  one  inter-state  compact  agency  engaged  in  some  form  of  regulatory  con- 
trol over  it,  as  will  be  described  elsewhere  in  this  report.     In  addition  to 
being  regulated  by  many  governmental  bodies,  the  industry  is  closely  scru- 
tinized by  several  public  and  private  interest  groups,  all  of  which  have  a 
vested  interest  —  as  will  be  shown  —  in  the  overall  operations  of  the 
industry,  either  from  the  standpoint  of  regulation,  service  or  profit,  or 
all  three.    Despite  certain  similarities  with  suburban  regulatory  codes, 
regulation  of  the  taxicab  industry  in  Washington  is  far  different  from  that 
in  the  suburban  jurisdictions. 

The  taxicab  industry  in  Washington  has  generated  considerable  contro- 
versy and  has  been  plagued  with  many  long-standing  and  serious  problems. 
These  problems  have  engaged  the  interest  and  concern  of  a  number  of  presti- 
gious bodies  who  have  studied  the  industry  in  great  detail  from  a  number 
of  different  vantage  points.     The  most  recent  study  was  made  by  a  blue-ribbon 
task  force  set  up  by  the  Mayor.     The  upshot  of  that  study  is  a  body  of 
recommendations  for  improved  regulation  and  improved  general  operation  of 

_1/  Drivers  average  25  hours  of  work  a  week  at  $5.00  per  hour  average. 
There  are  12,023  drivers  in  Washington."    Figures  provided  by  the  D.C.  Public 
Service  Commission  and  the  Department  of  Motor  Vehicles. 


236 


CRS  -  2 

the  industry.     The  taxicab  industry  has  also  been  the  subject  of  Congres- 
sional hearings  as  recently  as  1973,  a  fact  which  underscores  the  continued 
Federal  interest  in  all  regulatory  matters  promulgated  by  the  District 
Government,  including  those  pertaining  to  the  taxicab  industry.  This 
report  will  attempt  to  provide  some  focus  on  all  of  these  matters  and  to 
explore  some  of  the  complexities  of  a  rather  complex  subject. 
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IX.     DESCRIPTION  OF  THE  TAXICAB  INDUSTRY  IN  WASHINGTON 

In  May  of  1973  the  House  Committee  on  the  District  of  Columbia  con- 
ducted hearings  which  considered  various  District  of  Columbia  matters 
including  questions  involving  the  local  taxicab  industry.  21  Specifically, 
the  Committee  considered  whether  or  not  to  permit  the  use  of  taxicab 
meters  in  Washington,  and  whether  or  not  to  reduce  the  number  of  part-time 
drivers  in  an  effort  to  improve  service.    During  the  course  of  these 
hearings  several  public  figures  as  well  as  private  individuals  testified 
or  submitted  statements  about  different  aspects  of  taxicab  regulation  in 
Washington  and  about  problems  affecting  the  industry  and  the  general 
public.     Among  those  testifying  was  the  Chairman  of  the  Committee,  the 
Hon.  Charles  C.  Diggs,  Jr.     From  these  hearings  there  emerged  a  very 
detailed  survey  of  the  state  of  the  industry  in  Washington. 

In  1973  there  were  9,276  registered  taxicabs  in  the  City  of  Washington, 
and  there  were  11,563  licensed  cab  drivers,  or  a  taxicab  force  equivalent 
to  that  serving  the  City  of  New  York.  3/  In  197A,  the  number  of  registered 
taxicabs  had  risen  to  9,460  and  the  number  of  licensed  drivers  to  12,023.  4/ 
Most  of  the  taxicabs,  however,  are  driver-owned  vehicles,  as  opposed  to 

2/  U.S.  Congress.     House.     Committee  on  the  District  of  Columbia. 
Subcommittee  on  Revenue  and  Financial  Affairs.     To  Authorize  Certain  Pro- 
grams and  Activities  of  the  Government  of  the  District  of  Columbia,  and 
for  other  Purposes.    Hearings,  93rd  Congress,  1st  session.    May  17  and  22, 
1973.    Washington,  U.S.  Govt.  Print.  Off.,  1973.     167  p. 

3/  Ibid.,  p.  2. 

4/  Figures  from  the  files  of  the  Public  Vehicles  Division,  D.C. 
Department  of  Motor  Vehicles,  as  provided  by  respondent,  Mr.  Charles  E. 
Morgan,  Chief  of  Department. 
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being  owned  by  a  taxicab  company  or  the  operator  of  a  taxicab  fleet.  5/ 
This  is  a  crucial  difference  between  the  industry  in  Washington  and  that 
in  most  other  major  American  cities.     In  effect,  this  means  that  most 
taxicab  drivers  in  the  District  of  Columbia  are  small  businessmen,  instead 
of  paid  employees.     There  are,  of  course,  some  taxicab  companies  in  Wash- 
ington which  maintain  company-owned  vehicles.    Yellow  Cab  Company  is  one 
such  example,  although  the  number  of  company-owned  vehicles  in  the  Yellow 
Cab  fleet  is  quite  small  in  comparison  to  independently  owned  and  operated 
vehicles  which  use  the  Yellow  Cab  Company  colors  as  a  franchise.    Of  the 
1050  vehicles  displaying  Yellow  Cab  Company  insignia,  only  AO  are  company- 
owned.     Of  1100  drivers  operating  vehicles  displaying  Yellow  Cab  Company 
insignia,     only  80  are  actually  company  employees,  the  rest  being  indepen- 
dent operator  "franchisees" of  the  company.  _6/ 

Approximately  85%  of  all  Washington  taxicabs  are  operated  on  a  part- 
time  basis  and  their  independent  owner-operators  are  generally  employed 
on  a  full-time  basis  elsewhere.  ]_/    Approximately  95%  of  all  taxicab 
drivers  in  the  District  of  Columbia  are  District  residents.  j$/    The  true 
dimensions  of  the  taxicab  industry  in  Washington  can  best  be  seen,  first 

_5/  U.S.  Congress.    House.     Committee  on  the  District  of  Columbia. 
Subcommittee  on  Revenue  and  Financial  Affairs.     To  Authorize  Certain 
Programs  and  Activities  of  the  Government  of  the  District  of  Columbia, 
and  for  Other  Purposes,  p.  69. 

6/  Figures  from  the  files  of  Yellow  Cab  Company  as  provided  by 
respondent,  Mr.  James  Tepe,  Vice  President  and  General  Manager. 

V  U.S.  Congress.     House.     Committee  on  the  District  of  Columbia. 
Subcommittee  on  Revenue  and  Financial  Affairs.    To  Authorize  Certain 
Programs  and  Activities  of  the  Government  of  the  District  of  Columbia, 
and  for  Other  Purposes,  p.  2. 

8/  Ibid. 
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by  making  a  national  comparison,  and  tfien  By  making  a  local  comparison. 
On  a  national  basis,  there  are  more  licensed  cab  drivers  in  Washington 
D.C.  per  capita  than  there  are  in  any  other  city  in  the  United  States.  9/ 
Locally,  with  only  some  1700  taxicabs  operating  in  all  suburban  juris- 
dictions combined',  _10/  the  District  of  Columbia  with  9460  taxicabs  in 
operation,  has  more  than  five  times  their  total  number.    Taxicabs  in 
Washington  transport  over  184,000  passengers  per  24-hour  period.  The 
figure  assumes  2300  cabs  operating  per  hour,  transporting  4  passengers  per 
hour,  18  hours  full  utilization  and  8  hours  one-half  utilization.  11/ 
Four  radio-dispatched  taxicab  companies  in  the  District  complete  301,000 
telephone-call  dispatches  a  month.  12/  In  addition,  District  taxicabs 
routinely  transport  passengers  for  health  and  welfare  agencies  located  in 
Washington.    Approximately  3800  passengers  per  month  are  transported  for 
the  D.C.  Department  of  Human  Resources,  and  2100  passengers  per  month  for 
the  Veterans  Administration.  13/ 

District  taxicab  drivers  drive  their  vehicles  approximately  4.33  hours 
per  day,  14/  and  realize  approximately  $5.00  per  hour  for  their  efforts. 

97  Crosby,  Thomas.     [Only  Montgomery  Bars  Criminals  as  Hackers] 
Washington  Star,  March  16,  1975:  p.  Al. 

10/  Figures  provided  by  regulatory  authorities  in  each  of  the  suburban 
jurisdictions  show  the  following  numbers  of  taxicabs:    Alexandria,  352; 
Prince  Georges  County,  450;  Montgomery  County,  300;  Fairfax  County,  135; 
Arlington  County,  434. 

11/  U.S.  Congress.    House.     Committee  on  the  District  of  Columbia. 
Subcommittee  on  Revenue  and  Financial  Affairs.     To  Authorize  Certain  Programs 
and  Activities  of  the  Government  of  the  District  of  Columbia,  and  for  Other 
Purposes,  p.  69. 

12/  Ibid. 

13/  Ibid. 

14/  Ibid. ,  p.  2. 
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Individual  owner-operators  of  taxicabs  in  the  District  average  an  invest- 
ment of  between  $5000  and  $6000  in  their  vehicles,  for  an  aggregate  figure 
of  some  $15,000,000.  15/    Most  taxicabs  in  Washington  do  not  maintain 
radio-operated  vehicles,  and  therefore  cannot  be  dispatched  for  telephone- 
service  calls.  16/    Because  the  use  of  meters  in  D.C.  taxicabs  was  prohibited 
by  provisions  contained  in  the  annual  Congressional  Appropriations  Bill 
for  the  District  of  Columbia,  District  taxicabs  operate  on  a  zone-fare 
basis . 

The  taxicab  industry  in  the  District  of  Columbia  is  regulated  by  the 

following  agencies,  as  outlined  in  Section  TV  of  this  report: 

Public  Service  Commission 
Metropolitan  Police  Department 

Department  of  Motor  Vehicles  (Public  Vehicle  Division) 
Department  of  Highways  and  Traffic 
Department  of  Insurance 

Washington  Metropolitan  Area  Transit  Commission 
Hackers'    License  Appeal  Board 
Office  of  the  Secretariat 

Other  public  and  private  interest  bodies  which  maintain  at  least  a  watch-dog 

overview  of  the  taxicab  industry  include  the  following: 

Taxicab  Industry  Group 
Citizens  Traffic  Board 
Office  of  Consumer  Affairs 
Office  of  People's  Counsel  (PSC) 

The  positions  of  these  groups  with  respect  to  current  taxicab  operations  in 

the  District  of  Columbia  will  be  described  in  Sections  V  and  VI  of  this 

report . 


15/  Ibid.,  p .  69 ; 
16/  Ibid. 
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III.     IDENTIFICATION  OF  KEY  PROBLEMS  OF  THE  TAXICAB  INDUSTRY  IN  THE 
DISTRICT  OF  COLUMBIA 

The  taxicab  industry  in  Washington,  D.C.  has  long  been  beset  with  a 
number  of  serious  problems.    Many  citizens  take  an  extremely  negative 
view  of  taxicab  operators  per  se,  viewing  them  as  surly,  dishonest,  and 
unreliable  as  a  class.    Many  of  these  attitudes  stem  from  past  negative 
experiences  with  individual  drivers  on  certain  occasions,  and  this  has 
easily  generalized,  in  many  instances,  to  a  blanket  criticism  and/or 
condemnation  of  the  industry.     Citizen  complaints  against  operators  have 
familiar  patterns  and  recurrences.     Citizens  frequently  find  it  impossible 
to  hail  a  cab  during  rush  hours  in  the  morning  and  the  evening,  even  though 
there  may  be  a  plethora  of  cabs  available  at  non-peak  travel  times;  citizens 
frequently  find  it  viturally  impossible  to  obtain  taxicab  service  to  points 
in  far  Northeast  and  far  Southeast:  citizens  are  frequently  passed  by 
multiple  empty  cabs  for  no  apparent  reason;  citizens  are  purposely  avoided 
by  drivers  who  are  obviously  seeking  a  group  fare  or  a  run  to  the  airport; 
citizens  are  frustrated  by  long  delays  and  frequent  non-arrivals  on  telephone- 
dispatched  cabs;  handicapped  citizens,  particularly  those  on  crutches  or 
wheel-chair  bound,  are  frequently  subject  to  blatant  discrimination  and 
avoidance  by  available  cabs;  citizens  who  are  successful  in  hailing  a  cab 
are  frequently  subjected  to  abusive  language  and/or  snide  comments  when 
seeking  service  from  downtown  to  Capitol  Hill.     These  are  only  some  of  the 
very  familiar  litany  of  citizen  complaints  against  the  industry  and  its 
drivers.     Of  far  more  serious  consequence  are  citizen  concerns  about  basic 
security  and  safety.    Recent  allegations  about  the  supposedly  high  incidence 
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of  D.C.  taxi  drivers  who  have  been  convicted  of  felonies  or  serious  mis- 
demeanors has  raised  public  concern.     Some  estimates  claim  that  as  many 
as  350  individuals  with  felony  convictions  are  currently  driving  taxicabs 
in  the  District.     The  Chairman  of  the  Hackers'  License  Appeal  Board  has 
publicly  conceded  that  drivers  convicted  of  felonies  or  misdemeanors  may 
nonetheless  have  their  permits  renewed  if  the  Board  so  decides.  17/ 

Drivers,  of  course,  have  problems  of  their  own,  and  some  of  them,  not 
least,  with  the  public.    As  was  brought  out  at  the  Congressional  hearings 
held  in  1973,  average  earnings  at  the  time  of  $3.02  per  hour  simply  could 
not  support  a  man  with  a  family  on  the  basis  of  a  AO-hour  or  even  50-hour 
work  week.     That  hourly  rate  looked  especially  paltry  when  compared  with 
the  $4.64  starting  rate  for  Metro  bus  operators,  a  sister  utility.  Inflation 
has  struck  the  drivers  a  particularly  cruel  blow  in  the  matter  of  gasoline 
cost  inflation,  particularly  when  gasoline  is  the  most  basic  commodity  of 
the  industry. 

If  the  matter  of  security  is  of  considerable  concern  to  the  citizen, 
it  is  also  high  on  the  agenda  of  driver  worries.     If  citizens  need  to  be 
protected  from  some  drivers,  it  is  also  abundantly  clear  that  drivers 
need  to  be  protected  from  some  citizens.    While  criminal  assaults  on  drivers 
have  not  reached  proportions  existing  in  some  other  major  American  cities, 
taxicab  driving  in  Washington  is  not  viewed  as  a  low  risk  occupation.  Hazards 
facing  the  driver  are  further  borne  out  by  the  startling  statistic  that 
taxicabs  are  seven  times  more  likely  to  be  involved  in  a  motor  vehicle 

17/  Crosby,  Thomas.   [Crime  Records  Block  Taxi  Licenses.] 
Washington  Star,  March  13,  1975,  p.  A5 . 
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accident  than  are  other  types  of  vehicles.  18/    Another  problem  —  from 
the  point  of  view  of  the  drivers,  at  least  —  is  what  they  perceive  to 
be  unduly  harsh  police  enforcement  of  petty  regulations  sometimes  to  the 
point  of  alleged  harassment.    One  particularly  irksome  complaint  drivers 
level  against  the  riding  public  concerns  citizen  abuse  of  radio-dispatched 
service,  or  more  specifically,  citizens  who  call  two  or  more  companies 
for  a  radio-dispatched  cab,  take  the  first  one  that  arrives,  and  leave 
other  drivers  searching  for  a  non-existent  fare. 

There  is  the  perennial  problem  faced  by  the  industry  of  whether  meters 
should  be  employed  in  place  of  the  zone-fare  system.     Congress  has  expressed 
a  negative  attitude  on  the  subject  of  meters  in  general  and  in  the  past 
has  even  opposed  studies  to  determine  the  relative  merits  of  a  metered 
system  over  a  zone  system.     For  some  40  years  the  annual  Appropriations 
Bill  for  the  District  of  Columbia  contained  express  provision  against  con- 
version to  taxicab  meters  and  against  authorization  of  any  studies  on  the 
subject  whatsoever.     The  problem  is  further  compounded,  not  in  the  least, 
by  the  fact  that  a  great  many  drivers  themselves  appear  to  be  opposed  to 
the  use  of  taxicab  meters. 

The  picture  that  emerges  from  this  confused  constellation  of  problems 
is  of  an  industry  heavily  regulated  on  paper,  but  rather  slightly  so  in 
fact. 


18/  Statistic  supplied  by  Amalgamated  Casualty  Insurance  Company, 
the  largest  underwriter  of  taxicab  liability  insurance  in  Washington. 
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IV.     PUBLIC  REGULATION  OF  THE  TAX I CAB  INDUSTRY  IN  WASHINGTON,  D.C. 


A.     D.C.  Public  Service  Commission: 

Respondents:     Douglas  N.  Schneider,  Jr. 

Transportation  Systems  Coordinator 
District  of  Columbia  Government 
(629-4117) 

Linus  Deeny,  Esquire 
General  Counsel 

D.C.  Public  Service  Commission 
(727-3048) 


The  Public  Service  Commission  exercises  primary  jurisdiction  with 
respect  to  the  regulation  of  all  public  utilities  in  the  District  of 
Columbia,  including  the  taxicab  industry. 


Summary  of  Basic  Regulatory  Functions: 

1.  Responsibility  for  all  rate-making  and  rule-making  provisions 
applicable  to  the  taxicab  industry  (Subject  to  D.C.  Council  approval) 

2.  Authority  to  enforce  all  rules  and  regulations  pertaining  to  the 
operation  of  taxicabs  in  the  District  of  Columbia  (Enforcement 
authority  has  been  delegated  largely  to  the  Metropolitan  Police 
Department,  the  Department  of  Motor  Vehicles,  and  to  other  agen- 
cies, in  fact. 

3.  Authority  to  determine  the  level  of  and  the  maintenance  of 
insurance  sinking  funds  which  some  taxicab  companies  and  associ- 
ations are  allowed  to  maintain  as  self-insurance.  19/ 

Public  Service  Commission  regulatory  authority  over  all  public  utilities 

including  taxicabs  is  expressed  in  Title  43,  D.C.  Code,  §§  111,  201,  202, 


19/  Insurance  regulation  of  the  industry  is  divided  between  the  PSC 
and  the  D.C.  Department  of  Insurance.     The  latter  sets  minimum  rates  per- 
taining to  individual  policies  for  cab  drivers.     In  those  instances  where 
taxi  companies  or  associations  maintain  their  own  self-insurance  sinking 
funds,  the  maintenance  level  of  the  fund  is  monitored  and  regulated  by  the 
PSC. 
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301  et  seq.    Authorities  contained  in  the  Code  grant  the  PSC  expressed  or 
implied  regulatory  power  over  all  aspects  of  taxicab  operation  in  the 
District  of  Columbia,  including  matters  pertaining  to  civil  or  criminal 
complaint  against  taxicab  owners  and/or  operators.     Because  of  certain 
ambiguities  in  the  law,  it  appears  that  certain  statutory  authorities 
relating  to  the  licensing  of  motor  vehicles  were  never  explicitly  granted 
to  the  PSC  but  have  always  reposed  with  the  city  government.    Despite  this 
ambiguity,  the  PSC's  preeminent  regulatory  position  in  all  matters  affecting 
taxicabs,  including  licensing,  has  long  been  recognized.     In  practical 
terms,  however,  actual  regulation  of  the  taxicab  industry  is  delegated  by 
the  PSC  and  is  carried  out  by  several  different  departments  and  agencies 
of  the  city  government,  and  most  notably  by  the  Metropolitan  Police  Depart- 
ment and  the  Public  Vehicle  Division  of  the  Department  of  Motor  Vehicles. 
One  major  delegation  of  PSC  regulatory  authority  over  taxicabs  and  other 
motor  vehicles  took  place  in  July  of  1969.     In  an  effort  to  simplify 
taxicab  regulatory  procedures  and  functions,  the  PSC  relinquished  all 
substantial  controls  over  licensing  to  the  Department  of  Motor  Vehicles.  20/ 
The  delegation  of  regulatory  authority  from  the  PSC  to  the  DMV  was  effected 
through  PSC  Order  No.  5415,  dated  December  24,  1969,  which  states  in  rele- 
vant part: 

"The  Commission  deems  it  desirable  to  simplify  taxicab 
and  other  public  vehicle  administrative  and  operational  pro- 
cedures; to  centralize  taxicab  and  other  public  vehicle  ad- 
ministrative and  operational  functions  through  a  "one-stop 
shopping"  concept;  to  increase  the  service  rendered  to  the 


20/  The  PSC  continues  to  receive  applications  for  licensing  for 
routed  buses.     These  applications  are  processed  only  in  the  most  nominal 
form  —  routine  classifications  —  and  then  transmitted  directly  to  the 
DMV  for  final  action. 
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taxicab  and  other  public  vehicle  industries;  and  to  support 
the  District  of  Columbia's  program  to  increase  taxicab  and  other 
public  vehicle  enforcement  activities.     The  Commission  there- 
fore designates  the  Director  of  the  Department  of  Motor  Vehicles 
as  its  agent  in  administering  the  following  functions: 

1.  Preparing  and  administering  taxicab  licensing 
procedures ; 

2.  Maintaining  taxicab  insurance  files; 

3.  Controlling  insurance  sticker  issuance; 

4.  Determining  and  controlling  the  issuance  of  color 
combinations  to  company  and  association  fleets; 

5.  Enforcing  regulations  concerning   company  and 
association  fleet  designations;  and 

6.  Preparing  and  administering  funeral  car,  ambulance, 
and  tour  bus  licensing  procedures." 


In  order  to  insure  an  effective  and  orderly  transition  of  this  regulatory 
authority  to  the  DMV,  the  PSC  published  its  intention  to  provide  adequate 
support  to  the  DMV  for  its  increased  regulatory  responsibility  over  taxi- 
cabs  and  other  motor  vehicles.     The  order  further  states: 


"The  Commission  will  transfer  the  necessary  positions, 
personnel,  funding,  equipment,  and  records  on  January  1,  1970, 
to  the  Director  of  the  Department  of  Motor  Vehicles  so  that  he 
may  carry  forth  his  designated  role  as  agent  for  taxicab  and 
other  public  vehicle  administrative  and  operational  functions." 


All  rules  and  regulations  affecting  the  operation  of  taxicabs  in 
the  District  of  Columbia  are  codified  in  Title  14  of  the  D.C.  Rules  and 
Regulations.     These  are  published  in  the  D.C.  Register  Special  Edition 
which  also  contains  a  complete  listing  of  PSC  procedural  rules  and  regu- 
lations . 
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PSC  rule-making  and  rate-making  policies  are  determined  in  accordance 
with  provisions  in  the  Administrative  Procedures  Act  of  1946  (U.S.C.  Title 
V  §§  551-559).     In  actual  fact  there  have  been  few,  if  any,  basic  changes 
in  rules  governing  taxicab  operation  in  the  District  of  Columbia  since 
1914.    Rate-making  cases  have  come  before  the  Commission  on  a  periodic 
basis  over  the  years,  the  most  recent  instance  occurring  in  December  1973, 
when  individual  and  group  riding  rates  were  adjusted  upward  to  their 
present  levels.     Because  of  provisions  contained  in  the  Administrative 
Procedures  Act,  the  distinction  between  PSC  rule-making  and  rate-making 
procedures  has  virtually  disappeared.    Under  presently  existing  procedures, 
rate-making  cases  are  by  definition  rule-making  occasions. 

The  process  for  filing  any  taxicab  rate  case  before  the  PSC  is 
essentially  the  same  as  that  involving  any  utilities'  case.    Rate  increase 
applications  may  be  filed  by  an  industry-wide  spokesman  or  an  individual 
taxicab  driver.  21/    The  Taxicab  Industry  Group,  an  informal  non- incorporated 
organization  representing  most  of  the  taxicab  fleets  and  individual  owner- 
operators  in  the  city,  is  one  group  which  in  the  past  has  petitioned  the 
Commission  for  rate  increases  for  taxicabs. 

Notice  of  proposals  for  rule-making  procedures  (i.e.,  rate-making) 
before  the  PSC  must  be  published  in  the  D.C.  Register  once  applications 

21/  One  landmark  case  which  has  been  before  the  Commission  for  three 
years  involves  the  application  of  one  Irving  Schlaifer,  a  District  taxicab 
driver  and  chairman  of  the  so-called  Emergency  Taxicab  Committee.  Schlaifer's 
application  calls  for  a  major  change  in  the  current  zone  system  and  the 
implementation  of  a  mileage  rate  system.    While  other  spokesmen  for  the 
industry  filed  petitions  to  intervene  in  this  case,  some  in  support  of 
Schlaifer  and  others  in  opposition,  Schlaifer  is  viewed  as  something  of 
a  "loner"  in  this  controversial  petition,  and  has  not  succeeded  in  generating 
significant  support  for  his  position. 


69-312  O  -  76  -  17 
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for  such  procedures  have  been  fried.     Thirty  days  public  notice  must  be 
given  by  the  PSC  for  any  proposed  changes  in  rules  affecting  the  operation 
of  taxicabs  or  any  other  public  utility  in  the  District  of  Columbia.  Any 
interested  party  who  wishes  to  make  comments  on  proposed  rule-changes, 
originate  a  petition  before  the  board,  or  intervene  in  a  pending  case  will 
be  heard.     Public  notices  put  out  by  the  PSC  summarize  views  of  parties 
wishing  to  be  heard  before  the  Board.     In  some  instances  applications  before 
the  Board  are  published  verbatim. 

Prior  to  the  onset  of  proceedings  before  the  board,  a  pre-hearing 
conference  is  held  at  the  PSC  for  the  purpose  of  considering  all  proposals 
and  narrowing  the  issues  to  be  considered  in  the  case.     Attendees  at 
these  pre-hearing  conferences  include  PSC  Commissioners,  Commission  staff, 
petitioners,  those  who  wish  to  intervene  in  the  case,  and  other  members 
of  the  public  who  wish  to  be  heard.  The  first  issue  to  be  resolved  at 
this  pre-hearing  conference  is  to  determine  whether  petitioners  have 
sufficient  standing  to  intervene  in  a  given  case  before  the  Board.  Histor- 
ically speaking,  virtually  all  petitioners  have  been  granted  approval  to 
intervene  in  taxicab  rate  cases  before  the  Board. 

Upon  conclusion  of  the  pre-hearing  Conference  and  resolution  of 
procedural    issues  considered  therein,  the  Board  issues  a  formal  Hearing 
Order.     The  Order  sets  the  hearing  date,  lists  those  petitioners  who  were 
granted  approval  to  intervene  in  the  case,  defines  the  issues  to  be  heard 
in  the  case,  and  sets  out  procedural  dates,  such  as  the  deadlines  for  filing 
pre-hearing  documents,  and  the  like. 

Hearings  in  connection  with  rate  increase  cases  for  taxicabs  have  two 
distinct  phases.     In  the  first  phase  of  the  hearing,  the  basic  issues  are 
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sharply  defined.    Questions  about  an  owner-operator's  overall  revenues 
and  expenses  must  first  be  determined,  and,  upon  a  reliable  resolution 
of  these  questions,  a  determination  of  what  is  an  equitable  rate  of  return 
for  owners  and/or  operators  must  also  be  determined.     The  second  phase 
of  the  hearing  is  devoted  to  a  consideration  of  the  best  means  to  imple- 
ment changes  in  the  existing  rules  if  findings  in  phase  one  of  the  hearings 
so  warrant. 

One  of  the  most  difficult  aspects  of  resolving  questions  pertaining 
to  revenues-expenses  and  the  determination  of  appropriate  income  levels 
for  taxicab  owner-operators  in  rate  cases,  is  the  fact  that  the  principal 
basis  for  determining  income  has  been  driver  manifests.     Past  Commission 
rate  cases  have  shown  the  unreliability  of  driver  manifests  as  a  measure 
of  actual  income.     Prior  to  the  1973  taxicab  rate- increase  case,  the 
Commission  directed  the  Taxicab  Industry  Group  to  undertake  a  driver-manifest 
study  in  order  to  determine  the  average  rate  of  return  per  hour  for  taxi 
drivers.     The  Taxicab  Industry  Group  instructed  its  fleet-operator  members 
and  its  individual  owner-operator  members  to  deliver  driver  manifests  on 
a  systematic  basis  to  the  Group  in  order  to  be  analyzed.    Upon  completion 
of  the  study  which  involved  some  500  driver  manifests,  the  Taxicab  Industry 
Group  submitted  their  findings  to  the  PSC.     The  PSC  promptly  rejected  these 
findings  and  recommendations  because  of  the  generally  poor  quality  of  the 
manifests  relied  upon.     The  PSC  found  wholesale  discrepancies  in  these 
manifests,  ranging  from  inaccuracy  to  illegibility.     The  PSC  staff  then 
decided  to  undertake  its  own  study  to  resolve  this  issue,  and  retained 
the  services  of  17  taxicab  drivers.    Drivers  were  carefully  chosen  in  order 
to  eliminate  problems  connected  with  incomplete,  inaccurately  recorded, 
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or  totally  Illegible  manifests.    Drivers  were  carefully  screened  for 
intelligence,  trustworthiness,  and  handwriting  legibility.     In  addition, 
in  order  to  deal  with  the  alleged  vested  interest  cab  drivers  have  in 
understating  income,  drivers  were  paid  $15  per  day  to  participate  in 
this  study.     The  Drivers  were  carefully  instructed  about  the  crucial 
importance  of  submitting  manifests  which  gave  actual  mileage  and  actual 
zones  started  or  completed.     In  order  to  determine  the  cost  of  maintaining 
a  cab  for  one  year,  the  PSC  study  group  relied  on  government  studies 
showing  the  cost  of  maintaining  different  classes  of  motor  vehicles  for 
one  year.     Target  income  levels  were  determined  by  reference  to  U.S. 
Government  statistics  on  comparable  employment,  such  as  bus  drivers,  etc. 
The  PSC  study  group  used  computers  to  analyze  all  data  collected.  The 
upshot  of  this  study  and  other  determining  criteria  used,  was  a  20% 
authorized  increase  in  taxicab  rates. 
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B.    Metropolitan  Police  Department 

Respondent:     Captain  Brian  G.  Traynor,  Director 
Operations  Branch,  Traffic  Division 
Metropolitan  Police  Department 
(626-2000) 

Summary  of  Basic  Regulatory  Functions 

1.    General  Enforcement  of  all  taxicab  regulations  promulgated  by  the 
Public  Service  Commission 

The  Metropolitan  Police  Department  maintains  a  small  uniformed  staff 
to  enforce  on-street  vehicle  regulations  as  they  relate  to  taxicab  oper- 
ation.    Informally  known  as  "hack  inspectors,"  the  group  comprises  six 
officers  of  equal  rank  with  a  police  sergeant  in  change.    This  enforce- 
ment power,  however,  is  shared  with  all  other  Metropolitan  Police  officers, 
since  each  officer  is  charged  with  enforcing  D.C.  taxicab  regulations 
along  with  their  more  specific  duties  and  assignments.    Police  hack  in- 
spectors have  a  considerably  greater  enforcement  capability  over  taxicabs 
than  do  ordinary  Metropolitan  police  officers,  however,  particularly  when 
it  comes  to  policing  the  more  sophisticated  regulations  such  as  those 
pertaining  to  inter-jurisdictional  violations  and  certain  illegal  forms 
of  destination  solicitation  (hawking  passengers  to  bus  terminals,  etc.). 
Police  "hack  inspectors"  operate  out  of  the  Public  Vehicle  Enforcement 
Section  of  the  Traffic  Division  of  the  Police  Department.     The  six-member 
force  divides  its  time  into  two  work  shifts  ranging  from  7  a.m.  to  11  p.m. 

Regulations  are  enforced  through  the  issuance  of  citations.  Citations 
are  issued  for  a  wide  variety  of  infractions.     Some  of  the  most  common  are 
as  follows: 
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Refusal  to  transport  a  passenger 
Unsanitary  vehicles 
Unlicensed  hackers 
Overcharging 

Overcrowding  at  taxi  stands 
Missing  I.D.  Card 
Failure  to  maintain  manifests 
Missing  insurance  sticker 

Hack  inspectors  also  enforce  sight-seeing  regulations  when  taxicabs 
are  used  primarily  to  convey  sight-seers.     Sight-seeing  regulations  fall 
into  two  classes,  A  and  B.     Class  A  sight-seeing  regulations  pertain  to 
vehicles  which  originate  and  terminate        sight-seeing  tours  within  the 
District  boundaries.     Class  B  regulations  pertain  to  vehicles  which  originate 
sight-seeing  tours  outside  the  District  lines  but  confine  the  major  touring 
operations  within  the  District. 

Citation  cases  may  be  tried  in  Superior  Court;  few,  however,  go  to 
trial  since,  as  in  the  case  of  minor  traffic  offenses,  the  driver  is  per- 
mitted to  post  and  forfeit  collateral.     The  amount  of  collateral  required 
ranges  usually  from  $5  to  $10,  depending  upon  the  offense.    Minor  citations 
are  not  brought  to  the  attention  of  the  Department  of  Motor  Vehicles  or 
made  part  of  the  driver's  record.     In  those  cases  involving  serious  offenses 
such  as  passenger  assault,  or  the  like,  notification  is  sent  to  the 
Department  of  Motor  Vehicles  and  are  made  part  of  the  driver's  record. 

One  measure  of  the  work-load  of  the  hack  inspectors  can  be  obtained 
by  reference  to  departmental  statistics  for  the  month  of  October  1974. 
During  that  month  hack  inspectors  issued  a  total  of  360  citations.  22/ 
The  most  common  were  as  follows: 

22/  Report  of  the  Mayor's  Taxicab  Service  Task  Force,  December  1974, 

p.  5. 
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Charge  Number  of  Citations 

1.  Failure  to  keep  manifests  up  to  date  119 

2.  Failure  to  carry  I.D.  Card  54 

3.  No  Insurance  Sticker  43 

4.  Charges  relating  to  customer  service  65 
(refusal  to  transport,  etc.) 
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C.     D.C.  Department  of  Motor  Vehicles  (Public  Vehicles  Division); 

Respondent:  Charles  E.  Morgan,  Chief 
Public  Vehicles  Division 
Department  of  Motor  Vehicles 

Summary  of  Basic  Regulatory  Functions 

1.  Preparing  and  administering  taxicab  licensing  procedures 

2.  Preparing  and  administering  taxicab  titling  procedures 

3.  Administering  taxicab  driver  licensing  and  identification 

4.  Inspection  of  taxicabs 

5.  Administering  taxicab  passenger  complaint  procedures  (referrals  for 

hearings  to  the  Hackers'  License  Appeal  Board) 

6.  Certifies  insurance  coverage  on  vehicles  through  issuance  of  stickers 

7.  Authority  to  determine  the  colors  that  taxicabs  and  police  vehicles 

use 

8.  Authority  to  enforce  regulations  concerning  company  and  association 

fleet  designations 

9.  Maintains  taxicab  insurance  files  —  Notifies  Metropolitan  Police 

Department  when  insurance  has  lapsed  so  that  vehicle  may  be  removed 
from  the  streets. 

10.     Processing  the  disposition  of  lost  and  found  items  in  taxicabs 

Licensing,  Registration  and  Inspection  of  Taxicabs 

Taxicab  driver  applicants  must  pass  a  specially  designed  written  test 
in  order  to  qualify  as  a  cab  driver  in  Washington.     In  addition  to  being 
tested  in  operating  rules  and  knowledge  of  traffic  regulations,  the  pro- 
spective licensee  is  also  tested  on  his  knowledge  of  the  taxicab  rate 
structure  in  the  District,  taxicab  zones  of  travel,  and  on  geographic 
locations  in  general.    The  DMV  believes  that  licenses    should  not  be 
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issued  to  applicants  when  there  is  reason  to  Believe  that  the  license 

would  be  contrary  to  the  "health,  safety,  and  welfare  of  the  District 

of  Columbia,"  and  routinely  denies  requests  for  renewal  of  a  hacker's 

license  when  applicant  is  convicted  of  a  crime. 

Upon  initial  and  formal  approval  by  the  Public  Service  Commission, 

applications  for  vehicle  registration  are  sent  to  the  Department  of  Motor 

Vehicles  for  actual  processing.    When  drivers  elect  to  become  taxicab 

operators,  and  upon  deciding  which  taxicab  company  or  fleet  he  intends 

to  join,  he  must  fiirst  have  the  colors  or  insignia  of  that  company 

displayed  on  his  vehicle.    If  he  is  an  independent;  he  must  display  colors 

and  insignia  designated  for  identification  of  independent  vehicles. 

The  driver  must  then  obtain  an  insurance  sticker  for  his  vehicle,  either 

by  application  to  the  taxicab  company,  which  is  empowered  to  award  them, 

or  by  independent  application  to  the  Department  of  Motor  Vehicles.  All 

of  these  preliminary  measures  are  required  Before  the  vehicle  is  considered 

for  actual  registration.    At  this  point  the  vehicle  must  be  taken  to  a 

motor  vehicle  inspection  station  for  complete  mechanical  inspection.  If 

the  vehicle  passes  all  inspection  criteria  and  is  certified  safe  by 

the 

inspecting  officers,  the  taxicab  then  receives/official  PSC  licensing  stamp 
on  the  vehicle's  certificate  of  identification  and  ownership.  Inspection 
approval  notices  are  simultaneously  sent  to  Taxicab  company  offices  or 
fleet  associations  or  to  the  addresses  of  independent  operators.     The  driver 
may  then  apply  for  his  license  tags  and  registration  certificate  from  the 
vehicle  registration  section  of  the  DMV.     If  all  other  requirements  are 
fulfilled,  these  are  issued  without  delay. 
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Taxicabs  are  inspected  twice  a  year.     These  inspections  are  consider- 
ably more  stringent  than  those  scheduled  for  ordinary  motor  vehicles, 
particularly  with  respect  to  examination  of  brakes  and  other  safety  equip- 
ment . 

Administration  of  Complaint  Procedures  Against  Taxicabs 

By  order  of  the  Commissioner  No.  69-670,  the  Public  Vehicle  Division 
of  the  D.C.  Department  of  Motor  Vehicles  is  designated  to  receive  all 
complaints  levelled  against  taxicab  operators  and  companies  for  whatever 
reason.     The  director  of  the  division,  Charles  E.  Morgan,  reviews  all 
complaints  received  relating  to  the  operation  of  taxicabs  and  all  other 
public  vehicles.     The  director  evaluates  complaints  on  the  basis  of 
seriousness  and  urgency,  and  determines  which  complaints  must  be  handled 
immediately  and  which  may  be  processed  in  a  more  routine  fashion.  Complaints 
involving  allegations  of  very  serious  driver  misconduct  and/or  criminality, 
i.e.,  charges  of  rape,  assault,  etc.,  are  immediately  referred  to  the 
Public  Vehicle  Services  Specialist  who  must  notify  the  Hackers'  License 
Appeal  Board  at  once,  and  process  the  necessary  documents  to  forward  the 
case  to  the  Board,     whenever  received,  complaints  are  formally  recorded 
in  a  DMV  log  book.     Complainants  must  then  document  the  complaint  in  writing 
to  the  D.M.V.   CD.C  Code,  Title  32,  Section  10,  Section  705(b)).  Positive 
identification  of  the  driver  involved  in  the  complaint  is  made  either 
through  tracing  the  license  tags  of  the  vehicle,  or  if  it  is  a  fleet 
vehicle,  by  contacting  the  company  to  determine  the  driver  on  duty  at  the 
time  of  the  complaint.    When  the  driver  is  positively  identified,  he  is 
notified  of  the  complaint  by  the  DMV  and  summoned  to  appear  at  the  Public 
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Vehicle  Division  Office.     The  complaint  is  read  to  him  in  full  and  the 
driver  is  required  to  file  a  written  explanation  of  his  version  of  the 
circumstances  surrounding  the  complaint  situation.     The  driver  must 
also  deliver  a  photostatic  copy  of  his  daily  driving  manifest  showing 
his  record  of  operations  at  the  time  the  complaint  occurred.     The  complain- 
ant is  then  sent  a  notice  by  the  DMV  requesting  information  about  where 
and  when  complainant  may  be  contacted  and  asking  complainant  to  contact 
the  Department.    When  contacted  by  complainant,  the  Department  conveys 
the  substance  of  the  driver's  response  to  the  complainant  and  inquires 
whether  the  complainant  wishes  to  pursue  the  matter  further.     If  the  com- 
plainant is  satisfied  with  the  driver's  response,  the  process  concludes 
at  this  point.     If  the  complainant  is  not  satisfied  with  the  driver's 
explanation,  and  demands  further  satisfaction,  the  matter  is  designated 
for  the  attention  of  the  Hackers'  License  Appeal  Board.    At  this  point 
the  Public  Vehicles  Division  of  the  Department  of  Motor  Vehicles  assembles 
all  statements  and  documents  received  in  connection  with  the  complaint  case 
into  a  formal  dossier,  forwards  the  file  to  the  Hackers'  License  Appeal 
Board,  and  requests  that  the  Board  schedule  a  formal  hearing  on  the  com- 
plaint.    The  DMV  does  not  make  referrals  of  complaints  involving  criminal 
matters  to  the  courts;  some  complaints  forwarded  to  the  HLAB  may  be 
pending  trial  in  Superior  Court,  however. 

The  DMV  has  compiled  figures  on  the  number  of  complaints  against 

taxidrivers  processed  by  its  Public  Vehicles  Division.     The  Department 

probably 

concedes,  however,  that  the  f igures/ref lect  only  one- third  the  number  of 
complaints  actually  received    since  the  majority  of  complainants  become 
discouraged  by  the  need  to  document  the  complaint  in  writing.    A  breakdown 
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of  DMV  formally  processed  complaints  against  taxlcab  operators  Is  shown 
in  Table  1,  below. 


Table  1.  Complaints  Received  by  the  DMV  Against  Taxicab  Operators 
in  the  District  of  Columbia  Pursuant  to  DMV  Regulations, 
1970-1974  23/ 


Year  Number  of  Complaints 

1970  299 

1971  476 

1972  529 

1973  525 

1974  362  24/ 


Agency  Composition  and  Workload 

The  Public  Vehicles  Division  of  the  D.C.  Department  of  Motor  Vehicles 
has  a  full-time  staff  of  13,  including  its  director,  Mr.  Charles  E.  Morgan. 
Six  members  of  the  staff  are  public  vehicle  supervisors  who  assist  in 
day-to-day  operations,  including  the  processing  of  all  licenses,  the 


23/  Figures  from  the  files  of  the  Public  Vehicles  Division,  D.C. 
Department  of  Motor  Vehicles,  as  provided  by  respondent,  Mr.  Charles  Morgan, 
Chief  of  Department. 

24/  The  DMV  credits  the  drop  off  in  complaints  processed  in  1974 
not  to  any  radical  improvement  in  driver  behavior  because  of  increased 
enforcement  standards,  but  to  public  apathy  generated  by  a  blitz  of 
news  stories  documenting  the  futility  of  complaining  about  taxicab  ser- 
vice and  driver  misconduct.     Alleged  laxity  and  undue  leniency  of  the 
Hackers'   License  Appeal  Board  in  adjudicating  taxicab  complaints  was 
highlighted  in  these  news  stories.     The  DMV  states  that  the  HLAB  has 
in  the  past  meted  out  severe  penalties  in  connection  with  complaints 
against  driver  misconduct  and  that  the  Department's  case  load  in  those 
years  showed  a  corresponding  drop-off. 
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accounting  of  all  financial  transactions,  and  the  completion  of  all 
general  administrative  functions  of  the  office.     There  is  one  public 
vehicle  specialist  who  is  an  expert  on  departmental  regulations  and  the 
interpretation  thereof.     This  individual  is  responsible  for  administering 
operator  examinations,  reviewing  applications  to  determine  the  need  for 
any  criminal  investigation,  conducting  general  background  investigations, 
and  discussing  policy  development  and  implementation  with  the  director 
of  the  division.     Two  members  of  the  staff  are  responsible  for  administering 
PSC-approved  procedures  for  vehicle  licensing,  processing  applications 
for  vehicle  insurance,  issuing  insurance  stickers  to  companies  for  dis- 
bursement to  drivers,  and  issuing  some  20,000  tour-bus  permits  issued 
every  year.     Two  members  of  the  staff  are  clerk- typists  who  assist  in 
supervising  drivers'  applications  for  licenses,  including  all  over-the- 
counter  applications.     They  are  responsible  for  checking  all  applications 
for  accuracy  and  completeness.     They  also  receive  lost  and  found  items 
retrieved  from  taxicabs  and  other  public  vehicles  and  serve  as  in-take 
personnel  for  minor  public  complaints.    One  member  of  the  staff  serves 
as  cash  clerk.     This  individual  receives  all  fees  deposited  at  the  PVD 
for  operator  licenses,  and  accounts  for  all  monies  received. 

Prior  to  December  1969  when  the  Public  Vehicles  Division  was  created, 
as  many  as  33  individuals  were  employed  elsewhere  within  the  Department 
of  Motor  Vehicles  simply  to  handle  the  various  functions  and  collective 
work-load  that  the  Public  Vehicles  Division  currently  performs.  The 
current  work  load  of  the  division  is  considered  extremely  heavy  by  the 
director,  who  describes  his  staff  as  "greatly  overburdened"  with  the  volume 
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of  business.     The  director  expressed  a  need  for  additional  personnel 
to  assist  in  regulation  enforcement  and  complaint  processing. 

The  Public  Vehicles  Division,  DMV,  has  compiled  figures  on  its  overall 
work  load  for  the  years  1971  through  1974.     These  statistics  show  the  volume 
of  applications  processed  and  other  services  provided  by  the  Division  over 
this  four-year  period.     The  figures  are  given  in  Table  2,  below. 

Table  2.     Public  Vehicle  Division,  DMV,  Workload:  25/  Driver  Licenses, 
Vehicle  Licenses,  Exams  for  I.D.  Card,  and  Lost  and  Found 
Volume  for  1971-1974  26/ 

Driver                   Vehicle                   Exams  Lost  and 
Year                Licenses               Licenses                For  Found  Items 
 Issued  Issued  I.D.  Card  Processed 


1971 
1972 
1973 
1974 


10,242 
11,802 
11,402 
12,023 


10,762 
10,928 
9,736 
9,460 


4,202 
5,040 
4,589 
5,697 


1,139 
1,356 
1,376 
1,372 


25/  Figures  from  the  files  of  the  Public  Vehicles  Division,  D.C.  Depart- 
ment of  Motor  Vehicles,  as  provided  by  respondent,  Mr.  Charles  Morgan,  Chief 
of  Department . 

26/  The  table  fails  to  reflect  certain  other  dimensions  of  the  workload 
devolving  on  the  Public  Vehicles  Division.     Considerable  time  must  be 
devoted  to  purging  files  to  eliminate  drivers  who  fail  to  renew.     The  division 
also  devotes  a  considerable  amount  of  time  to  the  problems  posed  by  foreign 
drivers.     The  division  cooperates  with  the  Bureau  of  Immigration  and  Naturali- 
zation to  insure  that  all  foreign  drivers  have  necessary  credentials  and 
papers.     The  division  is  also  required  to  enforce  the  standards  set  forth  in 
work  permits  issued  by  the  Bureau  of  Immigration  and  Naturalization. 
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D.    D.C.  Department  of  Highways  and  Traffic  (DHT) 

Respondent:      Mr.  Jack  Hartley 

Assistant  Director 
629-4715 

Summary  of  Basic  Regulatory  Functions 

1.  Authority  to  determine  locations  for  taxicab  stands  as  part  of  its 
traffic  engineering  responsibilities 

2.  Authority  to  approve  taxi  use  of  bus  traffic  lanes 

The  D.C.  Department  of  Highways  and  Traffic  reviews  all  applications 
for  renewal  of  existing  taxicab  stands  and  establishment  of  new  stands,  upon 
completion  of  traffic  engineering  studies,  and  consultation  with  taxicab 
industry  groups  and  drivers.     Applications  for  new  stands  are  constantly 
received  by  the  Department,  which  then  carefully  evaluates  them,  giving 
special  consideration  to  proposed  locations  which  will  serve  the  public 
interest  and  generate  greater  revenue  for  drivers.    When  proposed  stands 
are  in  conflict  with  bus  zones,  loading  zones  for  private  business,  or 
abutments  belonging  to  private  citizens,  DHT    seeks  the  cooperation  and 
approval  of  the  parties  concerned  before  acting  upon  the  request  for  a  new 
stand. 

Authorizations  for  taxicab  use  of  bus  lanes  follow  a  more  complex  pro- 
cedure.    Upon  application  for  such  use,  the  DHT  conducts  a  feasibility  study 
which  surveys  traffic  volume  in  the  bus  lanes  and  the  volume  of  taxicab 
use  in  those  areas.     If  the  proposed  use  of  certain  bus  lanes  by  taxis 
appears  to  be  warranted,  then  the  DHT  promulgates  a  new  regulation  to  that 
effect  and  upon  approval  by  the  PSC  and  the  Mayor's  office,  it  is  then 
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published  for  30  days  in  the  D.C.  Register.  If  after  30  days  there  is 
significant  opposition  to  the  proposed  new  regulation  granting  taxicab; 
the  use  of  bus  lanes,  the  regulation  goes  into  effect  and  is  posted. 
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E.    D.C.  Department  of  Insurance  (DPI) 


Respondents:     Mr.  Max  Wallach 
Director 

D.C.  Department  of  Insurance 
629-4514 

Mr.  Charles  Hoelzer 
President 

Amalgamated  Casualty  Insurance  Co. 
Washington,  D.C.  547-8700 


Summary  of  Basic  Regulatory  Functions 


1.  Authority  to  set  terms  and  conditions  on  policies  of  liability  insurance 
for  taxicabs  (Pending  approval  by  D.C.  Council) 

2.  Regulation  of  those  insurance  companies  which  offer  taxicab  liability 
insurance  in  the  District  of  Columbia.    Minimum  liability  insurance 
amounts  are  set  by  statute  (Title  14,  Sec.  410.2,  D.C.  Rules  and 
Regulations) . 


The  above  referenced  title  governing  required  levels  of  insurance 

coverage  in  D.C.  states  in  relevant  part: 

"Every  insurance  policy,  bond,  or  sinking  fund  shall 
be  conditioned  for  the  payment  of  any  judgment  recovered 
against  the  owner  of  any  vehicle,  the  limit  of  liability 
on  any  one  judgment  to  be  $10,000  for  bodily  injury  or 
death  and  $5,000  for  damage  to  property,  and  on  all  judg- 
ments recovered  upon  claims  arising  out  of  the  same  subject 
of  action  the  limit  of  liability  shall  be  $20,000  for 
bodily  injury  or  death  and  $5000  for  damage  of  property,  to 
be  apportioned  ratably  among  the  respective  creditors 
according  to  the  amount  of  the  owner's  legal  obligations 
to  them." 


Drivers  of  taxicabs  and/or  owner-operators  may  purchase  taxicab 
liability  insurance  on  a  weekly  basis,  and  pick  up  their  authorized  insurance 
sticker  every  other  week  from  insurance  companies  authorized  to  underwrite 
taxicab  liability  insurance  in  the  District  of  Columbia  or  from  taxicab 


69-312  O  -  76  -  18 


264 


CRS  -  30 

companies  who  purchase  the  stickers  in  advance  for  disbursement  to  drivers. 
Companies  authorized  to  underwrite  taxicab  liability  insurance  in  the  Dis- 
trict of  Columbia  are  as  follows: 

Amalgamated  Casualty  Insurance  Co.  27/ 
Abbey  Casualty  Insurance  Co. 
Columbia  Mutual  Insurance  Co. 

In  addition,  certain  taxicab  companies  operating  in  the  District  of 
Columbia  maintain  self-insurance  coverage  through  the  use  of  company  held 
sinking-funds  for  liability  insurance  purposes.     The  required  levels  of 
these  sinking  funds  are  regulated  by  the  PSC. 

Companies  underwriting  taxicab  liability  insurance  in    the  District 
of  Columbia  must  have  their  authorization  renewed  annually  by  the  Depart- 
ment of  Insurance.     They  are  also  prohibited  from  underwriting  risk  policies 
which  exceed  10%  of  their  surplus  capital.     The  DOI  characterized  these 
companies  as  small  in  size  and  not  too  strong  financially.     The  DOI  examines 
the  insurance  underwriting  companies  every  year  for  solvency  and  for 
ethical  business  practices.     In  addition,  each  company  is  required  to  submit 
a  financial  statement  to  DOI  annually. 

The  President  of  Amalgamated  Insurance  characterized  liability  insurance 
underwriting  for  taxicabs  in  the  District  as  "a  losing  business."  He 
complained  that,  unlike  New  York  and  other  large  cities,  where  insurance 
rates  are  computed  on  the  basis  of  overall  costs  and  a  fair  rate  of  return 
for  policy  writers,  insurance  rates  in  the  District  of  Columbia  are  controlled 

27/  Amalgamated  is  by  far  the  largest  of  the  three  companies  and  under- 
writes more    of  the  taxicab  liability  insurance  policies  than  the  other  two 
companies  combined.    Amalgamated  also  underwrites  taxicab  liability  insurance 
in  Maryland,  where  it  insures  approximately  800  drivers. 
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by  the  Superintendent  of  Insurance  and  the  D.C.  City  Council.     Rate9  in  the 
District  are  set  arbitrarily  according  to  Amalgamated,  a  situation  which 
results  in  a  loss  for  the  companies  in  the  District.     In  order  to  obtain 
an  increase  in  rates,  companies  must  petition  the  DOI  and  the  Council. 
This  has  historically  been  a  futile  task,  according  to  Amalgamated,  because 
insurance  rate  hikes  are  rarely  granted,  and  when  they  are,  they  are 
woefully  inadequate  and  long  delayed. 

Insurance  company  officers  generally  do  not  appear  before  the  PSC 
in  connection  with  rate  increase  cases,  although  the  President  of  Amalgamated 
has  appeared  on  infrequent  occasions  at  the  request  of  the  Taxi  Industry 
Group,  when  the  latter  petitioned  the  Board  for  an  increase  in  driver  rates. 
On  those  occasions  he  recalled  providing  testimony  about  the  cost  of 
purchasing  or  repairing  taxicab  vehicles,  costs  of  maintenance,  and  injuries 
and  hospitalization. 

The  President  of  Amalgamated  decried  what  he  called  the  arbitrarily 
low  level  of  liability  policy  cost  in  the  District.    He  compared  this  figure 
with  costs  for  similar  insurance  coverage  in  New  York  and  Baltimore  where 
rates  supposedly  reflect  a  more  accurate  picture  of  actual  liability  insur- 
ance cost.    A  comparison  of  taxicab  liability  insurance  rates  in  the  Dis- 
trict with  that  in  suburban  jurisdictions  and  elsewhere  in  the  United 
States,  shows  that  District  rates  are  indeed  far  less.     Table  3,  on  the 
following  page,  set  forth  these  figures. 
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Table  3.     Taxicab  Liability  Insurance  Rates  28/  for 
Selected  Jurisdictions  29/ 

Jurisdiction  Rate 


District  of  Columbia 

$338 

Montgomery  County 

$1151 

Prince  Georges  County 

$  1315 

Fairfax  County 

$800 

Baltimore 

$2000 

New  York  City 

$  2500 

28/  Taxicab  liability  insurance  rates  generally  reflect  the  fact 
that  taxicabs  are  involved  in  seven  times  as  many  automotive  accidents 
as  any  other  vehicle  on  the  highway,  according  to  the  President  of 
Amalgamated  Insurance  Company  in  Washington.    Despite  these  high  accident 
ratios,  however,  cancellation  of  taxicab  insurance  policies  in  Washington 
is  a  relatively  rare  occurrence.     In  1974,  Amalgamated  cancelled  only  20 
taxicab  liability  insurance  policies. 

29/  Sources:    The  figures  for  Baltimore  and  New  York  were  provided 
by  Amalgamated;  figures  for  Washington  and  suburban  jurisdictions  were 
obtained  by  reference  to  the  1973  Hearings  of  the  House  Committee  on 
the  District  of  Columbia,    p.  69. 
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F.     Washington  Metropolitan  Area  Transit  Commission 

Respondent:      Mr.  William  McGilvery 

Assistant  Executive  Director 

Washington  Metropolitan  Transit  Commission 

(331-1671) 

Summary  of  Regulatory  Functions 

1.     Regulation  of  inter- jurisdictional  taxicab  rates 

The  Commission's  authority  to  regulate  inter-jurisdlctional  taxicab 
rates  extends  solely  within  the  boundaries  of  the  Commission  Compact  area. 
Those  boundaries  include  Washington,  D.C.,  Alexandria,  Falls  Church, 
Arlington  County,  Fairfax  County,  the  Dulles  Airport  sector  of  Loudon 
County,  Montgomery  County  and  Prince  Georges  County.    WMATC's  powers  are 
strictly  prescribed  insofar  as  pre-emptive  action  is  concerned.  Unlike 
the  intra- jurisdictional  authorities,  ft  can  neither  authorize  nor  prevent 
taxicab  travel  under  any  circumstances.    Once  a  taxicab  has  crossed  a 
jurisdictional  boundary  within  the  compact,  however,  WMATC's  regulatory 
powers  over  rates  comes  into  being. 

Since  all  Maryland  and  Virginia  cabs  determine  fares  by  meters, 
WMATC  has  adopted  the  meter  rate  prescribed  in  the  given  local  jurisdiction 
as  the  inter-state  rate  for  cabs  licensed  in  that  jurisdiction.  For 
Washington,  D.C.  cabs,  WMATC  prescribes  a  mileage  system  rate,  which  is 
based  roughly  on  the  average  meter  rate  charged  by  surrounding  juris- 
dictions.   Washington  cabs  travelling  inter-state  are  authorized  by  the 
WMATC  to  charge  70C  for  the  first  mile  and  30C  for  each  additional  one- 
half  mile  or  fraction  thereof,  thereafter.     Extra  passenger  rates  authorized 
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by  WMATC  are  a  flat  20c  per  passenger,  for  all  taxicabs  in  all  jurisdictions, 
regardless  of  what  the  extra  passenger  rate  may  be  intra-state.  WMATC 
assigns  one  employee,  a  rate  supervisor,  to  effect  its  regulatory  enforce- 
ment authority  over  taxicabs  travelling  interstate. 

WMATC's  position  with  respect  to  adequate  taxicab  insurance  is  similar 
to  its  position  on  passenger  rates.     In  short,  the  local  rate  governs. 
If  the  vehicle  has  adequate  insurance  to  travel  intra-state,  it  has  adequate 
insurance  to  travel  interstate. 

Administration  of  Complaint  Procedures  Against  Taxicab  Operators  Travelling 
Inter-State. 

Complainants  against  taxi  operators  travelling  inter-state  must  state 
their  complaint  in  writing.     Upon  receipt  of  a  written  complaint,  WMATC 
will  investigate  the  complainant's  allegation  against  the  driver.     The  vast 
majority  of  WMATC  received  complaints  involve  overcharges.    WMATC  will 
process  only  overcharge  cases,  and  not  cases  involving  driver  misconduct. 
Cases  involving  the  latter  are  referred  to  appeal  boards  in  the  licensing 
jurisdiction.      Given  a  driver's  identification  number,  or  some  other 
identifying  symbol,  WMATC  attempts  to  locate  the  driver  through  the  appro- 
priate licensing  jurisdiction.     Once  identified,  the  driver  is  requested 
to  contact  WMATC  and  the  Commission  investigator  explains  the  allegation 
to  him.    WMATC  attempts  to  resolve  complaints  immediately.    WMATC's  experience 
has  been  that  most  complaints  involve  overcharge,  and  that  most  of  these 
involve  driver  error  and  are  not  deliberate.    WMATC  asks  the  driver  to  make 
direct  restitution  to  the  complainant  via  money  order.     If  the  driver  agrees, 
direct  payment  is  made  to  the  passenger,  the  money  order  receipt  is  forwarded 
to  WMATC,  for  placement  in  the  complaint  file,  and  the  case  is  closed.  In 
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those  cases  where  the  driver  is  non-cooperative,  or  where  the  complaint 
turns  into  matters  other  than  overcharge,  the  case  is  referred  to  the 
appeals  board  or  other  regulatory  authority  in  the  home  jurisdiction  which 
has  responsibility  for  processing  complaints  against  taxi  drivers.  WMATC 
recalled  one  case  involving  a  D.C.  licensed  driver.     The  case  could  not  be 
resolved  at  the  WMATC  level  and  was  subsequently  sent  on  to  the  Hackers' 
License  Appeal  Board  in  Washington.     The  HLAB  declined  to  hear  the  case, 
according  to  WMATC,  and  sent  it  on  to  the  D.C.  Corporation  Counsel's  office 
for  an  opinion  as  to  jurisdiction  and  disposition.    WMATC  has  no  further 
information  as  to  the  ultimate  disposition  of  the  case. 

WMATC  has  compiled  figures  on  the  number  of  written  complaints  it  has 
received  over  a  four  month  period,  or  from  December  1974  through  March  1975. 
Table  4  sets  forth  these  figures. 

Table  4.    Written  Complaints  Received  by  WMATC  Regarding 

Taxicab  Operators  Travelling  Interstate  —  12/74-3/75  30/ 

Month  Number  of  Cases  31/ 

December  1974  16 

January  1975  21 

February  1975  19 

March  (1-15)  1975  9 


30/  Figures  from  the  files  of  WMATC,  as  provided  by  respondent, 
Mr.  William  McGilvery,  Assistant  Executive  Director,  WMATC. 

31/  Respondent  states  that  virtually  all  of  the  above  cited  complaints 
were  in  connection  with  overcharges,  and  that  approximately  80%  of  them 
were  settled  amicably  between  the  parties  and  to  the  satisfaction  of  the 
complainant . 
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WMATC  confers  with  taxicab  regulatory  authorities  in  Washington  on 
a  periodic  basis.    WMATC  takes  no  position,  however,  with  respect  to  any 
rate-making  or  rule-making  activities  before  the  D.C.  Public  Service 
Commission.     Its  primary  contact  with  D.C.  regulatory  agencies  is  infor- 
mational in  scope,  and  concerns  requests  for  prompt  identification  of 
D.C.  licensed  drivers,  vehicles,  etc.,  and  for  various  other  items  of 
enforcement  information.    WMATC  characterizes  the  cooperation  received 
from  all  area  jurisdictions  in  these  matters  as  "excellent,"  stating  that 
without  such  cooperation  and  prompt  response  to  WMATC  inquiries  the  Commission 
would  not  be  able  to  exercise  its  regulatory  powers  at  all. 

Washington  Metropolitan  Area  Transit  Authority  (WMATA) 

WMATA's  regulatory  powers  are  strictly  limited  to  railway  vehicles 
and  to  buses.     It  has  no  jurisdiction  whatsoever  with  respect  to  taxicab 
regulation. 
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G.    Hackers'    License  Appeal  Board  (HLAB) 

Respondents:    Mr.  John  Mack 
Chairman 

Hackers'  License  Appeal  Board 
(629-5377) 

Mrs.  Sally  Proctor 
Secretary  to  the  Board 
Hackers'  License  Appeal  Board 
(629-5377) 


Summary  of  Basic  Regulatory  Functions 

1.  Conducts  hearings  and  appeals  in  connection  with  public  complaints 
brought  against  taxicab  operators  (Upon  referral  by  the  Public  Vehicles 
Division  -  Department  of  Motor  Vehicles) 

2.  Conducts  hearings  and  appeals  in  connection  with  license  suspension 
or  revocation  of  taxicab  operators 

3.  Authority  to  suspend  and  revoke  licenses  of  taxicab  operators 


The  Hackers* License  Appeal  Board  was  established  in  1958  by  order  of 
the  Commissioner  #68-559  and  pursuant  to  Organization  Order  No.  13.  Authorities 
for  the  Board  are  contained  in  D.C.  Code  Titles  1  and  47;  D.C.  Rules  and 
Regulations,  Titles  14,  32,  and  34.     Its  approximately  50  members  are  chosen 
by  the  Mayor  and  the  Office  of  the  Secretariat.    Members  are  selected  from 
four  prominent  sectors  of  the  cearamanity;  they  serve  on  a  part-time  basis 
and  are  compensated  on  the  basis  of  the  actual  hours  served.  32/  Members 
serve  indefinitely,  but  vacancies  on  the  Board  are  filled  on  an  annual  basis. 

The  Chairman  of  the  HLAB  is  a  full-time  paid  member,  and  is  required  * 
by  law  to  be  a  senior  member  of  the  'staff  of  the  Executive  Secretary  to  the 


32/  Members  are  paid  an  hourly  rate,  computed  on  the  basis  of  what. a 
GS-18  would  earn  if  paid  hourly  (U.S.  Code,  Title  V,  Section  5332).  Compen- 
sation averages  some  $ll/hour. 
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Mayor.     The  Secretary  to  the  Board  is  the  only  other  full-time  paid 
employee  of  the  Board. 

The  first  category  of  members  are  from  the  taxicab  industry.  Nine 
individuals  are  selected  to  serve  who  represent  taxicab  associations,  taxi- 
cab  companies,  and  independent  taxi  operator-owners.     One  of  the  industry 
members  is  selected  to  serve  as  Vice-Chairman  of  the  HLAB.     The  second 
category  of  members  is  from  the  D.C.  Citizens  Traffic  Board.     Nine  members 
are  chosen  from  this  organization,  after  nominations  are  sent  to  the  Office 
of  the  Secretariat.     The  third  category  of  membership  is  from  the  Washington 
Bar  Association.     The  President  of  the  Bar  Association  is  asked  to  nominate 
some  20-25  members  of  the  bar  for  service  on  the  HLAB.     Of  these,  the 
Secretariat  chooses  16  to  serve  on  the  HLAB.     The  final  category  of  members 
is  from  the  D.C.  Bar  Association.     The  President  of  the  D.C.  Bar  is  asked 
to  submit  some  20-25  nominations  of  members  to  serve  on  the  HLAB.     Of  these 
16  are  selected  for  service  on  the  HLAB.     The  actual  work  of  the  HLAB  — 
hearings,  appeals,  etc.  —  is  done  by  rotating  panels  of  five  members  chosen 
from  the  full  membership  of  50.     The  five  member  panel  hearing  any  given 
case  is  chosen  so  that  it  will  contain  at  least  one  industry  member,  one 
Citizens  Traffic  Board  Member,  and  one  attorney  from  either  the  Washington 
Bar  Association  or  the  D.C.  Bar  Association.     The  Chairman  of  the  HLAB 
serves  automatically  on  every  five-member  hearing  panel  as  the  "in-house" 
member.     If  unable  to  serve,  he  may  appoint  the  vice  chairman  of  the  Board 
to  serve  in  his  place.    Although  five  members  is  the  prescribed  number  of 
panel  members,  three  constitutes  a  quorum,  and  any  hearing  before  the  Board 
may  go  forward  as  long  as  a  panel  of  three  HLAB  -members  is  in  attendance, 
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provided  that  one  of  the  panel  members  is  an  attorney  from  either  the 
Washington  Bar  of  the  D.C.  Bar. 

The  hearing  process  begins  formally  when  the  Board  issues  a  show- 
cause  order  to  a  taxicab  driver  to  appear  before  the  Board.     The  Board  is 
required  by  law  to  provide  the  driver  with  seven  days  notice  before  his 
required  appearance  before  the  Board.     The  Secretary  to  the  Board  sets  the 
hearing  date  and  is  responsible  for  notifying  HLAB  members  of  this  action. 
The  order  lists  all  complaint  allegations  against  the  driver  and  cites  the 
date  and  time  that  he  must  appear  before  the  Board.     The  order  also  cites 
all  D.C.  rules  and  regulations  allegedly  violated  by  the  driver  and  informs 
him  of  his  legal  rights  to  have  counsel  before  the  Board.    He  is  further 
advised  that  he  may  have  witnesses  appear  on  his  behalf  and  that  he  may 
furnish  the  Board  with  any  documents  which  may  extenuate  his  case.    Once  the 
hearing  date  is  set,  the  Secretary  to  the  Board  contacts  each  of  the  component 
segments  of  the  Board,  so  that  a  five-member  panel  may  be  assembled  from 
the  aggregate  membership.     Prior  to  the  onset  of  the  hearing,  the  Secretary 
to  the  Board  is  the  only  individual  who  sees  the  case  records  pertaining  to 
the  accused  taxicab  driver. 

At  the  outset  of  the  hearing,  the  show-cause  order  is  read  to  the 
entire  assembly.     Both  the  driver  and  the  complainant  are  then  sworn  in  by 
either  the  chairman,  or  by  the  attorney  member  of  the  panel.     Next  the 
letter  of  complaint  is  read,  after  which  the  complainant  verbally  states 
the  complaint  and  has  the  opportunity  to  add  any  relevant  information  to  the 
original  complaint.     The  driver's  response  to  the  complaint  is  then  read. 
The  driver  may  not  offer  any  further  information  in  connection  with  his 
original  response,  however.    At  this  point  in  the  proceeding,  panel  members 
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may  question  the  driver  about  any  and  all  matters  connected  with  the  com- 
plaint.    Upon  the  conclusion  of  the  examination,    the  Chairman 
invites  the  panel  members  to  interrogate  the  complainant  if  they  wish  to 
do  so.     The  driver  or  his  counsel  is  then  given  the  opportunity  to  cross- 
examine  complainant  about  any  part  of  complainant's  written  statement 
or  testimony  in  the  proceedings.     If  the  driver  is  represented  by  counsel, 
the  attorney   usually     presents  the  driver's  view  of  the  circumstances 
leading  to  the  complaint.     The  complainant  is  also  given  the  opportunity 
to  cross-examine  the  driver.     At  this  point,  the  cab  driver  or  his  attorney 
present  their  final  summation  to  the  board,  followed  by  a  summation    by  the 
complainant.     This  concludes  the  formal  portion  of  the  hearing  and  sets 
the  stage  for  the  deliberative  portion.     After  the  summations,  all  parties 
before  the  Board  are  temporarily  dismissed  from  the  hearing  chamber  and 
the  Board  goes  into  executive  session.     All  documentary  evidence  and  testi- 
mony   evidence  is  considered  and  each  member  votes  on  whether  to  sustain 
or  dismiss  the  complaint.     A  simple  majority  of  the  panel  can  sustain  or 
reject  a  complaint.     The  parties  are  then  summoned  back  into  the  hearing 
room  and  the  chairman  announces  the  decision.     The  chairman  also  informs 
the  complainant  that  he  or  she  is  free  to  go  if  he  or  she  wishes.     If  the 
complainant  is  sustained,  the  Board  next  decides  whether  to  assess  a 
penalty.     The  driver  is  then  warned  that  he  may  or  may  not  be  subject  to  a 
penalty,  pending  a  review  of  his  driver's  record.    Once  again  the  Board 
deliberates  on  whether  to  assess  a  penalty.     The  question  is  once  again 
decided  by  majority  vote.     If  a  penalty  is  imposed,  a  "penalty  sheet"  is 
prepared,  and  each  Board  member  participating  in  the  hearing  signs  the 
penalty  sheet."    The  Secretary  to  the  Board  is  charged  with  writing  the 
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decision  in  the  case.     The  decision  letter  must  tell  the  taxi  driver  pre- 
cisely what  the  Board's  findings  were  and  why  he  is  being  punished.  The 
decision  letter  is  written  in  conformance  with  directives  and  forms  pro- 
vided by  the  Office  of  the  Corporation  Counsel.     The  driver  is  then  informed 
that  he  has  five  days  in  which  to  appeal  the  decision  to  the  Board.  If 
the  driver  appeals  the  decision,  the  chairman  must  determine  whether  or  not 
to  accept  any  additional  information  and  to  determine  whether  this  information 
should  not  have  been  brought  forth  at  the  trial.     The  Board  is  also  receptive 
to  any  pleadings  of  undue  hardship  existing  either  because  of  the  decision  or 
independent  of  it.     The  chairman  has  stated  that  it  is  the  Board's  policy 
to  give  the  driver  every  possible  consideration,  since  the  Board  is  aware 
that  a  driver's  very  job  and  livelihood  may  turn  on  the  Board's  punitive 
decision.     Punishment  meted  out  by  the  Board  ranges  from  a  verbal  warning 
to  a  five-year  revocation  of  license.     In  cases  involving  the  denial  of  a  license 
renewal  the  hacker  is  barred  from  appealing  for  a  license  for  at  least  six 
months . 

In  cases  involving  charges  of  clear-cut  criminality,  such  as  rape, 
robbery  or  narcotics  offenses,  the  Board  will  not  hear  the  case  unless  the 
driver  is  represented  by  counsel.     If  there  are  criminal  proceedings  pending 
against  the  driver  in  court,  the  Board  will  not  hear  the  case.     In  such 
instances,  the  Board  does  not  wish  to  prejudice  any  court  decision  by  pre- 
trial punitive  action,  etc.,  and  informs  the  driver  that  it  will  not  hear 
his  case  until  after  it  has  been  adjudicated  by  the  court. 

All  hearings  before  the  Board  are  .taped  so  that  attorneys  wishing  to 
appeal  a  HLAB  decision  to  the  D.C.  Court  of  Appeals  may  have  a  complete 
transcript  to  present  to  the  court. 
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The  HLAB  conducts  approximately  25  hearings  a  year,  and  sets  approxi- 
mately 10  cases  for  adjudication  per  hearing.     Because  of  cancellations, 
however,  the  Board  usually  hears  considerably  less  than  10  cases  per 
sitting.     One  recurring  problem  is  that  complainants  frequently  fail  to 
appear,  or  decide  to  withdraw  the  complaint  once  the  hearing  date  is  set; 
the  net  result  is  a  cancelled  case. 

The  HLAB  had  only  limited  statistics  regarding  its  case-load  and  decisions 
rendered  by  the  Board.     It  was  able  to  provide  information  about  its  case-load 
for  the  years  1972  through  1974.     The  figures  are  as  follows: 

Year  Complaint  Case  Referrals  from  DMV 

1972  202 

1973  217 

1974  210 

Information  on  adjudication  of  cases  was  more  difficult  to  obtain.  The 
Secretary  to  the  Board  provided  the  following  information  about  adjudications 
pertaining  solely  to  the  question  of  sustaining  or  not  sustaining  the  complaint. 
From  April  1973  to  April  1974,  for  instance,  the  Board  heard  160  complaint 
cases.    Of  these,  88  were  sustained,  15  were  not  sustained,  and  on  57,  no 
action  was  taken.     From  May  1974  through  December  1974,  the  Board  heard  169 
cases.    Of  these,  72  were  sustained,  9  were  not  sustained,  and  on  88,  there 
was  no  action  taken. 
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H.     Office  of  the  Secretariat 

Summary  of  Basic  Regulatory  Functions 

The  Office  of  the  Secretariat  provides  administrative  support  to  the 
Hackers'  License  Appeal  Board.     In  addition  to  this  support,  the  Secretariat 
requires  that  the  Chairman  of  the  HLAB  be  a  Secretariat  employee. 
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V.     TAXICAB  INDUSTRY  SELF-REGULATION  IN  WASHINGTON,  D.C. 

Self-regulation  efforts  by  the  component  parts  of  the  industry  in 
Washington,  either  at  the  company  or  association  level,  are  fragmentary 
and  intermittent  at  best.     Industry  groups  and  associations  consider 
themselves  lobbying  organizations  first  and  foremost  —  particularly  with 
respect  to  concerted  appearances  before  the  Public  Service  Commission  at 
rate-making  hearings  —  and  take  a  detached  and  largely  "hands  off"  view- 
point with  respect  to  the  subject  of  self-regulation.     Industry  and  associ- 
ation controls  over  members  are  further  attentuated  by  the  unique  status  of 
most  of  Washington's  taxi  drivers  —  that  of  independent  owner-operators. 
It  has  been  the  credo  of  many  owner-operators  and  their  representatives  that 
self-ownership  insures  an  implicit  form  of  self-regulation  and  that  service 
to  the  taxi-riding  public  in  Washington  is  thus  automatically  superior  to 
that  in  other  cities  because  of  this  so-called  "built  in"  self  enforcement 
factor.     Despite  the  lack  of  a  formal  code  of  self-regulatory  practices, 
industry  associations  and  companies  have  attempted  some  spasmodic  controls 
over  memb  ers . 

A.     Taxicab  Industry  Group 

The  Taxicab  Industry  Group  is  a  loosely- knit  owner-operator  association 
which  represents  approxmiately  43  of  the  62  taxicab  companies  and  associations 
and  85%  of  the  drivers  operating  in  the  District  of  Columbia.  _33/  The  Chairman 
of  the  Industry  Group  is  Mr.  William  J.  Wright,  president  of  Capitol  Cab 
Company.    Mr.  Wright  is  also  Vice  Chairman  of  the  Hackers' License  Appeal  Board. 

33/  U.S.  Congress.    House.     Committee  on  the  District  of  Columbia. 
Subcommittee  on  Revenue  and  Financial  Affairs.    To  Authorize  Certain  Pro- 
grams and  Activities  of  the  Government  of  the  District  of  Columbia,  and  for 
Other  Purposes,  p.  70. 
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Prior  to  1970  the  Industry  Group  was  characterized  by  its  very  informal  struc- 
ture and  semi- inactive  status.     In  1970, however,  under  the  aegis  of  officers 
from  principal  cab  companies  in  Washington,  particularly  those  affiliated 
with  Yellow  Cab,  Capitol  Cab,  and  Diamond  Cab,   the  group  became  a  far  more 
cohesive  and  active  organization.     The  Group  elects  six  officers  to  repre- 
sent it,  including  a  chairman,  vice-chairman,  executive  secretary,  treasurer, 
chaplain  and  secretary.     Although  not  formally  incorporated,   the  group  meets 
on  a  regular  basis  in  the  board  room  of  the  Capitol  Cab  Company  in  Washington. 

The  principal  purpose  of  the  Industry  Group  is  to  lobby  for  member 
interests  in  general,  and  to  appear  before  the  Public  Service  Commission 
in  connection  with  ra£e  cases,  in  particular.     The  Group  also  appears  before 
other  regulatory  bodies  exercising  jurisdiction  over  the  industry  in  order 
to  lobby  for  the  industry  position  on  any  given  regulatory  matter.     As  pre- 
eminent industry  representative,  the  position  of  the  Taxi  Industry,  Group 
with  respect  to  all  rate  cases  before  the  PSC  is  given  careful  consideration. 
It  is  formal  PSC  policy  to  notify  the  Industry  Group  about  all  proposed 
rate  increase  cases  well  in  advance  of  actual  hearing  date.  Virtually 
all  rate  case  petitions  filed  before  the  PSC  automatically  become  the  Industry 
Group's  cause  because  of  the  organization's  wide  spectrum  of  taxicab  company 
representation.     The  Industry  Group  has  lobbied  actively  for  rate  increases 
before  the  PSC;  it  has  also  lobbied  for  a  basic  $5  per  hour  net  income  base 
for  drivers;  and  it  has  opposed  the  proposed  zone-fare  increase  plan  put 
forth  by  one  Irving  Schlaifer,  Chairman  of  a  group  called  the  Emergency 
Taxicab  Committee.     It  has  also  sent  representatives  to  meet  with  the 
Mayor,  and  to  testify  before  the  House  Committee  on  the  District  of  Columbia 
on  many  subjects  pertaining  to  the  taxicab  industry,  including  meters, 
driver  safety,  and  rate- increase  requests. 


69-312  O  -  76  -  19 
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Self-regulation  efforts  by  the  Industry  Group  have  fluctuated  consider- 
ably.    At  one  time  it  was  Industry  Group  policy  to  notify  individual  company 
management  when  it  learned  of  a  public  complaint  against  one  of  their 
drivers  or    franchisees.  In  the  case  of  serious  infractions,  the  Group  also 
sent  letters  to  the  entire  membership  apprising  them  of  the  complaint  and 
admonishing  members  about  such  misbehavior. 

The  Industry  Group  has  also  sought  to  foster  greater  cooperation  among 
members  regarding  work  operating  procedures.    Drivers  were  encouraged  to 
work  together  regarding  the  allocation  of  radio  frequencies  under  FCC 
rules,  so  that  radio  dispatched  calls  would  not  conflict  with  one  another. 
Drivers  were  also  urged  to  answer  radio  calls  without  delay,  and  to  work 
at  assigned  cab  stands  in  order  to  improve  general  service  to  the  public. 
The  Industry  also  attempted  to  persuade  drivers  to  cooperate  on  the  matters 
of  tariff  charges,  particularly  those  involving  "pass  through"  tariffs  on 
trips  from  the  District  to  the  airport,  particularly  since  variation  in 
such  charges  have  generated  many  citizen  complaints  in  the  past.  Despite 
these  attempts  at  very  limited  forms  of  self-regulation,  no  system  of 
penalties  was  ever  imposed  by  the  Industry  Group  for  infraction.     Part  of 
the  problem  stems  from  the  fact  that  the  vast  majority  of  drivers  are 
owner-operators.    One  estimate  by  the  former  counsel  to  the  Industry  Group 
put  company  owned  and  operated  vehicles  at  no  more  than  150  to  200  out  of  a 
total  of  some  9,460  vehicles.     It  appears  that  imposition  of  penalties  against 
independent  owner-operators  by  the  Taxicab  Industry  Group  would  in  some  way 
be  in  violation  of  anti-trust  statutes. 

It  remains  the  position  of  the  Taxicab  Industry  Group  that  self-ownership 
is  an  implicit  form  of  self-regulation,  and  that  a  driver's  personal  investment 
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in  his  own  vehicle  insures  superior  public  service  in  Washington,  D.C. 
than  elsewhere.     Testimony  to  that  effect  was  offered  by  a  spokesman  for 
the  Group  at  hearings  held  by  the  House  District  Committee  in  1973.  The 
testimony  reads  in  relevant  part: 

"The  taxi  business  is  unique  here  in  that  approximately 
90%  of  the  cabs  are  owner-operated.     Therefore,  the  passengers 
get  a  better  and  safer  ride  bacause  of  the  driver's  personal 
interest  in  his  own  taxicab .     This  is  not  true  in  other  large 
cities  where  meters  are  required  and  the  operation  of  the  taxi 
system  is  controlled  by  fleets.     Because  he  is  an  independent 
businessman,  as  we  have  previously  stated  many  times,  the  owner- 
operator  has  better  equipment  and  exercises  greater  care  than 
a  driver  who  is  not  an  owner.     It  is  the  independent  cab  drivers 
in  Washington,  D.C,  who  have  given  the  city  the  best  taxi 
service  of  any  city  in  the  United  States.     This  is  a  recognized 
fact,  testified  to  by  the  many  visitors  who  ride  our  cabs  as 
well  as  the  many  Senators  and  Congressmen  who  travel  worldwide 
and  know  first  hand  about  good  service."  34/ 


1 


34/  Ibid. 
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B.     The  Yellow  Cab  Company  of  Washington 

The  Yellow  Cab  Company  in  Washington  maintains  a  wholly  owned  and 
operated  fleet  of  approximately  40  vehicles.     In  addition,  the  Company 
franchises  its  colors  to  over  900  other  independent  owner-operators.  The 
company  regulates  only  those  cabs  which  it  owns,  and  metes  out  discipline, 
when  necessary,  to  drivers  of  company-owned  vehicles  only.     That  discipline 
ranges  from  immediate  dismissal  for  drunken  driving  and  flagrant  safety 
violations,  to  letters  of  reprimand  placed  in  driver  files  for  instances 
of  misconduct.     Fleet  managers  personally  reprimand  drivers  in  the  case 
of  misconduct  complaints  and  repeated  complaints  against  individual  drivers 
constitute  grounds  for  dismissal.     Company  officials  estimate  that  not 
more  than  10%  of  its  drivers  are  subject  to  disciplinary  measures  by  the 
company  in  a  given  year. 

With  respect  to  vehicle  maintenance,  Yellow  Cab  Company  claims  to  make 
every  attempt  to  keep  vehicles  in  satisfactory  operating  condition.  Vehicles 
are  cleaned  every  week.     If  a  vehicle  appears  to  be  obviously  in  need  of 
repair,  it  is  pulled  off  the  street,  but  there  is  no  systematic  company- 
imposed  system  of  vehicle  inspection. 
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Taxicab  driver  associations,  like  their  suburban  counterparts,  exercise 
virtually  no  regulation  over  drivers.     Although  they  often  have  impressive 
titles,  such  as  "Washington  Area  Cab  Drivers,  Inc.,"  or  "United  Brotherhood 
of  D.C.  Taxi  Drivers  and  "Independent  Taxi  Owners  Association,"  these  are 
frequently  only  paper  organizations,  created  on  an  ad  hoc  basis,  and  surfacing 
usually  only  during  rate  cases,  or  to  testify  at  Congressional  hearings,  and 
the  like.     These  so-called  organizations  are  usually  without  a  headquarters, 
officers,  and  frequently  without  even  a  telephone  listing. 
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VI.     ACTIVITIES  OF  PUBLIC  INTEREST  AGENCIES  REGARDING  TAXICAB  INDUSTRY 
REGULATION 

This  report  will  consider  the  activities  of  three  public  interest 
agencies  as  they  relate  to  the  taxicab  industry  in  Washington,  and  the 
regulation  thereof.     The  three  are  the  Citizens  Traffic  Board,  the 
Office  of  Consumer  Affairs,  and  the  recently  established  Office  of  People's 
Counsel  contained  within  the  Public  Service  Commission .     The  role  of  these 
bodies  with  respect  to  regulation  of  the  industry  is  necessarily  tangential, 
since  they  lack  any  statutory  authorities  or  controls  over  the  industry, 
and  since  the  first  two  bodies  are  strictly  advisory  in  nature  and  lack 
enforcement  powers  entirely.     As  will  be  seen,  however,  all  three  bodies 
have  taken  a  public  position  with  respect  to  taxicab  industry  matters 
in  Washington,  particularly  on  regulatory  questions  involving  rates, 
suitability  of  drivers,  foreign  drivers,  and  public  complaints  about  service. 
The  role  of  the  Citizens  Traffic  Board  is  especially  significant  because 
of  its  relationship  with  the  Hackers'  License  Appeal  Board,  a  body  which  is 
empowered  by  statute  to  regulate  the  taxicab  industry  in  Washington. 
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A.    The  Citizens  Traffic  Board 

Formed  in  1930,  the  Citizens  Traffic  Board  evolved  from  an  earlier 
public  interest  advisory  body  known  as  the  Traffic  Advisory  Council.  The 
present  Board  consists  of  24  members  appointed  by  the  Mayor.    Members  serve 
on  a  voluntary  basis  and  for  indefinite  terms.    Members  chosen  represent 
all  segments  of  the  D.C.  population  and  include  engineers,  lawyers,  archi- 
tects, representatives  from  the  predominantly  white  D.C.  Federation  of 
Citizens  Associations,  and  from  the  predominantly  black,  Federation  of  Civic 
Associations.     Officers  include  a  chairman,  a  vice-chairman,  and  an  executive 
secretary.     Although  established  strictly  as  an  advisory  body,  the  Board  has 
attained  considerable  emminence  as  a  professional  organization  devoted  to 
solving  traffic  and  transportation  problems  in  Washington.     Several  former 
D.C.  Commissioners  have  graduated  from  within  its  ranks. 

The  main  purpose  of  the  Board  is  to  study  and  make  recommendations  about 
ways  to  better  achieve  an  integrated  transportation  system  in  Washington 
and  the  most  expeditious  flow  of  traffic  stemming  therefrom.     To  that  end, 
the  Board  considers  all  matters  relating  to  the  flow  of  traffic  within  the 
city,  particularly  as  it  is  likely  to  affect  public  health  and  safety.  The 
Board  is  deeply  concerned  with  the  public  interest  in  all  phases  of  traffic 
control,  including,  motor  vehicle  licensing  procedures,  examinations  of 
motorists,  adequate  street  lighting  and  widening,  bridge  design  and 
location,  and  general  enforcement  of  all  traffic  rules  and  regulations. 

The  Board  has  taken  very  strong  positions  with  respect  to  taxicab 
industry  operations  in  the  District.     Board  representatives  appear  before 
the  Public  Service  Commission  and  before  the  City  Council  to  express  the 
Board's  position  with  respect  to  rate  increases  and  other  regulatory  matters. 
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The  Board  is  on  record  in  favor  of  retention  of  the  basic  zone-fare  system 
in  Washington  as  opposed  to  a  conversion  to  taxi  meters.     It  has  concerned 
itself  with  reforming  taxicab  industry  regulation  in  Washington,  particularly 
as  it  relates  to  such  matters  as  taxicab  inspections,  more  stringent  mani- 
fest control,  problems  concerning  drivers  who  are  foreign  nationals,  and 
public  complaints  against  operators.     The  Board  has  expressed  strong 

opposition  to  what  it  perceives  to  be  serious  laxity  in  disciplinary  pro- 

who 

cedures  over  taxicab  drivers  /  are  guilty  of  misconduct.     The  Board  has 
also  come  out  strongly  for  curtailments  on  foreign  drivers,  particularly 
on  foreign  students,  since  the  Board  believes  that  both  groups  constitute 
one  of  the  largest  class  of  offenders  among  taxicab  drivers.     It  is  the 
Board's  position  that  foreign  student  drivers  use  taxicabs  largely  as  a 
personal  convenience  vehicle  and  that  they  are  generally  uninterested  in 
serving  the  public,  even  on  part-time  basis.     It  is  this  attitude,  the  Board 
believes,  which  accounts  for  the  many  complaints  of  overcharge  and  failure 
to  transport,  which  are  levelled  against  foreign  drivers  in  general,  and 
foreign-student  drivers  in  particular.     It  is  for  these  reasons  that  the 
Board  has  advocated  strict  new  controls  over  foreign  drivers,  including 
the  requirement  that  foreign  drivers  must  have  permanent  residence  certifi- 
cation before  being  allowed  to  drive  taxicabs  in  the  District  of  Columbia. 
In  addition,  the  Board  believes  that  there  should  be  a  ban  on  part-time 
foreign  student  drivers. 

The  Board,  through  its  Engineering  and  Planning  Committee,  makes 
recommendations  to  the  Mayor  from  time  to  time    about  improvements  in 
transportation  and  traffic  planning  for  the  District,  including  suggested 
improvements  in  taxicab  industry  regulations.     In  order  to  be  able  to  make 
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informed  judgments  about  such  recommendations  the  Board  sometimes  seeks 
advice  and  counsel  from  outside  authorities.     On  the  subject  of  taxicab 
industry  regulation,   the  Board  has  sought  the  views  of  representatives 
from  the  New  York  City  Taxi  and  Limousine  Commission  and  has  invited  members 
from  that  body  to  come  to  Washington  for  meetings  and  consultation.  After 
careful  review  of  the  New  York  system  of  regulation,  the  Citizens  Traffic 
Board  sought  to  have  the  best  features  of  the  New  York  system  implemented 
in  Washington. 

The  Board  is  in  a  unique  position  to  represent  the  public  interest 
with  regard  to  taxicab  industry  matters  and  to  make  recommendations  regarding 
regulation  of  the  industry.     Because  of  its  special  relationship  with  the 
Hackers' License  Appeals  Board,  on  which  nine  of  its  members  sit,  the  Citi- 
zens Traffic  Board  has  had  one  of  the  most  crucial  vantage  points  from 
which  to  observe  the  problems  of  the  industry  at  very  close  range.  Atten- 
dance at  hearings  before  the  Hackers'  License  Appeals  Board  has  given  the 
CTB  quite  literally  a  "ring-side  seat"  from  which  it  can  observe  some  of 
the  most  sensitive  and  vulnerable  aspects  of  taxicab  industry  regulation  — 
the  adjudication  of  license  denials  or  revocations  by  the  Department  of 
Motor  Vehicles,  and  the  resolution  of  citizen  complaints  against  drivers 
for  serious  misconduct.     This  experience  has  given  Board  members  a  great 
deal  of  insight  into  industry  problems  and  weaknesses.     The  experience  — 
as  will  be  shown  —  has  left  Board  members  highly  critical  of  the  operations 
of  the  Hackers'  License  Appeal  Board  as  regulator  of  the  industry,  and  has 
led  the  Board  to  formulate  its  own  plan  for  regulatory  reform  and  reorgani- 
zation.    These  recommendations  will  be  described  in  the  concluding  section 
of  this  report. 
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B .     Office  of  Consumer  Affairs 

Established  in  December  1973  by  authority  of  Commissioner's  Order 
73-225,  October  3,  1973,  the  Office  of  Consumer  Affairs  has  as  its  general 
purpose  the  protection  of  residents  of  the  District  of  Columbia  with 
respect  to  the  purchase  and  utilization  of  goods  and  services.     The  Office 
seeks  to  develop  new  guidelines  for  areas  of  consumer  protection  hitherto 
not  well  scrutinized  or  controlled.     In  this  latter  connection  it  has 
established  liaison  with  the  new  Office  of  People's  Counsel,  located 
within  the  Public  Service  Commission.     The  Consumer  Office  is  particularly 
interested  in  working  with  the  latter  office  in  the  matter  of  taxicab 
regulation.     The  Consumer  Office  has  pointed  out  the  obvious  public  interest 
in  rate-making  proceedings  and  in  resolution  of  citizen  complaints  against 
the  industry,  particularly  those  having  to  do  with  driver  misconduct. 

The  Office  has  been  the  recipient  of  several  citizen  complaints 
levelled  against  taxicab  operations  and  drivers,  and  it  has  tried  to 
develop  a  flexible  policy  for  their  resolution.     In  some  instances  com- 
plaints are  referred  directly  to  the  Hackers' License  Appeal    Board.  The 
Office  then  monitors  the  actions  of  the  Appeal    Board  to  determine  the 
resolution  of  the  complaints.     In  other  instances,  the  Office  seeks  more 
immediate  resolution  of  the  citizen  complaint  by  going  directly  to  the 
taxicab  company,  or  to  the  individual  owner-operator,  if  he  or  she  is 
plainly  identified.     The  Chief  Investigator  for  the  Office  of  Consumer 
Affairs  believes  that  this  is  a  more  effective  method  of  resolution,  since 
the  Office  has  settled  a  number  of  citizen  complaints  in  this  fashion. 
In  cases  where  the  charge  was  driver  discourtesy,  the  Office  was  successful 
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in  obtaining  an  apology  from  the  company  directly  to  the  citizen  and  a 
warning  to  the  driver  about  future  misconduct.     In  cases  of  overcharge, 
the  Office  has  succeeded- in  some  cases  in  getting  an  apology  from  the 
company,  a  warning  to  the  driver,  and  a  refund  to  the  customer. 
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C.     Office  of  People's  Counsel  (PSC) 

Established  March  31,  1975  by  authority  of  P.L.  93-614,  the  Office 
of  People's  Counsel  was  not  able  to  provide  a  precise  outline  of  its 
prospective  plans  or  its  overall  strategy  for  dealing  with  the  taxicab 
industry  in  Washington,  D.C.     The  Office  acknowledged  its  obvious  interest 
in  matters  pertaining  to  public  utilities  in  general,  however,  including 
taxicabs,  and  alluded  to  its  forthcoming  role  as  public  advocate  before 
regulatory  bodies  in  the  District,  whenever  matters  affecting  the  public 
interest  are  at  stake.     One  matter  which  has  engaged  the  immediate  attention 
of  the  Office  is  a  taxicab  rate  case  of  long-standing  before  the  PSC.  The 
case  involves  the  petition  of  one  Irving  Schlaifer  for  a  basic  change  in 
the  city's  zone-fare  system.     Counsel  for  the  Office  declined  to  speculate 
on  what  position  the  Office  would  take  in  this  case  until  the  record  was 
carefully  examined  and  the  public  interest  clearly  determined.     Once  the 
Office  has  had  an  opportunity  to  make  such  a  determination  and  to  survey 
the  general  state  of  the  taxicab  industry  in  Washington  from  a  public  interest 
stand-point,  the  Office  will  define  its  advocacy  role  further. 
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VII.     COMPARISON  OF  TAXICAB  INDUSTRY  IN  WASHINGTON  WITH  THAT  IN  SUBURBAN 
JURISDICTIONS 

While  there  are  a  number  of  similarities  in  regulations  governing 
their  respective  taxicab  industries,  the  differences  in  overall  regulations, 
and  in  the  nature  of  the  industry  itself  —  Washington  vis  a  vis  suburbia  — 
are  very  great  indeed.     The  sheer  size  of  the  industry  in  Washington,  for 
instance,  dwarfs  that  of  all  the  suburban  jurisdictions  combined.  The 
unique  role  of  Washington  as  the  Federal  City  and  the  unique  role  of  the  Congress 

i  with  respect  to  industry  operations,  moreover,  have  helped  create  a  set  of 
circumstances  which  make  the  taxicab  industry  in  the  District  of  Columbia 
unlike  that  in  any  other  city  in  the  United  States.     For  these  reasons  and 

i  others,  there  are  major  differences  between  the  operations  of  the  taxicab 
industry  in  Washington  and  in  the  suburban  jurisdictions  all  across  the 
board  —  in  regulating  authorities,  insurance  costs,  complaint  procedures, 
fare  structure,  and  industry  problems. 
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A.     Regulating  Authorities 

While  generally  fewer  in  number  than  in  the  District,  there  are  multiple 
taxicab  regulatory  agencies  in  all  of  the  suburban  jurisdictions,  and  the 
overall  regulatory  picture,  while  not  so  fragmented  as  that  in  the  District, 
is  very  much  a  subdivided    affair.     As  opposed  to  the  District's  7  regulatory 
agencies,   there  are  four  regulatory  agencies  concerned  with  taxicabs  in 
four  jurisdictions  (Alexandria,  Arlington  County,  Prince  Georges  County, 
and  Montgomery  County),  and  five  agencies  regulating  the  industry  in  one 
jurisdiction  (Fairfax  County).     Table  4A  shows  the  regulatory  agencies  in 
each  of  the  suburban  jurisdictions. 


Table  4A.     Taxicab  Regulatory  Agencies  in  Five  Suburban  Juris- 
dictions Around  Washington,  D.C.  35/ 


Jurisdiction  Regulating  Authority 

Alexandria  City  Council 

Superintendent  of  Police 
Traffic  and  Parking  Board 
City  Collector's  Office 

Fairfax  County  Board  of  Supervisors 

County  Chief  of  Police 
Public  "Utilities  Commission 
License  Review  Board 
Director  of  Finance 

Arlington  County  Arlington  County  Board 

County  Manager's  Office 
Public  Utilities  Commission 
County  Police  Department 

Prince  Georges  County  Prince  Georges  County  Council 

Director  of  Licenses  and  Permits 


County  Chief  of  Police 
County  Board  of  Appeals 


35/  Information  and  figures  supplied  by  respondents  from  regulatory 
agencies  in  each  of  "the  suburban  jurisdictions  studied.     For  a  detailed  list 
of  sources,  see  earlier  report:     "Regulation  of  the  Taxicab  Industry  in  Juris- 
dictions Adjacent  to  or  Near  Washington,  D.C." 
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Jurisdiction  Regulating  Authority 

Montgomery  County  Montgomery  County  Council 

Department  of  Transportation 
Environmental  Protection  Agency 
County  Board  of  Appeals 

Although  there  are  some  major  amendments  to  the  Code  structure  now  pending 

in  certain  jurisdictions,  notably  in  Arlington  County  and  Montgomery  County, 

the  changes,  even  if  adopted,  are  not  expected  to  significantly  reduce  the 

number  of  regulatory  authorities  over  taxicabs  in  any  jurisdiction. 

Self-regulation  of  the  industry  in  suburban  jurisdictions  by  either  owner 

associations,  driver  associations,  and/or  driver  unions  is  virtually  non-existent. 

None  of  the  five  jurisdictions  studied  has  an  owners'  association  at  the  local 

level.     Three  of  the  five  jurisdictions  studied  have  no  drivers'  association 

or  union;  two  jurisdictions,  Alexandria  and  Prince  Georges  County,  are  aaid  to 

have  drivers'  associations:     the  Alexandria  Cab  Drivers  Association  and  the 

Prince  Goerges  Cab  Association.     Neither  of  these  driver  associations  has  any 

telephone  listing,  however,  and  all  efforts  to  locate  these  organizations  or 

contact  an  officer  or  member  were  unavailing.     It  appears  that  these  are  paper 

organizations  with  little  or  no  meaning  or  purpose.     Two  professional  taxicab 

associations  exist  at  the  State  level,  however  —  the  Virginia  Taxicab 

Association  and  the  Taxicab  Association  of  Maryland  (TAM) ,  respectively  —  to 

which  certain  companies  in  certain  jurisdictions  belong.     Both  organizations 

are  very  informal  and  loosely-structured.     The  Maryland  Association,  for  example, 

calls  itself  successor  to  the  Baltimore  Taxicab  Association  and  lists  its 

headquarters  in  the  offices  of  the  Barwood  Cab  Company  in  Bethesda,  Maryland. 

Neither  State-wide  professional  association  exercises  any  private  regulatory 

actions  over  its  membership.     The  sole  requirement  to  retain  membership  in 

good  standing  is  the  payment  of  dues. 
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Two  of  the  suburban  jurisdictions  studied,  Prince  Georges  County  and 
Montgomery  County,  have  voluntary  public-interest  agencies  operating  within 
their  borders.     Prince  Georges  County  has  a  Community  Affairs  Department 
which  plays  a  limited  role  in  handling  citizen  complaints  against  taxicab 
drivers.     Montgomery  County  has  a  Taxicab  Service  Advisory  Board  which  makes 
recommendations  from  time  to  time  about  taxicab  service  and  regulations. 
The  recommendations  of  both  bodies  are  strictly  advisory  in  nature  and  the  mem- 
bers of  each  body  serve  at  the  pleasure  of  the  county  executive. 
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B.     Statistics  on  the  Taxicab  Industry  in  Suburban  Jurisdictions 

Table  5  provides  a  breakdown  of  the  number  of  taxicabs,  number  of 
drivers  and  principal  taxicab  companies  in  each  of  the  suburban  jurisdictions 
studied. 


Table  5.     Statistics  on  the  Size  and  Scope  of  the  Taxicab  Industry 
in  Suburban  Jurisdictions  Around  Washington,  D.C.  36/ 


Jurisdiction 


Number  of 
Taxicabs 


Number  of 
Drivers 


Principal  Taxi- 
cab  Companies 


Fairfax  County,  Va, 


135 


900 


Cab 


Falls  Church 
Yellow  Cab 
Springfield  Cab 
Pendall  Cab 
Herndon  Cab 
Ft.  Belvoir  Cab 


Arlington  County, 
Va. 


434 


1700 


Arlington  Red  Top  Cab 
Arlington  Yellow  Cab 
Dominion  Cab  Inc. 
Cavalier  Cab 
Crown  Cab 
Diamond  Cab 
Friendly  Cab 
Hess  Cab 


Alexandria,  Va, 


Prince  Georges 
County,  Md. 


352 


450 


955 


780 


Montgomery  County,  300 
Md. 


1080 


Alexandria  Diamond  Cab 
All  American  Cab 
Yellow  Cab 
King  Cab 

Blue  Bird  Yellow  Cab 

Union  Cab  Co. 

County  Cab 

United  Cab 

Metro  Cab 

Capitol  Cab 

Bob  Cab 

Takoma-Langley  Cab 

Barwood  Cab 
Bethesda  Cab 
Service  Cab 
We  Cab 

Gaithersburg  Cab 


36/  Ibid. 


69-312  O  -  76  -  20 
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With  9,460  taxicabs  and  12,023  drivers,  the  size  of  the  industry  in  the 
District,  dwarfs  that  in  all  suburban  jurisdictions  combined.     In  basic 
number  of  vehicles  available  for  service,  the  District  has  more  than  5  times 
as  many  taxicabs,  and  more  than  twice  as  many  drivers,  as  all  of  the  suburban 
jurisdictions  put  together.     The  significance  of  the  District  of  Columbia 
figures  pale  somewhat  when  examined  from  a  certain  angle,  however,     That  angle 
is  the  number  of  vehicles  in  service  in  Washington  during  rush  hours.  Since 
85%  of  taxicab  drivers  in  Washington  work  on  a  part-time  basis,  it  is 
estimated  that  there  are  only  some  1,300  to  1,600  taxicabs  available  on  the 
streets  of  Washington  during  peak  traffic  hours,  _37/  or  just  slightly  under 
the  aggregate  number  of  taxicabs  serving  all  Washington  suburban  jurisdictions. 
Furthermore,  it  is  further  interesting  to  note  the  ratio  of  drivers  to 
vehicles  in  Washington  compared  to  that  in  suburban  jurisdictions.  In 
Washington  the  ratio  is  approximately  1-1/3  drivers  per  vehicle;  in  Fairfax 
County  the  ration  is  6  to  1:  in  Arlington  County  it  is  4  to  1;  in  Alexandria 
it  is  3  to  1;  in  Prince  Georges  County  it  is  almost  2  to  1;  and  in  Montgomery 
County  it  is  more  than  3  to  1. 


37/  U.S.  Congress.     House.     Committee  on  the  District  of  Columbia.  Sub- 
committee on  Revenue  and  Financial  Affairs.     To  Authorize  Certain  Programs 
and  Activities  of  the  Government  of  the  District  of  Columbia,  and  for  Other 
Purposes,  p.  2. 


297 


CRS  -  63 

C.     Fare  Structure  and  Insurance  Requirements 

The  most  obvious  difference  between  Washington  and  the  suburban  juris- 
dictions is  the  way  in  which  taxicab  rates  are  determined.  Washington 
employs  a  zone  system  to  determine  taxicab  fares,  whereas  every  single 
suburban  jurisdiction  studied  employs  taxicab  meters  to  determine  fares. 
The  District  of  Columbia  is  divided  into  8  taxicab  zones.     Rider  costs  in- 
crease whenever  a  zone  boundary  is  traversed.     The  single  passenger  rate 
or  shared  riding  rate  per  passenger  from  zone  1  through  zone  8  ranges  from 
$.85  to  $3.80.     The  group  passenger  rate  per  passenger  across  the  same 
zones  ranges  from  $.60  to  $2.00.  38/    Table  6  shows  the  rates  determined 
by  meter  for  taxicab  travel  in  suburban  jurisdictions. 


Table  6.     Taxicab  Rates  in  Suburban  Jurisdictions  as  Determined 
by  Metered  Travel  39/ 


Jurisdiction 


Single  Passenger  Rate 


Group  Passenger 
Rate  Per  Passenger 


Alexandria,  Va. 


Arlington  County 
Va. 


60c  1st  mile,  10c  each 
additional  1/5  mile 

90c  1st  mile,  60c  each 
additional  mile 


25c  each  additional 
passenger 


40c  each  additional 
passenger 


Fairfax  County,  Va. 


80c  1st  mile,  60c  each 
additional  mile 


25c  each  additional 
passenger 


Prince  Georges 
County,  Md, 


80c  1st  mile,  60c  each 
additional  mile 


20c  each  additional 
passenger 


Montgomery  County, 
Md. 


90c  1st  mile,  60c  each 
additional  mile 


No  group  rate 


38/  Information  and  figures  taken  from  District  of  Columbia  Register,  Special 
Edition,  D.C.  Rules  and  Regulations.     Title  14,  Public  Service  Commission,  as 
amended  8/5/74,  p.  65. 

39/  Sources:    Diamond  Cab  Co.,  Alexandria;  Yellow  Cab  Co.,  Arlington  County; 
Yellow  Cab  Co.,  Fairfax;  Blue  Bird  Cab  Co.,  Prince  Georges  County;  Barwood  Cab 
Co.,  Bethesda. 
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D.     Policies  Regarding  Drivers  With  Criminal  Records 

In  Washington,  D.C.,  as  in  all  suburban  jurisdictions  studied,  licenses 
to  operate  a  taxicab  vehicle  are  prohibited  to  applicants  who  have  been  con- 
victed of  certain  criminal  offenses.     These  include  such  crimes  as  crimes 
of  violence,  narcotics  related  offenses,  and  crimes  involving  moral  turpitude. 
All  jurisdictions  have  code  provisions  similar  to  D.C.  Code,  Title  40,  Section 
40-453,  p.  2434,  which  lists  offenses  which  merit  denial  of  license,  and  states 
in  relevant  part: 

"(a)  The  license  and  registration  of  all  vehicles  registered 
in  the  name  of  any  person  who  by  a  final  order  or  judgment  shall 
have  been  convicted  of,  or  shall  have  forfeited  any  bond  or 
collateral  given  to  secure  appearance  for  trial  for  a  violation  of 
any  of  the  following  provisions  of  law: 

(1)  Operating  a  motor  vehicle  under  the  influence  of  any 
intoxicating  liauor  or  narcotic  drug; 

(2)  Any  homicide  committed  by  means  of  a  motor  vehicle; 

(3)  Leaving  the  scene  of  an  accident  in  which  the  motor  vehicle 
driven  by  him  was  involved  and  in  which  there  is  personal  injury, 
without  giving  assistance  or  making  known  his  identity  and 
address  and  the  identity  and  address  of  the  owner  of  said  vehicle; 

(4)  Reckless  driving  involving  personal  injury; 

(5)  Any  felony  in  the  commission  of  which  a  motor  vehicle  is 
used;  or 

(6)  A  conviction  of,  or  forfeiture  of  bail  or  collateral  for 
an  offense  in  any  State  which,  if  committed  in  the  District  of 
Columbia,  would  be  one  of  the  offenses  listed  in  paragraphs  (1) 
through  (5)  of  this  subsection  (a); 

shall  be  suspended  by  the  Commissioner  and  shall  remain  so  suspended 
and  shall  not  at  any  time  thereafter  be  renewed...." 

With  respect  to  the  commission  of  a  misdemeanor  or  a  non-violent  felony,  however, 

only  Montgomery  County,  among  the  major  jurisdictions,  including  Washington,  D.C, 

automatically  excludes  applications  to  operate  a  taxicab  from  individuals  who 

have  such  convictions.     The  County  will  not  issue  a  taxicab  license  to  any 

applicant  who  has  been  detained  in  a  penal  institution,  for  at  least  three  years 

subsequent  to  his  discharge  from  said  institution.     All  other  jurisdictions 


in  the  Washington  area,  including  the  District  of  Columbia,  judge  applications 
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from  individuals  so  convicted,  on  an  individual  merit  basis  and  will  award 
licenses  to  operate  taxicabs  wben  it  is  the  opinion  of  reviewing  authorities 
that  such  applicants  have  been  rehabilitated  and  now  pose  no  threat  to  the 
well-being  and  safety  of  the  community. 
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E.     Complaint  Procedures  and  Appeals  Boards 

Each  suburban  jurisdiction  studied  has  a  reviewing  authority  which  con- 
siders appeals  on  taxicab  license  suspension  or  revocation,   and  holds  hearings 
in  connection  with  citizen  complaints  against  drivers.     With  the  exception  of 
Arlington  County,  which  now  has  a  hearing  examiner,  who  serves  as  a  one-man 
reviewing  authority,  each  suburban  jurisdiction  has  a  multi-member  appeals 
board.     These  review  boards  are  as  follows: 

1.  Alexandria  —  Alexandria  Traffic  and  Parking  Board 

2.  Arlington  Co.  —  Hearing  Examiner 

3.  Fairfax  Co.  —  County  License  Review  Board 

4.  Prince  Georges  Co.  —  County  Board  of  Appeals 

5.  Montgomery  Co.  —  County  Board  of  Appeals 

In  Washington,  the  reviewing  authority  is  the  Hackers* License  Appeals  Board, 
the  operations  of  which  are  described  in  detail  in  Section  IV. G.  of  this  report. 

The  Alexandria  Traffic  and  Parking  Board  consists  of  seven  members,  who 
are  appointed  by  the  City  Council  and  who  serve  for  two  years.     Citizen  com- 
plaints against  taxicab  drivers  are  routed  through  the  Alexandria  Police 
Department,  prior  to  action,  if  any,  by  the  Board.     The  Hack  Inspector's 
Office  within  the  Police  Department  may  suspend  or  revoke  an  operator's  license 
in  advance  of  a  hearing  by  the  Board,  if  the  action  appears  warranted.  If 
Board  action  is  designated,  the  Hack  Inspector  prepares  the  case  and  presents 
it  before  the  board. 

In  Arlington  County  review  of  taxicab  license  suspension  or  revocation, 
as  well  as  hearings  on  citizen  complaints  against  drivers,  is  conducted  by 
a  hearing  examiner.     Review  of  these  matters  was  formerly  undertaken  by  the 
Arlington  County  Board,  but  because  of  work  load  pressures,  it  was  decided 
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in  consulatation  with  the  Office  of  County  Manager     to  which  the  hearing 
examiner  is  formally  attached,   that  an  independent  examiner,  sitting  on  a 
part-time  basis  and  hearing  nothing  but  taxicab  cases,  was  the  best  approach 
to  the  Board's  time  and  work-load  problems.     Citizen  complaints  against 
taxicab  operators  can  be  routed  to  the  examiner  in  one  of  three  ways.  They 
may  come  to  him  from  the  Office  of  the  County  Manager,  the  Office  of  the  Hack 
Inspector  in  the  Arlington  County  Police  Department  or  from  the  County's 
Office  of  Consumer  Affairs.     In  some  instances  administrative  resolution 
of  citizen  complaints  is  sought  at  the  intake  level  without  recourse  to  the 
examiner.     Complaints  about  overcharges,  for  instance,  are  generally  handled 
by  the  Hack  Inspector  who  seeks  to  resolve  the  complaint  and  have  restitution 
made  directly  to  the  complainant. 

The   Fairfax  County  License  Review  Board  consists  of  five  members  who 
sit  for  three  year  terms.     Two  members  are  chosen  by  the  County  Board  of 
Supervisors;  one  member  is  chosen  by  the  Commonwealth  Attorney's  Office; 
one  member  is  chosen  by  the  County  Attorney's  Office  and  one  member  is  chosen 
by  the  County's  Office  of  Consumer  Protection.     Citizen  complaints  against 
drivers  are  routed  to  the  Board  through  the  police  department,  which  has 
the  authority  to  suspend  the  driver's  license  for  30  days  prior  to  any  action 
by  the  Board. 

The  Prince  Georges  County  Board  of  Appeals  consists  of  three  members 
chosen  by  the  County  executive  and  confirmed  by  the  County  Council.  Board 
members  serve  for  four  years.     Citizen  complaints  against  drivers  are 
routed  to  the  Board  through  the  Department  of  Licenses  and  Permits.     The  latter 
Office  seeks  administrative  resolution  of  as  many  complaints  as  possible  and 
views  board  action  only  as  a  final  resort.      The  Director  of  the  Department 
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of  Licenses  and  Permits  is  very  active  in  seeking  prompt  adjudication  of 
citizen  complaints  short  of  going  to  the  Board.     Companies  are  notified 
directly  of  driver  misconduct;  drivers  are  called  in  and  personally  admonished 
by  the  Director;  companies  are  urged  to  administer  disciplinary  action  directly 
against  drivers;  and  restitution  on  overcharge  cases  is  promptly  negotiated 
by  the  Director.     The  upshot  is  that  few  cases  —  three  in  1974  —  ever  go 
before  the  Board  for  action. 

The  Montgomery  County  Board  of  Appeals  consists  of  five  members,  appointed 
by  the  County  Executive  for  three-year  terms.     Taxicab  complaint  cases  are 
rarely,  if  ever,  brought  before  the  Board.     Since  the  County  has  a  Taxicab 
Service  Advisory  Board  any  citizen  complaints  arising  in  connection  with 
service  or  misconduct  are  generally  resolved  by  that  body.     All  parties  to 
the  complaint  are  summoned  to  the  Taxicab  Board  of  Review  where  attempts  at 
resolution  to  the  satisfaction  of  the  complainant  are  made,  short  of  a  formal 
hearing . 

It  should  be  borne  in  mind  that  all  suburban  boards  of  appeal,  with  the 
exception  of  the  Arlington  County  examiner,  hear  all  licensing  cases  involving 
a  public  permit  of  any  kind.     This  necessarily  involves  many  industries  other 
than  the  taxicab  industry.     Zoning  appeals  and  construction  permit  cases,  for 
instance,  generally  consume  far    more  time  and  attention  of  the  suburban 
boards  than  any  other  matters;  appeals  concerning  taxicab  regulation  and  com- 
plaints constitute  only  an  insignificant  portion  of  the  case  load  of  each 
of  the  boards.     This  is  in  marked  contrast  to  the  situation  in  Washington, 
where  the  Hackers' Li  cense  Appeal  Board  hears  only  taxicab  cases,  and  considers 
as  many  as  200  referrals  a  year. 
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F.     Industry  Problems  in  Suburbia 

One  important  measure  of  the  problems  of  an  industry  would  appear  to 
be  the  level  of  public  complaint  against  it.     If  this  criterion  is  valid, 
then  the  state  of  the  taxicab  industry  in  the  suburbs  is  generally  healthy, 
and  the  situation  in  the  District,  far  less  so.     The  number  of  taxicab 
complaint  cases  brought  before  suburban  appeals  boards  or  adjudicated  inde- 
pendent thereof,  has  been  variously  described  as  ranging  from  slight  to 
virtually  non-existent.     One  respondent  could  not  recall  the  last  time  that 
jurisdiction's  board  heard  a  taxicab  appeals  case. 

This  is  not  to  say  that  problems  do  not  exist  for  the  taxicab  industry 
in  suburbia.     In  Prince  Georges  County  and  Montgomery  County,  for  example, 
the  number  of  existing  cabs  has  long  been  considered  seriously  inadequate 
to  the  population  served,  and  there  has  been  considerable  agitation  by 
companies  to  increase  the  authorized  number.    Montgomery  County  has  had 
problems  with  some  "gypsy"  cabs,  particularly  those  serving  National  Airport. 
In  Arlington  County,  there  has  been  a  problem  with  "gypsy"  cabs,  or  vehicles 
which  cross  the  County  line  from  Maryland,  the  District,  or  from  elsewhere 
in  Virginia,  enroute  to  transporting  passengers  between  the  county  and 
federal  enclaves  such  as  National  Airport,  the  Pentagon  and  Arlington  Ceme- 
tery, and  charging  grossly  inflated  rates  in  the  process.     The  County  has 
received  public  complaints  of  overcharges  ranging  as  high  as  175%  over 
county  authorized  rates.     Other  "gypsy"  cab  operations  have  taken  place 
within  the  county,  some  involving  vehicles  with  broken  meters  and  some  with 
no  meters  at  all. 

Enforcement  problems  were  compounded  by  the  fact  that  Arlington  police 
believed  they  had  no  enforcement  powers  over  taxicabs  departing  from  or 
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arriving  at  a  Federal  installation.     The  County  has  responded  to  the 
problem  by  recently  adopting  a  very  strict  ordinance  against  "gypsy"  cabs 
in  the  County.     In  Alexandria  there  has  been  a  slight  but  perceptible  in- 
crease in  criminal  assaults  and  robberies  perpetrated  against  drivers. 
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VIII.     STATUS  OF  THE  HACKERS'  LICENSE  APPEAL  BOARD  AS  A  TAXICAB  INDUSTRY 
REGULATOR 

If  it  is  axiomatic  that  the  general  health  and  well-being  of  an  industry 

can  be  determined  in  large  part  by  the  level  of  public  complaint  lodged 

against  it;  it  is  also  true  that  the  regulation  of  an  industry  can  only  be 

as  good  as  enforcement  authorities  determine  and  carry  out.  Enforcement 

is  the  bottom  line  in  any  regulatory  scheme.     For  the  taxicab  industry  in 

Washington,  the  HLAB  represents  the  bottom  line  in  enforcement  powers  over 

the  industry.     It  is  here  that  Department  of  Motor  Vehicles  denials  or 

revocations  of  licenses  are  either  sustained  or  overruled,  and  it  is  here 

driver 

that  citizen  complaints  regarding/misconduct  or  serious  violation  of  District 

of  Columbia  rules  and  regulations  are  adjudicated. 

This  study  of  the  taxicab  industry  in  Washington  and  the  regulation 

thereof  has  elicited  a  drumfire  of  criticism  against  the  Hackers'  License 

Appeal  Board.     Respondents  from  within  the  different  regulatory  agencies, 

from  within  the  public  interest  groups,  and  from  within  the  HLAB  itself  — 

several  of  whom  asked  not  to  be  identified  directly  —  have  come  forth  with 

a  litany  of  serious  complaints  regarding  HLAB  proceedings.     The  purpose 

of  this  section  of  the  report  is  to  try  and  put  into  perspective  the  many 

criticisms  levelled  against  the  Board,  the  Board's  position  regarding  such 

about 

criticism,  and  then  to  make  some  comparisons    /       the  ways  in  which  appeals 
boards  operate  in  other  jurisdictions,  particularly  with  respect  to  safe- 
guards employed  to  prevent  abuses  and  insure  good  enforcement  practices. 
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A.     Alleged  Shortcomings  of  the  Hackers' License  Appeal  Board 

Allegations  against  the  Board  fall  into  four  broad  categories:  overt 
domination  by  the  industry  it  is  charged  to  regulate;  lack  of  standards  and 
uniformity  of  procedures;  conflict  of  interest  charges  against  members;  and 
charges  of  laxity  and  undue  leniency  in  meting  out  penalties. 

There  is  strong  feeling  among  some  of  HLAB's  most  vehement  critics  that 
the  taxicab  industry  not  merely  dominates  HLAB,  but  that  there  is  willing 
collusion  by  Board  officers  and  many  board  members  in  this  situation.  Taxicab 
industry  influence  within  the  HLAB  is  underscored  by  the  ranking  accorded 
its  members.     The  first  category  of  membership  on  the  Board  is  the  industry 
contingent,  according  to  information  provided  by  the  Board  Chairman.  In 
addition  to  its  preeminence  as  the  first  category  of  selectees,  there  is  a 
requirement  that  the  vice-chairman  of  the  Board  be  an  industry  member.  When- 
ever the  chairman  is  unable  to  preside,  moreover,  the  vice-chairman  becomes 
the  presiding  officer.     This  means  that  whenever  the  chairman  of  the  board 
is  unable  to  chair  a  panel  scheduled  to  adjudicate  a  case  before  the  Board  — 
a  rather  frequent  occurrence  according  to  some  members  —  the  industry  auto- 
matically has  two  representatives  on  the  five-member  panel,  including  its 
chairman.     When  panels  consist  of  only  three  members  (the  minimum  number 
required  to  constitute  a  quorum),  the  potential  here  for  abuse  is  obvious.  Prior 
to  1965,  industry  representatives  did  not  sit  on  the  board  and  some  members 
believe  that  the  Board's  decline  began  with  the  inclusion  of  industry  members 
on  the  Board.    Others  attribute  the  alleged  decline  of  the  Board  to  political 
factors.     At  one  time  the  Board  was  an  entirely  independent  organization  whose 
members  served  voluntarily.     Now  the  Board  is  under  the  jurisdiction  of  the 
Office  of  the  Secretariat  (Mayor's  office)  and  its  members  are  paid  for  hours 
actually  employed.     The  result,  according  to  several  critics,  is  an  infusion 
of  politics  and  a  rash  of  applications  for  placement  on  the  Board. 
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As  pointed  out  by  the  Mayor's  Taxicab  Service  Task  Force  Report,  there 

have  been  great  differences  in  HLAB  procedures,  rulings  and  penalties, 

over  the  years,  even  when  dealing  with  the  same  or  similar  infractions  of 

the  taxicab  regulations.    Part  of  the  problem  stems  from  the  fact  that 

set  forth 

there  are  no  standards  established    which  /specific  penalties  for  various 
offenses.    Others  complain  that  there  are  no  guidelines,  no  standards,  no 
set  penalties  whatsoever,  and  not  even  an  impartial  chairman  to  preside. 
The  vice-chairman  of  the  HLAB,  who  also  serves  as  chairman  of  the  Taxicab 
Industry  Group,  is  on  record  as  being  opposed  to  set  penalties,  and  believes 
that  each  case  must  be  decided  separately  on  the  merits.     This  approach 
has  led  the  vice-chairman  and  other  members  of  the  Board  to  vote  in  favor 
of  issuing  license  renewals  to  taxicab  drivers  who  have  been  convicted  of 
criminal  offenses.     The  justification  for  this  action  by  the  vice-chairman 
and  others  is  that  drivers  deserve  every  consideration,  particularly  where 
rehabilitation  appears  evident,  and  where  denial  of  license  renewal  would 
result  in  extreme  economic  hardship  on  the  driver  and  his  family. 

There  are  procedural  problems  in  the  selection  of  panels  to  adjudicate 
cases  before  the  Board.    Time  can  be  a  crucial  factor  since  it  takes  from 
4  to  8  weeks  to  schedule  a  hearing,  select  a  panel,  and  then  prepare  for 
the  case.     Panel  selection  is  determined  on  a  rotation  system,  and  this, 
in  turn,  has  led  to  further  serious  allegations  against  HLAB  operations. 
Board  members  have  charged  that  the  chairman  of  the  HLAB  systematically  dis- 
criminates against  members  who  express  a  vigilant  attitude  about  regulation 
enforcement  and  imposition  of  penalties  for  errant  drivers.    "Members  who  favor 
vigorous  enforcement  are  said  to  be  systematically  kept  off  adjudicating 
panels.     Other  critics  allege  that  when     postponement  of  cases  occurs,  those 


308 


CRS  -  74 

members  of  the  original  panel  who  appeared  to  be  in  favor  of  penalties  are 
frequently  not  selected  to  resume  their  positions  on  the  panel  when  the 
case  is  resumed  before  the  Board.    While  some  members  of  the  Board  believe 
that  all  cases  involving  serious  misconduct  or  serious  violation  of  the  rules 
should  be  heard  by  a  full  five-member  Board,  frequently  a  minimum  number 
panel  —  three  members  —  is  designated  to  hear  the  case.     The  Mayor's  Task 
Force  Report  points  out  that  because  of  this  panel  rotation  system,  there 
is  no  opportunity  for  any  one  HLAB  panel  to  assess  the  general  impact  of  its 
decisions  in  terms  of  overall  effect  on  delivery  of  taxicab  service  to 
residents  of  the  District  of  Columbia. 

In  addition  to  its  length,  serious  questions  are  raised  with  respect 
to  the  duplicative  quality  of  the  hearing  process  involving  citizen  complaints 
before  the  HLAB.     The  process  itself  involves  written  statements  by  complainants, 
summoning  drivers  for  explanations,  responding  to  complainants  and  soliciting 
whether  or  not  complainants  wish  to  continue  the  complaint  —  and  all  of  this 
even  before  a  hearing  is  scheduled  by  the  Board.     The  complications  and 
duplications  of  this  process,  first  before  the  Department  of  Motor  Vehicles 
and  then  before  the  HLAB,  frequently  serve  only  to  discourage  complaining 
parties  and  dissuade  them  from  proceeding  to  an  ultimate  resolution  of  the 
complaint.     Despite  what  are  perceived  to  be  serious  shortcomings  of  the 
Board  as  presently  constituted,  some  members  appear  to  be  opposed  to  replacing 
it  by  a  hearing  examiner,  a  proposal  put  forth  by  the  Mayor's  Taxicab  Service 
Task  Force  Group.     One  prominent  critic  of  the  Board  believes  that  despite  its 
many  serious  problems,  it  is  still  virtually  impossible  to  sway  the  consider- 
ation of  five  members  by  a  bribe,  whereas  a  hearing  examiner  would  be  more 
vulnerable  to  such  pressure. 
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Critics  of  the  HLAB  allege  serious  conflict  of  interest  charges  against 
many  of  its  members.     Critics  believe  that  no  member  of  the  Board  should 
have  any  interest  whatsoever  in  the  taxicab  industry  in  Washington.  These 
members  believe  that  the  Board  is  currently  so  lax  tha^t  it  is  virtually 
controlled  by  the  taxicab  industry.     Critics  believe  that  industry-connected 
members  of  the  HLAB  are  willing  to  license  anyone  they  can  hire,  and  are 
willing  to  re-license  any  driver  regardless  of  misconduct,  since  a  suspended 
driver  means  an  idle  cab,  and  an  idle  cab  means  a  loss  of  revenue.     It  is 
not  uncommon,  according  to  critics,  to  have  Board  members  who  represent  a 
certain  company  rule  in  favor  of  a  driver  of  that  particular  company  regard- 
less of  what  the  charge  may  be  against  the  driver.     Industry  members  seldom, 
if  ever,  disqualify  themselves  from  hearing  a  case.     The  vice-chairman  of  the 
HLAB,  himself  a  very  prominent  industry  spokesman,  does  not  disqualify  him- 
self from  any  cases  in  which  drivers  from  his  own  or  any  other  company  appear 
before  the  Board.     There  is  also  no  prohibition  against  certain  attorneys 
serving  on  the  HLAB,  even  though  they  may  represent  clients  who  appear  before 

the  Board  on  misconduct  charges.    Many  of  these  lawyer-members  are  said  to 

therefore 

have  multiple  industry  clients  and  are/seriously  inhibited  from  taking  adverse 
action  against  industry  drivers.    Drivers  are  said  to  openly  boast  of  their 
"friends"  on  the  Board  and  to  brag  about  "leaks"  concerning  pending  decisions 
from  favorable  board  members.    Questions  have  also  been  raised  about  the 
filing  of  financial  statements  by  members  of  the  Board.     Since  members  are 
compensated  at  the  rate  of  GS-18  Federal  employees,  they  are  supposed  to  file 
financial  disclosure  statements.     It  appears  that  there  is  wide-scale  non- 
compliance with  this  regulation,  however. 
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Complaints  against  the  HLAB  for  lax  administrative  operations  and 
undue  leniency  toward  drivers  guilty  of  misconduct,  are  many  and  varied. 
Maintenance  of  the  HLAB  office  was  described  as  careless  and  casual. 
Employee  attendance  in  the  office  was  described  as  "minimal"  and  file-keeping 
as  "abysmal."    Case  folders  are  allegedly  tampered  with  and  altered,  and 
favored  members  —  in  clear  violation  of  the  rules  —  are  routinely  given 
access  to  the  records  in  advance  of  hearings.     Critics  charge  the  Board  with 
providing  advance  notification  to  drivers  about  members  who  will  sit  at  their 
hearing.     This  is  another  clear-cut  violation  of  the  rules,  according  to 
critics.     Hackers  charged  with  violations  are  frequently  observed  visiting, 
the  chairman  in  private.     Drivers  who  are  required  to  produce  manifests  of 
record  for  examination  at  the  hearing,  are  sometimes  observed  reconstructing 
bogus  manifests  in  the  hallway  outside  of  the  hearing  room.     There  also 
appears  to  be  a  definite  lack  of  decorum  at  the  hearing  itself,  with  some 
industry  members  laughing  and  joking  with  drivers  whose  cases  are  being 
heard,  and  with  frequent  public  squabbling  among  panel  members  who  disagree. 
Critics  also  accuse  the  chairman  of  being  visibly  antagonistic  in  public 
toward  any  member  who  articulates  a  "tough"  line  against  drivers  who  mis- 
behave . 

Critics  charge  that  since  1961,  when  the  Board  was  placed  under  the 
jurisdiction  of  the  Secretariat,  enforcement  has  steadily  declined  and  that 
leniency  toward  drivers  has  been  the  order  of  the  day.     Some  members  are 
accused  of  having  the  attitude  that  the  hacker  is  never  wrong  and  that  citizen 
protection  must  take  second  place  to  the  economic  interests  and  needs  of  the 
driver.     Others  charge  that  the  regulatory  work  of  the  Department  of  Motor 
Vehicles  is  frustrated  by  the  HLAB .     It  appears  that  all  too  frequently  DMV 
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denials  of  license  renewals  as  not  being  in  the  interest  of  "the  health, 
safety,  and  welfare  of  the  District  of  Columbia"  —  when  a  driver  is  convicted 
of  a  crime  —  are  routinely  undone,  when  after  hearing  the  driver's  appeal 
case,  the  license  is  granted  by  the  Board. 

In  those  cases  where  drivers  are  found  guilty  as  charged,  it  appears 
that  penalties  are  often  withheld  if  the  driver  pleads  economic  hardship.  Some 
Board  members  are  described  as  having  the  attitude  that  under  no  circumstances 
should  the  driver  be  denied  the  opportunity  to  go  back  to  work.     To  that 
end,  even  when  charges  are  upheld  and  penalties  are  voted,  board  members  fre- 
quently entertain  pleas  for  reconsideration  and  leniency,  particularly  when 
wives  and  relatives  plead  an  economic  hardship.     Critics  charge  that  the 
Board's  reconsideration  policy  based  on  hardship  pleas  by  the  drivers,  their 
wives  or  their  relatives,  is  clearly  in  violation  of  the  rules,  since  the 
sole  grounds  for  reconsideration  is  introduction  of  new  evidence  which  is 
either  exculpatory  or  mitigating. 

Even  in  cases  involving  recent  criminal  convictions  handed  down  by  the 
Courts,  the  attitude  of  some  Board  members  is  said  to  be  that  the  driver  has 
been  sufficiently  punished  by  having  to  undergo  a  criminal  proceeding,  and 
ought  not  to  be  further  punished  by  the  board.     Critics  charge  that  the 
chairman  of  the  HLAB  bends  over  backwards  to  suspend,  delay,  or  vacate 
penalties  voted  by  the  Board.     Department  of  Motor  Vehicle  spokesmen  have 
stated  that  Board  leniency  has  led  drivers  to  conclude  that  they  have  little 
reason  to  fear  ever  being  brought  to  account  for  public  misconduct.  The 
upshot  of  all  these  alleged  HLAB  shortcomings  and  deficiencies,  according 
to  critics,  is  that  there  are  now  more  instances  of  misconduct  and  criminal 
behavior  among  drivers  —  ranging  from  failure  to  transport  to  serious  assault 
than  at  any  time  in  the  history  of  the  Board. 


69-312  O  -  76  -  21 
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B .     Comparison  of  HLAB  with  Appeal  Boards  In  Other  Jurisdictions 

Appeals  Boards  in  suburban  jurisdictions  are  generally  governed  by 
strong  conflict  of  interest  regulations.     In  Montgomery  County,  for  instance, 
no  board  member  may  hear  a  case  involving  a  company  or  industry  in  which  he 
has  any  financial  interest  whatsoever.     Board  members  are  also  required 
to  report  to  the  full  board  membership  any  ex  parte  meetings  or  contacts 
held  or  initiated  by  defendants  before  the  board.     In  addition,  if  the 
chairman  of  the  board  requests  a  board  member  to  disqualify  himself  for  any 
reason  in  a  proceeding,  the  board  member  must  do  so.     The  Prince  Georges 
County  Board  has  strict  conflict  of  interest  provisions.     No  county  employee 
may  sit  on  the  Board,  and  board  members  must  automatically  disqualify  themselves 
from  hearing  any  appeals  connected  with  an  industry  or  company  they  are 
connected  with,  or  in  which  they  have  any  financial  interest.     The  Alexandria 
Board  is  not  governed  by  a  formal  conflict  of  interest  rule,  but  the  city 
attorney's  office  takes  notice  of  board  members'  affiliations  and  financial 
interests.     In  one  instance  where  a  board  member  was  found  to  have  an  interest 
in  a  local  taxicab  company,  he  was  asked  to  resign  from  the  Board  and  he  promptly 
did  so. 
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C.     Police  Enforcement  v.  HLAB  Enforcement 

Metropolitan  Police  Department  policies  regarding  enforcement  of  taxicab 
regulations  and  Hackers'  License  Appeal  Board  enforcement  policies  work  largely 
at  cross  purposes  with  one  another.     Together  they  create  a  fragmented  and 
ineffective  approach  to  law  enforcement  action  directed  at  errant  taxicab 
drivers.     The  Mayor's  Taxicab  Service  Task  Force  Report  points  out  that  one 
peculiarity  of  these  fragmented  enforcement  and  complaint  procedures  is  that 
a  violation  of  a  taxicab  regulation  detected  by  a  hack  inspector  from  the 
Metropolitan  Police  Department  is  treated  as  a  criminal  matter  whereas  in- 
fractions discovered  through  the  complaint  process  and  HLAB  procedures  are 
not.     The  result  is  that  enforcement  and  penalties  have  become  a  matter  of 
chance  and  not  certainty.     If  the  infraction  is  detected  by  a  hack  inspector, 
the  driver  faces  a  possible  fine,  but  no  threat  to  his  license;  if  the  com- 
plainant is  a  civilian,  however,  and  the  case  is  pursued  before  the  HLAB, 
the  driver  faces  possible  revocation  or  suspension  of  his  license,  but  no  fine. 
The  potential  differences  in  penalty  are  astronomical.     Since  police- initiated 
complaints  are  treated  as  minor  traffic  offenses,  the  driver  may  receive 
a  $5  or  $10  ticket  for  infractions  such  as  deliberately  refusing  to  transport 
a  passenger.     If  the  same  infraction  is  brought  to  the  HLAB  for  hearing,  however, 
the  potential  —  if  not  the  reality  —  exists  for  a  60-90  day  suspension  of  a 
driver's  license  to  operate,  a  penalty  which  in  economic  terms  dwarfs  that  of 
the  traffic  citation.     The  disposition  of  police-issued  traffic  citations 
leads,  in  turn,  to  further  fragmentation  of  enforcement  activity.  Since 
the  Superior  Court  considers  taxicab  violations  and  citations  as  minor 
traffic  violations,  and  not  as  an  important  breach  of  a  public  duty  and  a 
public  utility,  few  cases  go  to  trial,  and  the  driver  is  permitted  to  forfeit 
collateral.     Notices  of  citations  are  not  sent  to  the  Public  Vehicles  Division 
of  the  Department  of  Motor  Vehicles,  nor  is  a  record  of  the  ultimate  disposition 
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of  the  charges  made  a  part  of  the  driver  * 6  record f  unless  the  offense  is 
unusually  grave,  such  as  an  assault  on  a  passenger.     In  the  latter  instance, 
or  for  other  serious  criminal  acts  committed  by  a  driver,  the  Police  Depart- 
ment does  notify  the  Public  Vehicles  Division,  DMV,  and  also  the  HLAB  for 
administrative  action.     This  is  the  only  instance,  however,  when  all  three 
enforcement  agencies  work  in  tandem    in  the  matter  of  enforcement  of  taacicab 
regulation.     Critics  charge  that  perhaps  the  most  serious  breakdown  in  the 
entire  enforcement  system  occurs  at  the  HLAB  level,  where,  even  if  a  taxi- 
cab  driver  is  convicted  of  a  crime,  and  even  if  it  involves  his  own  taxicab, 
he  may  still  be  able  to  keep  his  license.     It  appears  that  even  though  a 
conviction  may  carry  a  temporary  suspension  of  a  driver *s  license  with  it, 
the  driver's  appeal  to  the  HLAB  for  reinstatement  has  generally  prevailed, 
since  the  Board  is  said  to  grant  8  out  of  10  such  requests.  UOf    One  of 
the  most  important  recommendations  of  the  Mayor's  Task  Force  Report  —  as 
outlined  in  the  final  section  of  this  report  —  advocates  that  all  violations 
should  be  de-criminalized  and  all  alleged  offenses  should  be  handled  as 
administrative  matters  by  the  same  regulatory  agency. 


40/  Crosby,  Thomas.  {Only  Montgomery  Bars  Criminals  as  Hackers] 
Washington  Star,  March  16,  1975:  p.  Al. 
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IX.     RECOMMENDATIONS  FOR  IMPROVING  REGULATION  OF  THE  TAX I CAB  INDUSTRY  IN 
WASHINGTON,  D.C. 


There  have  been  three  significant  recommendation  plans  put  forth  for 
the  reorganization  and  improvement  of  taxicab  industry  regulation  in 
Washington.     The  sponsors  of  these  plans  are:     The  Mayor *s  Taxicab  Service 
Task  Force,  the  Citizens  Traffic  Board,  and  the  Hackers'  License  Appeal 
Board.     Each  of  these  plans  will  be  considered  in  turn.     The  first  plan  to 
be  considered,  and  by  far    the  most  detailed  and  comprehensive  of  the  three, 
was  put  forth  by  the  Mayor's  Taxicab  Service  Task  Force,  under  the  chairman- 
ship of  Douglas  N.  Schneider,  Jr.,  Transportation  Systems  Coordinator  for 
the  District  of  Columbia.     The  Task  Force  was  a  blue-ribbon  committee  which 
brought  together  the  talents  of  a  wide  cross-section  of  regulatory  agency 
directors,  public  Interest  organizations,  and  industry  representatives.  41/ 
A  copy  of  their  report,which  was  issued  in  December,  1974,  is  enclosed. 
At  its  formation  in  September  1974,  Mayor  Washington  gave  the  Task  Force 
the  following  broad  mandate: 


41/  In  addition  to  its  chairman,  the  Task  Force  consisted  of  the  following 
individuals:    Lou  Brott,  Executive  Secretary,  Citizens  Traffic  Board;  Linus  H. 
Deeny,  Assistant  Corporation  Counsel,  Public  Service  Commission;  Kenneth  C. 
Flickinger,  Vice  President,  Yellow  Cab  Co.  of  the  District  of  Columbia; 
Robert  C.  Harmon,  Principal,  Institute  of  Transportation  and  Regional  Planning  — 
representing  the  Washington  Metropolitan  Board  of  Trade;  Donald  F.  Harrington, 
Executive  Director,  Washington  Area  Cab  Drivers,  Inc.;  Robert  L.  Haydon,  Jr., 
Deputy  Superintendent,  Department  of  Insurance;  James  J.  Jewell,  President, 
Independent  Taxi  Owners  Association;  John  Mack,  Jr.,  Chairman,  Hackers'  License 
Appeal  Board;  Charles  E.  Morgan,  Chief,  Public  Vehicles  Division,  Department 
of  Motor  Vehicles;  Joseph  P.  Murphy,  Director,  Department  of  Motor  Vehicles; 
H.  Mason  Neely,  Vice  Chairman,  Public  Service  Commission;  Alesandres  L.  Perkins, 
Deputy  Assistant  Director,  Department  of  Highways  and  Traffic;  Richard  E.  Prunchak, 
Management  Analyst,  Office  of  Planning  and  Management;  Anthony  Rachal,  Legisla- 
tive Assistant,  D.C.  City  Council;  William  B.  Robertson,  Director,  Office  of 
Consumer  Affairs;  William  R.  Stratton,  Chairman,  Public  Service  Commission; 
Captain  Brian  G.  Traynor,  Head,  Operations  Branch,  Traffic  Division,  Metropolitan 
Police  Department;  Samuel  R.  Watson,  Business  Agent,  United  Brotherhood  of 
D.C.  Taxi  Drivers;  William  J.  Wright,  Chairman,  Taxicab  Industry  Group. 
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"1.     To  develop  and  recommend  public  policies  designed  to 
ensure  that  the  role  of  taxicab  service  is  carried  out  in 
the  interest  of  serving  the  riding  public,  while  maintaining 
the  essential  economic  health  of  the  industry. 

2.     To  develop  a  proposed  action  program  for  improving  the 
level  of  service  of  the  taxicab  industry  in  the  city." 


The  Task  Force  very  promptly  discovered  that  the  governmental  structure 
for  controlling  and  regulating  the  taxi  industry  in  Washington  is  confusing 
and  fragmented,  and  that  this  situation  is  of  long  standing.     The  Task  Force 
Report  notes  that  as  early  as  1957  similar  conclusions  wpre  made  in  a  staff 
report  to  the  House  Committee  on  the  District  of  Columbia,  a  report  which 
went  on  to  recommend  that  all  regulatory  control  over  the  taxicab  industry 
be  vested  in  one  bureau  or  agency  with  full  power  to  enforce  all  rules  and 
regulations . 

Since  the  division  of  regulatory  responsibility  over  the  industry  and 
the  fragmentation  of  procedures  dealing  with  citizen  complaints  against  the 
industry  have  been  discussed  in  detail  in  other  sections  of  this  report,  this 
section  will  be  limited  solely  to  recommendations  for  improvement  in  both  of 
these  areas.     In  making  its  recommendations,  the  Task  Force  sought  solutions 
to  problems  which  were  both  practical  and  attainable.     Their  approach  to  pro- 
posed solutions  is  set  forth  in  the  conclusion  to  their  report,  which  states 
in  relevant  part: 

"We  have  tried  to  avoid  recommending  programs  that  would 
carry  a  high  cost;  our  suggestions  generally  are  directed  at 
making  better,'  more  efficient,  use  of  our  taxicab  resources  in 
the  hope  of  producing  more  service  for  relatively  less  cost. 
When  our  analysis  of  an  issue  revealed  several  alternatives 
for  improvement,  we  opted  for  the  one  involving  the  least 
bureaucratic  interference,  if  we  thought  there  might  be  an 
effective  alternative.    Our  aim  in  doing  so  was  to  avoid 
recommending  increased  budget  demands  on  city  agencies  and, 
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just  as  importantly,   to  minimize  substituting  the  governmental 
mechanism  for  the  exercise  of  good  judgment  on  the  part  of 
taxicab  drivers.     Thus,  where  we  have  recommended  additional 
governmental  effort  or  reorganization  of  governmental  facili- 
ties, we  consider  them  essential."  42/ 

The  following  is  a  summary  of  the  major  recommendations  contained  in  that 

report. 


Improving  Enforcement  of  Taxicab  Regulations  and  Customer  Complaint 
Processing: 

1.  The  responsibility  for  establishment  of  taxicab  service  stan- 
dards and  their  enforcement  should  be  placed  in  one  government 
body,  the  Public  Service  Commission. 

2.  Violations  of  PSC  regulations  should  be  de-criminalized  and 
all  citations  for  regulations  violation,  and  all  complaints 
should  be  processed  through  one  administrative  authority. 

3.  The  PSC  should  establish  a  civilian  investigative  force  to 
insure  greater  coverage  of  the  industry.     The  Metropolitan  Police 
should  continue  present  enforcement  activity  as  a  supplement  to 
PSC  enforcement. 

4.  Citizen  complaints  and  charges  of  rule  violations  should  be 
heard  by  a  hearing  officer,  if  disposition  is  not  made  without 

a  hearing.    An  appeal  to  the  PSC  should  be  available  with  manda- 
tory referral  of  the  record  to  an  advisory  panel  which  would 
make  its  recommendations  to  the  PSC  for  its  consideration  before 
making  its  final  disposition  of  the  matter. 

5.  A  uniform  system  of  punishment  for  regulations  violation  and 
the  creation  of  a  point  system  for  violations. 

6.  Simplification  of  citizen  complaint  filing  process 
Improvement  in  Licensing  Process! 

1.       Establish  a  meaningful  orientation  program  to  imbue  the  taxicab 

driver  with  a  sense  of  professionalism;  to  give  him  a  better  under- 
standing of  his  responsibilities;  to  inform  him  of  the  special  prob<- 
lems  he  will  encounter  in  performing  taxicab  service  and  of  the 
special  needs  of  some  consumers  and  to  inform  him  on  any  other  subject 
that  will  result  in  his  rendering  better  service. 


42/  Report  of  the  Mayor's  Taxicab  Service  Task  Force,  District  of 
Columbia,  December  1974,  p.  43. 
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2.  Employ  the  licensing  procedure  as  a  means  of  contracting 
drivers  for  the  purpose  of  gathering  information  from  them  to 
be  used  for  more  enlightened  regulation  and  development  of  new 
service  concepts. 

3.  Charge  appropriate  fees  for  licensing  activities  such  as  giving 
examinations.     Set  the  fees  at  a  level  that  will  reimburse  the 
government  the  costs  of  licensing,  and  to  the  extent  reasonable, 
the  costs  of  enforcement. 

Improving  Taxicab  Operations  and  Public  Awareness  of  Taxicab  Service 
Potential: 

la      Develop  a  security  system  to  give  the  taxicab  driver  a  higher 
degree  of  safety  assurance. 

2.  A  system  of  controlled  dispatch  of  radio  taxicabs  should  be 
evaluated  to  determine  if  it  represents  a  practical  alternative 
to  the  present  system  of  open  bidding. 

3.  Establish  taxistands  and  group  pick-up  points  where  the  degree 
of  demand  for  service  warrants  it. 

4.  Employ  computers  for  identifying  potential  group  riders  to  and 
from  work  and  to  other  destinations  regularly  visited. 

5.  Experiment  with  fixed  route,  or  jitney,  taxicab  operations  to 
provide  convenience  at  low  cost. 

6.  Exploit  opportunities  to  integrate  taxicab  service  with  Metrorail 
service. 

7.  Allow  taxicab  use  of  bus  priority  lanes  where  interference  with 
bus  operations  will  not  result. 

8.  Improve  taxicab  industry  relations  with  community  groups  and 
provide  better  information  to  the  public  concerning  the  use  of 
taxicabs . 

Providing  Greater  Incentives  to  Taxicab  Drivers  to  Perform  Ooality 
Service: 

1.  Improve  taxi  industry/police  relationships  and  communication. 

2.  Consider  a  rebate  of  gasoline  taxes  to  taxicab  drivers. 

3.  Enlarge  activities  of  taxicab  associations  to  include  discipline 
for  members  who  are  regulations  violators;  more  intensive  safety 
programs;  career  development  programs;  liaison  with  the  public, 
the  PSC,  the  police. 
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Establish  a  program  of  recognition  of  drivers  who  perform  good 
taxicab  service.  Both  the  taxicab  industry  and  the  government 
should  have  such  a  program. 

Provide  a  plan  for  compensating  drivers  for  work-related  injury. 
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B .     Citizens  Traffic  Board  Recommendations: 

The  Board's  recommendations  were  developed  by  its  Legislative  and 
Enforcement  Committee  in  response  to  the  many  complaints  the  Board  has  re- 
ceived from  citizens  about  taxi  service  and  driver  misconduct.     The  Board 
considers  present  methods  of  handling  taxicab  complaints  a  "shambles"  and 
asks  for  the  immediate  overhaul  of  the  system.     The  Board  believes  the  following 
recommendations  need  to  be  implemented  if  there  is  to  be  any  improvement  in 
taxicab  service  in  the  District  of  Columbia  and  in  the  general  deportment 
of  drivers. 


Citizens  Traffic  Board  Recommendations:  43/ 

1.  Simplification  of  complaint  process  system.     Rescind  the  rule  that 
all  complaints  must  be  in  writing. 

2.  That  the  City  Council  amend  D.C.  Rules  and  Regulations  to  grant 
authority  to  the  Public  Vehicles  Division,  DMV,  in  all  cases  of 
serious  complaint,  to  suspend  drivers  until  their  hearings  take 
place . 

3.  The  Board  Chairman  shall  attend  every  Board  meeting  and  hearing 
if  possible  and  shall  ask  the  City  Council  to  establish  a  policy 
of  mandatory  minimum  fines  and  punishments.     For  minor  infractions 
of  the  hackers  rules  the  CTB  suggests  a  violators  school  similar 
to  the  ones  operated  by  the  Police  and  the  DMV  for  motorists  and 
pedestrians . 

4.  Elimination  of  the  requirement  that  the  vice-chairman  of  the  HLAB 
be  a  representative  of  the  industry. 

5.  The  CTB  urges  the  District  Government  to  buy  all  necessary  eauip- 
ment  to  maintain  proper  records  and  make  permanent  arrangements 
for  a  hearing  room.     Also  needed  is  a  private  room  for  the  five 
members  of  the  Appeal  panel  to  retire  while  making  theif  decisions. 
At  present  the  complainant  and  the  hackers  and  their  attorneys  are 
sent  into  the  hallway  while  the  Panel  considers  the  case. 

6.  The  Public  Service  Commission  shall  maintain  a  central  radio  dis- 
patch service  for  all  cab  drivers  who  have  radios  in  their  cabs 


43/  Minutes,  District  of  Columbia  Citizens  Traffic  Board,  March  20,  1973. 
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thereby  eliminating  partiality  shown  in  some  cases  by  company 
dispatchers  which  has  tended  to  discourage  response  to  telephone 
requests  for  service.     This  would  insure  fairness  to  the  hackers 
on  all  radio  runs. 

7.  A  substantial  increase  in  the  number  of  hack  inspectors  within 
the  Metropolitan  Police  Department. 

8.  Requirement  that  all  part-time  foreign  student  hackers  be  required 
to  have  permanent  visas. 

9.  Requirement  that  drivers  be  required  to  maintain  computerized  mani- 
fests that  are  checked  on  a  regular  basis. 

10.     To  overcome  the  confusion,  inefficiency,  duplication  and  bad  service 
that  now  exists  in  the  taxicab  industry  in  the  District  of  Columbia, 
the  Board  asks  for  the  establishment  of  a  Taxi  and  Limousine  Commission 
within  the  Department  of  Motor  Vehicles. 
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C.     Recommendations  of  the  Hackers'  License  Appeal  Board  Chairman: 

The  recommendations  of  the  Chairman  of  the  HLAB,  Mr.  John  Mack,  were 
contained  in  a  letter  to  the  Acting  Chairman  of  the  D.C.  Public  Service 
Commission,  dated  June  11,  1974.     They  resulted  from  the  deliberations  of  a 
special  Forum  appointed  by  the  HLAB  Chairman.     The  Forum  consisted  of  members 
of  the  HLAB,  the  Corporation  Counsel,  the  Public  Service  Commission,  the 
Metropolitan  Police  Department,  the  Department  of  Motor  Vehicles,  the  Citizens 
Traffic  Board,  and  the  D.C.  Office  of  Management.     The  deliberations  of  that 
forum  resulted  in  the  following  recommendations  regarding  changes  in  the 
regulatory  structure  governing  the  taxicab  industry  in  Washington. 
Recommendations  of  the  HLAB  Chairman: 

1.  Establishment  of  a  Taxicab  Board  or  Administration  to  encompass  all 
functions  necessary  in  the  operation  of  the  taxicab  industry,  from 
qualifications  of  taxicab  drivers,  issuance  of  licenses,  a.nd  pro- 
cessing of  complaints  for  violations  of  the  rules  and  regulations 
to  final  action  for  enforcement. 

2.  Revise  the  rules  and  regulations  and  adding  new  rules,  such  as: 
establish  a  docket  system,  authorize  Public  Vehicle  Division  to 
process  complaints  and  on  determining  that  a  hearing  is  required, 
then  and  there  serve  a  Show  Cause  Order  for  a  hearing,  after  obtaining 
an  available  date  from  the  Hackers'  License  Appeal  Board. 

3.  Authorize  the  Public  Vehicle  Division  and  the  Hackers'  License 
Appeal  Board  to  assess  a  penalty  of  five  (5)  days  for  failure  to 
appear  when  so  ordered. 

A.    Authorize  a  five  (5)  day  license  suspension  for  failure  to  produce 
at  a  Hackers'  License  Appeal  Board  hearing  the  Hacker's  manifest 
and  I.D.  Card. 

5.  Amend  the  rules  and  regulations  requiring  Hackers  to  maintain  a  per- 
manent, accurate  and  true  manifest,  to  be  submitted  at  periodic 
intervals  for  examination  by  the  designated  authorities. 

6.  Authorize  the  Public  Vehicle  Division  to  require  all  taxicab 
companies,  taxicab  associations  and  other  taxicab  groups,  to 
furnish  that  office  at  stated  periods,  a  list  of  all  taxicabs  and 
drivers  of  each  taxicab  under  their  jurisdiction  and  advise  Public 
Vehicle  Division  of  any  changes  within  48  hours. 
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7.  Rules  and  regulations  denying  license  to  persons  who  do  not 
offer  transportation  service  to  the  public. 

8.  Rules  and  regulations  on  minimum  and  maximum  hours  on  daily 
hacking . 

9.  Determine  licensing  fees  of  Hackers  based  on  service. 

10.  Authorize  the  Chairman  of  the  Hackers' License  Appeal  Board  to 
appoint  the  Vice  Chairman  of  the  hearing  as  may  be  required  for 
each  hearing. 

11.  Authorize  the  Hackers'  License  Appeal  Board  to  assess  money 
fines  where  it  deems  such  fines  will  serve  better  than  time 
suspensions  or  revocations. 

12.  Review  the  compensation  of  members  sitting  on  the  Hackers' 
License  Appeal  Board  hearings. 

13.  Whenever  either  the  complainant  or  the  Hacker  fail  to  appear  for 
a  hearing  after  due  notice,  the  Hackers'  License  Appeal  Board  may 
assume  that  such  absent  party  waived  his  appearance  and  the  testimony 
of  the  Hacker  or  complainant  that  does  appear,  shall  be  valid, 

duly  recorded  and  may  be  used  by  the  Hackers'  License  Appeal  Board 
in  whatever  manner  the  Board  may  consider  to  bring  about  justice. 

14.  Change  or  amend  Organization  Order  //  13  to  meet  and  give  full 
effect  to  forthcoming  changes  in  the  rules  and  regulations. 


Recommendations  from  the  three  groups  are,  as  indicated,  many  and 
varied.     They  do,  however,  share  certain  obvious  commonalities.  Reduced 
to  their  simplest  terms,  all  three  groups  recognize  obvious  shortcomings, 
duplication  and  fragmentation  in  the  regulatory  structure  governing  the 
taxicab  industry  in  the  District  of  Columbia.    Dissension  among  the  regulators 
clearly  reveals  that  one  man's  version  of  regulation  that  is  fair  and  equitable 
is  another  man's  version  of  laxity  and  non-enforcement  of  the  law;  one  man's 
regulation  is  another  man's  breakdown  of  the  system.    Whatever  the  disagreements 
and  disputes  among  the  contending  parties  amid  the  regulatory  structure  in 
Washington,  the  three  bodies  of  recommendations  cited  make  abundantly  clear 
the  need  for  greater  simplification  and  unity  in  the  regulatory  structure, 
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greater  specificity  in  the  penalty  structure,  and  a  clear-cut  centralization 
in  enforcement  authority  over  the  taxicab  industry  in  Washington,  D.C. 

For  your  convenience  and  should  you  wish  to  contact  them  independently, 
other  respondents  who  provided  information  cited  in  this  report  are  listed 


below  by  name,   title  and  telephone  number. 


Freddie  F.  Adkins 
Inspector 

Fairfax  County  Police  Dept. 
(691-2557) 

Lou  Brott 

Executive  Secretary 
Citizens  Traffic  Board 
(638-1441) 

Edward  Daniel 

Director  of  Transportation  Planning 

Montgomery  County 

(279-1874) 

Lois  Gosnell 
Secretary 

Prince  Georges  County 

Board  of  Appeals 
(779-3858) 

Charles  Hammons 

Director  of  Consumer  Affairs 

Arlington  County 

(558-2478) 


Fred  Kaiser 
Executive  Director 
Fairfax  County  Office  of 

Consumer  Protection 
(691-3214) 

Doris  T.  Keith 
Chairman 

D.C.  Citizens  Traffic  Board 
(399-7848) 


Myer  Pumps,  Esq. 

Member,  D.C.  Hackers'  License 

Appeal  Board 
(NA8-8022) 

William  B.  Robertson 
Director 

D.C.  Office  of  Consumer  Affairs 
(629-2617) 

James  Russo 
Pres  ident 

Independent  Taxi  Owners  Assn. 
(387-6200) 

Edward  Slaughter 

Administrative  Asst.   to  County  Manager 
County  Manager's  Office 
Arlington,  Va. 
(558-2401) 

James  Tepe 

Vice  President  &  General  Manager 
Yellow  Cab  Co. 
Washington,  D.C. 
(LI4-1231) 

Anice  Wagner,  Esq. 

Office  of  People's  Counsel 

D.C.  Public  Service  Commission 

(727-3072) 


John  Wildman 

Director,  Division  of  Business  Standards 
Department  of  Licenses  and  Permits 
Prince  Georges  County 
(350-5805) 
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Charles  Kenyon 

Deputy  Director  of  Transportation 
and  Clerk  to  the  Alexandria 
Traffic  and  Parking  Board 

(750-6536) 

John  Large 

Chief  of  Subdivision  Development 
Department  of  Transportation 
Montgomery  County 
(279-1874) 


Harry  Winder,  Esq. 

Former  Counsel 

D.C.  Citizens  Traffic  Board 

(331-9393) 


William  J.  Wright 

Chairman,  Taxicab  Industry  Group  and 
Vice  Chairman,  Hackers'  License 
Appeal  Board 

(546-1686) 


Charles  Pilzer,  Esq. 
Former  Counsel 
Taxi  Industry  Group 
(785-4000) 


James  P .  McGrath 
Analyst  in  American  National  Government 
Government  and  General  Research  Division 
June  19,  1975 
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RECEIVED  A  HILL 

75  MY22  pm5.^8 

OFflCC  OF  fli' :  Si  rf,cf(iythC  Council  of  thc  District  of  Colombia 
DISTRICT  Or  COLUMSIA  ^o^Sncilmember  Wilson  introduced  thc  following 
bill,  which  was  referred  to  the  Commit  tec  on 


/  > 


To  direct  the  Public  Service  Commission  of  the 
District  of  Columbia,   through   its  rule-making 
powers  over  common  carriers,   to  establish  and 
maintain  a  meter  system  of  taxi  cab  fares 

Be  it  enacted  by  thc  Council  of  the  District 

of  Columbia, 

1  That  this  act  may  be  cited  as  the  "Taxi  Meter  Act", 

2  and  Sections  3  through  7  shall  be  codified  as 

3  Chapter  17    ("Taxi  Meter  Schedules")   of  Title  43 

4  ("Public  Utilities")   of  the  District  of  Columbia 

5  Code. 

6  Findings  and  Purposes 

7  Section  2.     The  Council  finds  that  the  present  zone 

8  system  of  District  taxicab  fares  is  unfair  to  both 

9  consumers  and  hackers,   is  inefficient,  and  results 

10  in  charges  and  practices  which  discriminate  against 

11  Blacks,  minorities,   poor  people,   persons  travelling 

12  alone,   and  residents  of  the  inner  city  and  of  t  te  entire 

13  Eastern  portion  of  the  District.     These  problems  cannot 

14  be  remedied  if  the  zone  system  is  retained.     A  meter 

15  system  of  fares  .  is  necessary  to  have  just  and  rea- 
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16  sonablc  rates  and  to  assure  the  availability  of 

17  service  to  all  persons. 

18  Meter  System  of  Fares 

19  Section  3.     The  meter  system  of  fares  established 

20  under  this  chapter  shall  have  the  following  charac- 

21  teristics: 

22  (1)     A  uniform  amount  of  money  shall  be  added 

23  to  the  fare,   for  each  uniform  amount  of  distance 

24  travelled,   for  every  ride  for  hire  in  every  taxicab. 

25  (2)     Lump-sum  charges  may  be  added,   if  incor- 

26  porated  in  the  system  of  fares  by  the  Public  Service 

27  Commission,   for  the  following  services: 

28  (a)     beginning  the  ride; 

29  (b)     waiting  at  least  five  minutes; 

30  (c)     pick-up  in  response  to  a  telephone 

31  call; 

32  (d)     carrying  baggage. 

33  (3)     No  additional  charge  to  the  fare  shall 

34  be  made  for: 

35  (a)     carrying  more  than  one  passenger;  or 

36  (b)     any  factor  not  enumerated  in  para- 

37  graphs    (1)   or   (2)   of  this  Section. 

38  (4)     The  system  shall  operate  by  means  of  a 

39  mechanical  or  electrical  meter  in  every  taxicab  which 

40  accurately  and  at  all  times  calculates,   and  displays 


69-312  O  -  76  -  22 
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41  to  the  passenger,    that  part  of  the  lure  attributable  to 

42  the  factors  in  Paragraph   (1),  and  Subparagraphs   (2)  (a) 

43  and   (2)(b),   of  this  Section. 

44  (5)     Every  taxicab  shall  be  required  to  have 

45  prominently  displayed  a  medallion  which  indicates  by 

46  beiny  lighted  that  the  taxicab  is  available  to  pick 

4  7  up  passcnyers.     The  Commission  shall  charge  $500  for 

48  each  medallion,   and  shall  pay  the  proceeds  therefrom 

49  to  the  general  fund  of  the  District  of  Columbia. 

50  (6)     Whatever  additional  rules  are  reasonable 

51  and  necessary  for  the  safe,   reliable  and  correct 

52  operation  of  a  meter  system  of  fares  shall  be  added 

53  thereto. 

54  Establishment  of  System 

55  Section  4.      (a)     For  purposes  of  this  chapter,  "taxi- 

56  cab"  means  any  passenger  vehicle  for  hire  having  a 

57  seating  capacity  of  less  than  eight  passengers,  exclu- 

58  sive  of  the  driver,   except  ambulances,   vehicles  used 

59  exclusively  for  funeral  purposes  or  contract  livery 

60  services,   and  vehicles  for  which  the  rate  is  fixed 

61  solely  by  the  hour. 

62  (b)     Wo  later  than  January  1,    1976,  the 

63  Public  Service  Commission  of  the  District  of  Columbia 

64  shall  make  rules  establishing  a  meter  system  of  fares 

65  in  accordance  with  Section  3  of  this  chapter,  and 
abolishing  the  zone  system  of  taxicab  fares  in  existence 
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(37  on  the  effective  date  of   this  chapter.     The  Commission 

5g  shall,   in  making  such  rules,   order  them  into  effect  no 

g9  later  than  February  15,  1976. 

70  (c)     After  January  1,    197b,    the  Commission 

71  may  charge  the  rates,   and  re-make  the  rate  structure 

72  and  related  rules  for  taxicabs,   so  long  as  the  Commission 

73  retains  for  all  taxicabs  a  meter  system  of  fares  in 

74  accordance  with  Section   3  of  tills  Chapter. 

75  Further  Rule-Making 

76  Section  5.     The  Commission  shall,    in  making  rules 

77  under  Sections  4(b)   and    (c)   of  this  chapter,  study, 
7g  and  if  possible  develop,  better  methods  of,   and  rules 
79  or  recommendations   for,   enforcing  all  of  its  rules 

g0  applying  to  taxicabs. 

Penalties 

g2  Section  6.      It  shall   be  a  misdemeanor,   punishable  by 

g3  imprisonment  for  a  term  of  90  days  or  by  a  fine  or 

g4  $1000,    to  own  or  operate  a  taxicab  within  the  District 

g^  of  Columbia,   in  violation  of,   or  at  rates  other  than 

g7  or  calculated  or  displayed  by  procedures  otherrthan 

gg  those  specified  in,   any  of  the  rules  of  the  Commission 

g9  comprising  the  meter  system  of  fares,  when  such  rules 

90  are  in  effect. 

91  Legal  Matters 

92  Section  7.      (a)'    Section  223,   Title  1  of  the  District 

93  of  Columbia  Code,    is  repealed. 

94  (b)     Nothing  in  this  Chapter  shall  be 
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9  construed  as  affcctin<j  the  Commission's  rule-making 

9G  powers  in  regard  to  taxicabs,   beyond  those  rules 

9  7  establishing  or  maintaining  the  meter   system  of 

9  8  fares,  and  other  rules  or  ports  of  rules  reason- 

9  9  ably  needed  for  consistency  with  that  system. 

100  Effective  Date 

101  Section  8.     This  act  shall  take  effect  as  provided 

102  for  acts  of  the  Council  of  the  District  of  Columbia 

103  in  Section  602(c)   of  the  District  of  Columbia  Self- 

104  Government  and  Governmental  Reorganization  Act. 
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STATEMENT  OF  CHAIRPERSON  RUTH  HANKINS-NESBITT 
BEFORE  THE 

COMMITTEE  ON  PUBLIC  SERVICES  AND  CONSUMER  AFFAIRS 
DISTRICT  OF  COLUMBIA  CITY  COUNCIL 
JUNE  27,  1975 
CONCERNING 

A  BILL  TO  DIRECT  THE  PUBLIC  SERVICE  COMMISSION  TO  ESTABLISH 
A  METER  SYSTEM  FOR  TAXICAB  FARES  IN  THE  DISTRICT  OF  COLUMBIA. 

COUNCILMAN  WILSON,   I  AM  RUTH  HANKINS-NESBITT,  CHAIRPERSON  OF  THE 
DISTRICT  OF  COLUMBIA  PUBLIC  SERVICE  COMMISSION.     I  AM  ACCOMPANIED  TODAY 
BY  VICE  CHAIRMAN  H.  MASON  NEELY,  COMMISSIONER  WILLIAM  R.   STRATTON,  AND 
THE  COMMISSION'S  COUNSEL,  LINUS  H.   DEENY,  ESQ.     THE  COMMISSION  IS  FILING 
A  LENGTHY  LETTER  COMMENTING  ON  THE  BILL  TODAY  SO  I  WILL  KEEP  MY  REMARKS 
BRIEF. 

THE  BILL  TO  REQUIRE  TAXIMETERS  AND  A  $500  TAXICAB  LICENSE  FEE  IS 
CERTAIN  TO  GENERATE  A  GREAT  DEAL  OF  CONTROVERSY.     YOU  WILL  HEAR 
PREDICTIONS  THAT  IT  WILL  CHANGE  THE  CHARACTER  OF  THE  TAXICAB  INDUSTRY  IN 
THE  DISTRICT  FROM  ONE  WHICH  HAS  OFFERED  FREE  ENTRY,  INCOME  POSSIBILITIES 
AND  UPWARD  MOBILITY  TO  THOUSANDS  OF  DISTRICT  RESIDENTS  TO  AN  INDUSTRY  WITH  A 
LIMITED  NUMBER  OF  TAXICABS  DOMINATED  BY  LARGE  CORPORATIONS  WITH  A  WORK 
FORCE  COMPOSED  OF  ORGANIZED  EMPLOYEES.     YOU  WILL  ALSO  HEAR  THAT  IT  WILL 
RESULT  IN  HIGHER  FARES  AND  NO  IMPROVEMENT  IN  SERVICE. 
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WHETHER  THESE  RESULTS  WILL  FOLLOW  FROM  ENACTMENT  OF  THE  PENDING  BILL 
CANNOT  BE  KNOWN  IN  ADVANCE,  BUT  THERE  ARE  MANY  ARGUMENTS  TO  SUPPORT  THE 
VALIDITY  OF  THOSE  CONCLUSIONS.     THAT  BEING  THE  CASE,  THE  PSC  RECOMMENDS 
VERY  CAUTIOUS  TREATMENT  OF  THIS  LEGISLATION  BY  THE  COUNCIL.     YOU  SHOULD 
REQUIRE  CLEAR  AND  CONVINCING  EVIDENCE  THAT  THE  BENEFITS  CLAIMED  FOR  THIS 
LEGISLATION  WILL  BE  REALIZED,  AND  THAT  THIS  REALIZATION  NOT  BE  AT  THE 
EXPENSE  OF  THE  GOOD  ATTRIBUTES  OF  THIS  INDUSTRY  AS  IT  EXISTS  TODAY. 

OUR  WRITTEN  TRANSMITTAL  TO  YOUR  COMMITTEE  MAKES  IT  CLEAR  THAT  THE 
PUBLIC  SERVICE  COMMISSION  HAS  THE  AUTHORITY,  RIGHT  NOW,  TO  ORDER  METERS 
IN  THE  DISTRICT'S  TAXICABS.     AS  YOU  KNOW,  THE  COMMISSION'S  EXERCISE  OF 
THIS  AUTHORITY  HAS  BEEN  PRECLUDED  BY  A  RIDER  IN  THE  APPROPRIATIONS  ACTS 
FOR  THE  LAST  FORTY  YEARS  PROHIBITING  THE  USE  OF  APPROPRIATED  FUNDS  FOR 
IMPLEMENTATION  OF  A  TAXIMETER  REQUIREMENT.     IT  IS  OUR  BELIEF  THAT  THE 
PROPER  WAY  TO  ADDRESS  THE  TAXIMETER  ISSUE  IS  TO  ELIMINATE  THE  RESTRICTIVE 
LANGUAGE  FROM  THE  APPROPRIATIONS  ACT  SO  THAT  THE  COMMISSION,  WHICH  IS 
THE  BODY  CHARGED  BY  LAW  WITH  REGULATING  THIS  INDUSTRY,  CAN  KEEP  THE 
QUESTION  UNDER  REVIEW,  AND  REQUIRE  TAXIMETERS  WHEN  AND  IF  THE  SITUATION 
CALLS  FOR  IT. 

THE  MAIN  QUESTION  RAISED  BY  THE  BILL  IS  WHETHER  A  TAXIMETER  FARE 
SYSTEM  WOULD  OVERCOME  THE  DEFECTS  OF  INEFFICIENCY  AND  DISCRIMINATION 
WHICH  THE  BILL  IDENTIFIES  IN  SECTION  2.     WE  ARE  SKEPTICAL.     ONLY  A 
YEAR  AGO  CONSULTANTS  ENGAGED  BY  THE  COMMISSION  IDENTIFIED  THESE  SAME 
SERVICE  DEFICIENCIES,  BUT  THEY  CONCLUDED  THAT  THE  REMEDY  LAY  IN  BETTER 
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ENFORCEMENT  OF  EXISTING  REGULATIONS  RATHER  THAN  IN  TAXIMETERS  OR  LIMITED 
ENTRY.     I  AM  TOLD  THAT  ONE  OF  OUR  CONSULTANTS,  DR.  CHARLES  OLSON,  WILL 
APPEAR  BEFORE  YOUR  COMMITTEE  TODAY  AND  HE  CAN  DISCUSS  THAT  CONCLUSION 
AND  THE  REASONS  FOR  IT  IN  DETAIL.     1  AM  SURE  THAT  YOUR  COMMITTEE  IS 
ALSO  AWARE  OF  THE  REPORT  AND  RECOMMENDATIONS  OF  THE  MAYOR'S  TAX  I CAB 
SERVICE  TASK  FORCE  ON  HOW  TO  ACHIEVE  BETTER  ENFORCEMENT  WITH  RESULTING 
BENEFITS  TO  THE  RIDING  PUBLIC.     MANY  OF  THESE  RECOMMENDATIONS  ARE  IN 
THE  PROCESS  OF  IMPLEMENTATION  AND  WE  THINK  THIS  APPROACH  SHOULD  BE  GIVEN 
A  FAIR  TRIAL  BEFORE  THE  DRASTIC  STEPS  PROPOSED  IN  THE  PRESENT  BILL  ARE 
TAKEN. 

MR.   CHAIRMAN,  THIS  CONCLUDES  MY  PREPARED  REMARKS,  WHICH  I  HAVE 
TRIED  TO  KEEP  BRIEF  IN  ORDER  TO  FOCUS  ON  THE  MAJOR  ISSUES.     WE  ARE 
PREPARED  TO  RESPOND  TO  ANY  QUESTIONS  YOU  MAY  HAVE. 


334 


PUBLIC  SERVICE  COMMISSION 
OF  THE  DISTRICT  OF  COLUMBIA 


COMMISSIONERS 


1625  I  Street,  Northwest 
WASHINGTON,  D.  C.  20006 
(202)727-1000 


Donald  E  Crotsiey 
Eaecutlve  Secratary 


STAFF 


Ruth  Hsnkins-Nsebitt,  Chsirperson 
H.  Mason  NseJy.  Vios  Chairman 
William  R.  Stmtton 


C.  Francis  Murphy 
Gansrsl  Counsel 


James  F  Whitescarvsr.  >. 
Director  of  Securities 


Seymour  Msnneimer 
Chief  Accountant 


Normsn  B  Bert 
Chief  Engineer 


June  27,  1975 


Honorable  John  Wilson 
Chairperson 

Committee  on  Public  Services 

and  Consumer  Affairs 
Council  Chambers 
District  Building 
Washington,  D.  C.  20004 

Dear  Councilman  Wilson: 

The  Public  Service  Commission  has  reviewed  the  pending 
bill  which  would  direct  the  Commission  to  establish  a  meter 
system  of  taxicab  fares  in  the  District  of  Columbia. 

We  recommend  against  enactment  of  this  legislation  for 
three  reasons:     first,  it  removes  from  the  Commission  the 
decision-making  authority  in  an  area  in  which  the  Commis- 
sion's expertise  should  operate;     second,  we  do  not  believe 
that  it  has  been  established  that  a  metered  fare  system 
will  solve  the  problems  identified  in  Section  2  of  the  bill; 
and,  third,  the  consequence  of  establishing  a  five-hundred 
dollar  medallion  fee  cannot  be  identified  or  quantified. 
Further  development  of  these  points  follows: 


In  1931  the  Commission  issued  an  order   (Order  No.  956) 
requiring  the  installation  of  taximeters  in  District  taxi- 
cabs.     That  order  was  affirmed  by  the  Supreme  Court  of  the 
District  of  Columbia  in  City  Cab  Corporation  v.  Patrick 
(1932)   CI,  which  held  that  authority  to  require  meters  was 
inherent  in  the  Commission's  authority  to  set  reasonable 
rates.     That  decision  was  affirmed  by  the  U.  S.  Court  of 
Appeals  for  the  District  of  Columbia  in  City  Cab  Corpora- 
tion  v.  Patrick,    (1932),   75  F2d  1005. 


I. 
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However,  in  the  meantime,  Congress  included  language 
in  the  District  of  Columbia  Appropriations  Act  for  FY  1933, 
4  7  Stat.   34  3,  which  prohibited  the  expenditure  of  funds 
appropriated  by  that  Act  for  the  purpose  of  requiring  the 
installation  of  taxi  meters. ±f     Taking  notice  of  this,  the 
Court  of  Appeals  indefinitely  suspended  the  effectiveness 
of  Order  956.     In  the  1936  Appropriations  Act,   49  Stat. 
341,  the  limiting  language  was  modified—    and,   as  modified, 
has  appeared  in  every  Appropriations  Act  passed  by  Congress 
since  then,   including  that  for  FY  1975.     It  is  our  under- 
standing that  the  same  language  appears  in  the  Appropria- 
tions Act  passed  by  the  Council  on  June  10,  1975. 

It  is,  thus,  clear  that  the  Commission  does  have  sub- 
stantive authority  to  order  the  installation  of  taxi  meters 
but  has  been  precluded  from  exercising  that  authority  by 
the  limitations  contained  in  the  Appropriations  Acts.  Un- 
less this  limiting  language  is  removed  from  the  Appropria- 
tions Act  the  Commission  could  not  order  the  installation 
of  meters  even  if  directed  to  do  so  by  the  Council,  since 
expenditure  of  appropriated  funds  would  be  required  in  the 


T7     "No  part  of  the  appropriations  contained  in  this  Act 
shall  be  used  for  or  in  connection  with  the  prepara- 
tion, issuance,  publication  or  enforcement  of  any 
regulation  or  order  of  the  Public  Utilities  Commission 
requiring  the  installation  of  meters  in  taxicabs:  Pro 
vided  that  this  prohibition  shall  not  be  construed  to 
affect  any  order  or  part  of  an  order  of  said  Public 
Utilities  Commission  other  than  with  respect  to  the 
requirement  of  the  installation  of  such  meters." 

2/    "No  part  of  the  appropriations  contained  in  this  Act 
shall  be  used  for  or  in  connection  with  the  prepara- 
tion, issuance,  publication,  or  enforcement  of  any 
regulation  or  order  of  the  Public  Utilities  Commission 
requiring  the  installation  of  meters  in  taxicabs,  or 
for  or  in  connection  with  the  licensing  of  any  vehicle 
to  be  operated  as  a  taxicab  except  for  operation  in 
accordance  with  such  system  of  uniform  zones  and  rates 
and  regulations  applicable  thereto  as  shall  have  been 
prescribed  by  the  Public  Utilities  Commission." 
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process.  As  a  matter  of  policy,  we  favor  elimination  of  the  . 
limiting  language  in  the  annual  Appropriations  Acts  in  order  - 
that  the  PSC  could  exercise  its  entire  jurisdictional  author-  j 
ity. 

We  are  also  of  the  opinion  that  deletion  of  the  limit- 
ing language  of  the  Appropriations  Act  would  be  a  sufficient 
legislative  act.     Going  farther  and  directing  the  installa- 
tion of  any  particular  method  of  fare  determination  by  legis-  - 
lative  fiat  is  inappropriate  since  the  Public  Service  Com- 
mission is  the  primary  regulatory  agency  with  jurisdiction 
over  the  operation  of  taxicabs  in  the  District.     As  such, 
the  Commission  should  decide  what  manner  of  fare  determina- 
tion best  serves  the  public  interest.     In  addition,   the  ex- 
pertise and  experience  which  the  Commission  has  developed 
over  the  years,   and  which  it  is  charged  to  possess,  make  it 
both  the  logical  and  appropriate  body  to  make  judgments  of 
this  kind.     Removal  of  the  Appropriations  Act  limitation 
would  give  the  PSC  the  necessary  flexibility  to  deal  with  the 
meter  question  in  accordance  with  existing  circumstances, 
which  change  from  time  to  time. 

II. 

The  bill  proposes  findings  relating  to  unfairness,  in 
efficiency  and  discrimination  in  the  operations  of  the  taxi- 
cab  industry. 

As  you  may  know,   in  19  74  the  Commission  retained  two 
consultants  who  prepared  a  report  addressed  to  the  desira- 
bility and  feasibility  of  meters.     The  Commission  had  been 
directed  to  prepare  such  a  report  by  Congress  under  Sec.   2  7 
of  Public  Law  93-140. i!/     The  consultants  confirmed  many  of 

37     Section  27  of  Act  Oct.   26,   1973,  Pub.   L.   93-140,    87  Stat. 
509,  provided: 

"  (A   Notwithstanding  any  other  provision  of  law,   the  Pub- 
lic Service  Commission  of  the  District  of  Columbia  is 
authorized  and  directed  to  conduct  a  study  of  the  adequacy 
of  service  and  regulation  of  the  taxicab  industry  in  the 
District  of  Columbia.     The  study  shall  include  the  feasi- 
bility of  allowing  the  installation  of  meters  in  taxicabs 
in  the  District  of  Columbia. 

" (b)   Within  six  months  following  the  date  of  enactment 
of  this  Act,  the  Public  Service  Commission  shall  transmit 

(Footnote  continued  on  page  4.) 


337 


the  service  deficiencies  identified  in  the  bill,  but  reached 
the  conclusion  that  meters  should  not  be  used  in  the  District, 
f  They  did  not  view  meters  as  a  means  by  which  service  would 
):  be  improved  in  those  areas  of  the  city  where  service  was 

found  to  be  deficient   (primarily  the  Northeast  and  Southeast) . 
Instead,  they  recommended  better  enforcement  of  taxicab  reg- 
ulations as  the  means  for  improvement  of  service  to  these 
•  areas.     We  would  recommend  that  this  report  be  reviewed  by 
I;  the  Council  because  it  contains  much  information  on  the 

District's  taxicab  industry  which  is  otherwise  not  available, 
j  The  Council  should  also  be  aware  of  the  Report  of  the  Mayor's 
Taxicab  Service  Task  Force,  which  recommended  organizational 
and  other  changes  to  achieve  better  enforcement.     Many  of 
these  recommendations  are  in  the  process  of  implementation. 

Ill . 

Section  3(5)   of  the  bill  requires  every  taxicab  to 
I  display  a  medallion,  and  establishes  a  $500  fee  for  this 
insignia  of  operating  authority.     The  results     of  enactment 
of  this  provision  are  extremely  uncertain.     It  is  not  clear 
from  the  bill  whether  the  $500  fee  is  a  one-time  charge  or 
a  periodic  fee.     In  either  event  it  will  limit  entry  to  the 
industry.     How  many  entrants  will  be  eliminated  cannot  be 
known, but  a  $500  advance  payment  is  a  high  barrier  for  a 
business  where  Gash  flow  is  on  the  order  of  $12,000  per  year 
and  working  capital  is  low. 

In  combination,   a  high  entry  or  license  fee  and  taxi- 
meters could  entirely  change  the  character  of  the  taxicab 
industry  in  Washington,   from  one  in  which  the  typical  driver 
describes  himself  as  an  independent  businessman  free  to 

37   (Continued)     the  final  report  of  the  results  of  such  inves- 
tigation and  study,   including  its  finding  and  recommenda- 
tions,  to  the  Commissioner  of  the  District  of  Columbia 
and  the  District  of  Columbia  Council,  and  the  District  of 
Columbia  Government  shall  within  ninety  days  consider  the 
same,  and  transmit  its  recommendations  and  the  final  re- 
port of  the  Public  Service  Commission  to  the  Congress." 

This  Act  authorized  appropriations  for  the  purpose,  but 
none  was  ever  made.     The  study  was  funded  from  trust  funds 
assessed  against  the  industry  in  a  pending  rate  case. 
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operate  in  accordance  with  law  of  supply  and  demand,  to 
one  in  which  the  dominant  element  might  be  corporate 
fleet  owners  able  to  meet  the  capital  requirements  and 
exercise  fiscal  accountability  over  drivers  through  the 
recording  taximeter.     The  workforce  might  also  change 
from  one  of  individual  entrepreneurs  to  employees.  Such 
changes,  if  they  came  about,  would  eliminate  a  long-estab- 
lished path  to  upward  mobility  in  this  city.     Before  a 
step  that  could  lead  to  this  result  is  taken,  solid 
assurance  of  commensurate  improvements  in  service  should 
be  obtained. 

Finally,  we  would  add,  most  any  new  legislation  of 
this  sort  relating  to  taxicabs  should  be  carefully 
meshed  with  existing  legislation  to  avoid  confusion  and 
future  legal  difficulties.     -Therefore,  we  urge  that 
counsel  for  the  Commission  be  consulted  for  assistance 
on  this  matter  at  such  time  as  the  bill  may  be  reported 
to  the  full  Committee. 

Very  truly  yours, 


CHAIRPERSON 


Attachment 
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Technical  Comments 

Section  3.     Meter  System  of  Fares.     Subsection  (1) 
provides  that  a  uniform  amount  shall  be  charged  for  each 
uniform  amount  of  distance  traveled.     Under  most  meter 
systems,   the  fare  is  also  automatically  adjusted  to  take 
account  of  time  lapsed  in  transit  as  well  as  waiting  time, 
which  is  provided  for  in  subsection   (2)    (b) . 

Subsection   (2)   relates  to  various  lump-sum  charges. 
Commission  regulations  presently  require  payments  in 
addition  to  the  basic  fare  for  waiting  time,  call  service, 
and  baggage . 

Subsection   (3) (a)   provides  that  no  additional  charges 
may  be  made  for  carrying  more  than  one  passenger.  While 
it  may  be  true  that  carrying  additional  passengers  results 
in  virtually  no  additional  expense  to  the  driver,  he  is, 
in  fact,  providing  a  service  of  value  to  the  additional 
passengers  for  which  a  charge  is  appropriate.     To  our 
knowledge,   the  available  taximeters  cannot  be  calibrated 
at  higher  fare  levels  for  groups  of  passengers,  nor  can 
they  accommodate  shared  riding  as  presently  authorized  by 
the  PSC. 

Subsection   (5)    requires  every  taxicab  to  display  a 
lighted  medallion  which  would  be  obtained  from  the 
Commission  at  a  cost  of  $500.     If  the  medallion  related 
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to  the  cab  to  which  it  was  affixed,   it  could  discourage 

retirement  of  vehicles  and  a  modern  fleet.     This  cost 
would  have  to  be  recognized  in  fares,   and  it  would  add 
ten  or  fifteen  cents  to  the  cost  of  each  ride.     If  im- 
position of  a  ceiling  on  the  number  of  cabs  in  the  Dis- 
trict is  the  objective,   a  specific  number  should  be 
determined  after  study,   since  quantifying  the  effect  of 
the  $500  charge  in  advance  is  impossible.     Taxicabs  are 
presently  required  to  be  equipped  with  a  roof  light  whic 
must  be  turned  on  when  the  driver  is  available.  There- 
fore,  lighting  the  medallion  would  not  seem  to  be  necess 
ary  to  indicate  on-duty  status.     Finally,   also,  we  note 
that  this  subsection  is  not  tied  to  the  effective  date 
for  installation  of  meters.     It  therefore  would  appear 
to  become  a  requirement  automatically  upon  the  effective 
date  of  the  Act  itself. 

Section  4.     Establishment  of  System.     Subsection  (b) 
requires  the  Commission  to  adopt  rules  establishing  a 
meter  system  by  January  1,   19  76,  with  an  effective  date 
of  not  later  than  February  15,  1976.     Subsection  (c) 
authorizes  the  Commission  to  set  rates  for  meters  after 
January  1,   19  76.     We  do  not  know  whether  sufficient  lead 
time  exists  to  accomplish  all  that  the  bill  requires  to 
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be  accomplished  by  February  15,   1976.     Nor  do  we  know 
whether  the  large  number  of  meters  which  would  be  re- 
quired for  the  District  taxicabs   (there  are  approximate- 
ly 9,000  cabs)    are  readily  available  at  this  time,  or 
whether  adequate  facilities  exist  for  the  installation 
of  the  meters  within  this  period,  or  whether  a  meter 
maintenance  capability  exists  or  could  be  created  timely. 

Section  5.     Further  Rule-Making.     The  Council  should 
be  aware  of  the  December  19  74  report  of  the  Mayor's  Taxi- 
cab  Service  Task  Force  relating  to  improvements  in  en- 
forcement of  rules  relating  to  the  industry. 

Section  6.     Penalties .     The  penalties  prescribed  are 
very  inflexible;   the  words  "up  to"  should  be  inserted  be- 
fore "90  days"  and  "$1,000". 

Section  7.     Legal  Matters.     Repeal  of  Section  1-223 
of  the  D.  C.  Code  as  provided  in  subsection   (a)    is  recom- 
mended as  a  clarification  of  jurisdiction. 
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Agencies,  Drivers  Divided 

on  Shift  to  Taxicah  Meter  System 


By  Linda  Newton  Jones       based  on  a  Hal  charge  nl  the 
WMhlwton  Po»t  fluff  wmcr       |  begi lining   of   each    rule  and 
Members  of  the  District  of  J  uniform  mileage  rales 
Columbia's    taxieab    industry1    "It    (the    bill)    was  never 
and  government  agencies  rcg-  meant  to  protect  the  cab-rid 

Dialing  them  want  ehanges  'n; ,  passCMt!t;'V'  sai(l  lrvi"4 
made  in  the  city's  present  S«*l«ifcr.  chairman  of  Ihe 
/one  fare  system.  But  they  arc  emergent  taxieab  rommiltnc 
sharply  divided  about  BUp.i  It  was  meant  to  rip  orf  the 
planting  it  with  a  meter  sys-  ca"  I""***"**?1 
tern,  according  to  testimony  Schlaifer  recommended  a 
before  a  D.C.  City  Council  "mileage  rate  zone  system."  a 
committee  yesterday.  /OIK'  system  based  on  straight 

Studies  last  year  by  both  lino  measurements  from  one 
the  D.C.  public  Service  Com.  point  fo  another,  as  the  liu  s{ 
mission  and   a  special   task  ec|ui table  system  fof  both  pas 
force  appointed  by  the  mayor I  sengers  and  drivers, 
suggested  that,   taxi   service     Witnesses  testifying  against1 
would   be   improved  through  the  meter  system  said  it  would 
modifications  in  the  zone  sys-  reduce  the  number  of  drivers 
tern   and   increased   enforce-  in  Ihe  city,  estimated  at  about 
ment  of  laws  governing  the  3.000  full  and  part-time  dri\ 
industry.   Neither  study  saw  crs;   force  independent   oi  cm 
any  significant  benefits  in  a 


meter  system. 

"Meters  and  limitations  are 
not  necessarily  bad."  Douglas 
\.  Schneider.  Jr..  the  city's 
transportation  systems  coordi- 
nator, said  during  the  hearing 
by  the  public  service  and  con- 
sumer affairs  committee. 

"However,  the  District  has 
developed  a  different  system 
and  we  do  not  believe  the  case 
for  abandoning  that  system  is 
sufficiently  strong.''  the  task  make  trips  to  the  far  corners 
force  committee  chairman  con-  of  the  city  often  avoided  by 
tinued.  -       drivers  because  of  low  lares. 

Schneider  was  discussing  a,     .        .      ...  ,  , 

bill  introduced  earlier  this  According  to  data  presented 
year  by  consumer  committee  to  the  public  service  com  mis 
chairman  John  A.  Wilson  (D-  sion.  District  drivers  earn 
second)  that  would  abolish  the  abulll  55  an  lluU).  hajf  oi 
city's  present  zone  system  and' 
replace  it  with  a  meter  system 


alors  out  of  the  industry  an  J 
encourage  the  takeover  of  city 
cab  service  by  large  companies. 

•  I  don't  care  who  runs  the 
industry  as  long  as  I  can  make 
a  decent  living,"  said  part-time 
di  iver  Joe  Mack. 

Alack  and  others  favoring 
the  meter  system  said  il  vvouid 
enable  drivers  lo  earn  a  belter 
living  and  encourage  them  to 


i  which  goes  for  general  operat- 
I  inii  expenses.  According  to  the 
I  commission,  more  than  80  per 


ivers  work  part- 


cent  of  the  dr 
time 

!  In  a  related  action,  the 
Council's  transportation  com- 
mittee held  a  hearing  to  deter- 
mine whether  the  District 
should  allow  advertising  on 
1  the  exterior  of  Mctrobuses 

Vccording  to  D.c.  depart- 
ment of  economic  develop- 
ment director  Lorenzo  Jacobs 
I  Jr.'.  the  executive  branch 
would  support  legislation  per- 
'  milling  exterior  advertising  as 
long  as  the  si/c  oi  such  adver- 
tisements is  limited 

Metro  representatives  and 
the  president  of  the  National 
Transit  Advertising  Co.  the 
local  mi  nor  it)  firm  that  places 
the  advertisements  in  the  inte- 
rior of  buses,  told  committee 
chairman  Jerry  Moore.  Jr. 
that  utilization  of  such  adver- 
tising space  would  generate 
between  $.'550. 000  and  $500,000 
in  annual  rc\ enue. 
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Meters  Prevent  Cheating, 
Hacker  Tells  D.C  Council 


By  Corrie  M.  Anders 

Waihington  Slar  Staff  Writer 

Joe  Mack  has  been  a  Dis- 
trict taxi  driver  for  eight 
years  and  has  seen  a  lot  of 
wrongs  during  that  time  as 
he  drove  his  Radio  Flash 
cab  around  city  streets. 

He  has  seen  the  indigni- 
ties, not  to  mention  the  frus- 
trations, of  bypassed  blacks 
who  were  heading  toward 
Anacostia,  taxis  raising 
their  off-duty  signs  to  avoid 
rush-hour  traffic,  and 
drivers  cheating  both  the 
riding  public  and  the  tax- 
men. 

The  way  Mack  explained 
it  yesterday  before  a  Dis- 
trict Council  committee  on 
consumer  affairs,  all  of  this 
could  be  avoided  if  meters 
were  installed  in  the  esti- 
mated 8,000  taxis  operating 
in  the  District. 

AND,  MORE  important- 
ly, those  little  gadgets  that 
show  you  exactly  how  much 
your  fare  is  would  give 
drivers  better  wages  while 
helping  to  improve  serv- 
ices, he  said. 

The  Consumer  Affairs 
Committee  held  day-long 


hearings  on  a  bill,  intro- 
duced by  the  committee 
chairman,  John  Wilson  of 
Ward  2,  that  would  require 
meters  to  replace  the  cur- 
rent zone  system.  The  bill 
also  would  require  the 
owner  of  each  cab  to  pay 
S500  for  a  "medallion"  be- 
fore the  vehicle  could  oper- 
ate legally  in  the  District. 

The  meters  cost  about 
$300. 

Washington  is  the  only 
major  urban  area  in  the  na- 
tion where  taxicabs  do  not 
use  meters  to  determine 
fares.  Taxi  pricing  policies 
were  set  by  Congress  before 
the  advent  of  home  rule  last 
year. 

MOST  OF  the  independ- 
ent drivers  say  Wilson's 
proposal  would  hurt  service 
and  significantly  reduce  the 
number  of  taxis  because 
owner-drivers  would  not  be 
able  to  afford  the  $800  for  a 
meter  and  medallion  Both 
the  Public  Service  Commis 
sion  and  Doug  Schneider, 
the  mayor's  transportation 
system  coordinator,  op 
posed  the  bill. 

"There's  only  one  place 
for  the  taxi  meter  and  that 
is  the  bottom  of  the  Poto- 
mac River,"  Irving  Schlaif- 
er,  chairman  of  the  Emer- 
gency Taxicab  Committee, 
said. 

Operators  of  large  fleets, 
however,  were  principally 
in  favor  of  the  bill's  con- 
cept. 

One  of  the  bill's  professed 
aims  is  to  provide  an  eco- 
nomic incentive  for  drivers 
to  pick  up  passengers  des 
tined  for  Far  Southeast  or 
Far  Northeast,  knowing 
they  will  receive  fares  high 
er  than  under  the  zone  sys- 
tem. 

COUNCILMAN  Douglas 


E.  Moore  disagreed.  "When 
I  try  to  go  from  New  York 
(Manhattan)  to  Harlem, 
they  pass  me  up  just  as 
quickly  with  the  meters," 
he  said,  adding  that  he 
planned  to  vote  against  the 
bill. 

Mack,  an  independent 
driver,  said  the  reason  most 
other  independents  do  not 
favor  the  meter  system  is 
because  they  rake  a  lot  of 
money  off  the  top  which  is 
never  reported  to  the  Inter- 
nal Revenue  Service 

Under  District  criminal 
and  traffic  laws  a  driver  po- 
lices himself  by  keeping  a 
list  of  the  starting  point, 
destination,  time,  and  fare 
of  every  trip  made. 

Mack  said  federal  and 
the  local  treasuries  were 
losing  millions  of  dollars  be- 
cause "the  drivers  maintain 
since  they  must  work  under 
bad  rules  designed  to  keep 
them  in  economic  slavery, 
they  will  not  justify  that 
system  by  paying  their  fair 
share  of  income  taxes." 

LESTER  CARTON,  as- 
sociate director  of  the  D.C 
Department  of  Finance  and 
Revenue,  admitted  that 
there  have  been  problems 
with  taxi  drivers  underre- 
porting their  income. 

"It's  an  area  that  is  ex- 
tremely hard  to  police," 
Garton  said,  adding  that  his 
department  soon  will  con- 
duct a  test  audit  of  1974  in- 
come reported  by  taxi 
drivers. 

Drivers  currently  make 
about  $4.50  an  hour  gross 
for  trips  within  the  District 
and  their  expenses  are 
about  $2.25  an  hour  The 
Public  Service  Commission 
is  considering  a  request  to 
raise  fares  to  give  drivers 
an  $8.25  per  hour  gross  in- 
come. 


69-312  O  -  76  -  23 
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PROPOSED  REVISION  OF  TAXIMETER  BILL  (#1-99) 
Roundtable     discussion  9/19/75 

Switch  entire  role  of  the  Public  Service  Commission 
in  regards  to  taxicabs,  to  the  newly  formed  D.C. 
Department  of  Transportation.  The  Public  Service 
Commission's  functions  today  are: 

a.  rate  hearings  and  rate-setting 

(a  rate  decision  should  be  required  every  two  years) 

b.  operating  rules 

c.  review  of  insurance  rates 

Revise  meter  system  as  proposed  in  the  bill  to  allow 
for  waiting  time  on  the  meter. 

Eliminate  medallions ,  and  require  the  owner  of  the  cab 
to  also  own  the  meter  and  to  be  the  holder  of  the  cab 
registration.  Charge  $100  per  year  for  combined 
automobile-taxicab  registration. 

Maximum  of  11,500  registrations  at  any  one  time  (slightly 
above  the  present  number,  and  about  five  times  the  number 
of  cabs  now  on  the  road  at  any  one  time) .  Maximum  of  200 
registrations  to  be  held  by  any  one  company,  and  define 
"one  company"  not  according  to  name,  but  according  to 
common  ownership.  All  11,500  registrations  will  be 
issued  if  demanded.  Registrants  under  present  and  future 
law  to  have  right  to  future  registration,  if  still  owners 
of  their  cabs. 
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5.  Require  an  orderly  system  of  due  process  in  passenger 
complaint  cases  and  reverse  the  following  present  practices 

a.  complaint  kept  in  file  indefinitely 

b.  complainant  need  not  testify  in  person 

c.  no  time  limit  on  complaint 

d.  no  preparation  time  to  answer,  and  no  right  to 
counsel  at  time  of  first  response 

e.  no  chance  of  appeal  to  court 

f.  appeal  to  Hack  Appeal  Board;  Mayor's  office, 
rather  than  in  the  agency  which  makes  the  rules 

6.  Point  system  of  penalties  for  valid  consumer  complaints, 
when  taxi  rules  are  violated. 

7.  Expand  driver's  license  points  to  12,  presently  8,  before 
suspension,  for  taxi  drivers. 

8.  Require  the  establishment  of  serviceable  taxi  stands 
downtown;  call  boxes 

9.  Two-year  faces  and  monthly  insurance  stickers. 

10.  Benefits  for  drivers 

a.  credit  union  established  within  DOT   (loans  for 
cars  and  to  buy  meters) 

b.  retirement  plan  established  by  DOT 

c.  formation  of  group  for  health  insurance,  and  for 
withholding  of  income  taxes 

11.  Meter-related  regulations 

a.  Driver  not  responsible  for  fast  meter  if  seal 
has  not  been  broken,  and  meter  checked  every  six 
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months 

b.  Requirement  that  meter  companies  desiring 

to  sell  meters  in  D.C.  require  no  more  than  | 
40%  down  and  at  least  six  months  to  pay 
the  rest  at  least  during  the  first  year 
after  the  law  is  in  effect. 
12.  Consumer  protection 

a.  prohibit  picking  up  a  passenger  without 
the  light  on 

b.  prohibit  asking  the  prospective  passenger 
the  destination  before  the  passenger  is  in 
the  cab. 

!3.  Meter  rate  policies 

a.  moderate  rates,  according  to  and  not 
discouraging  demand 

b.  high  initial  charge  and  moderate  mileage  rate 

1)  would  encourage  using  the  direct  and 
usual  route,  in  order  to  get  new  fares 

2)  would  place  the  greatest  burden  on  short 
business  trips 

3)  would  moderate  the  burden  to  Maryland 
border  areas  of  this  vast  city. 

c.  moderate  time  rate 

1)  would  discourage  taking  slow  routes 

2)  would  discourage  consumer  dissatisfaction 
with  a  charge  when  they  are  making  no 
distance;  D.C.  consumers  are  not 
accustomed  to  this. 

3)  time  rate  would  at  least  equal  costs 
of  operating  while  stationary 
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Councilmember  Wilson  Assails 
The  Proposed  Taxi  Rate  Plan 


John  A.  Wilton, 
Councilmember  for  Ward  2  and 
Chairman  of  the  Committee  on 
Public  Services  and  Consumer 
Affairs,  criticized  what  he  termed 
"misguided  policies" 
determining  cab  fares  in  the 
District. 

"The  Public  Service 
Commission's  proposed  plan  for 
raising  cab  fares  is  so 
complicated  that  it  would  be  a 
nightmare  to  implement  it."  Mr. 
Wilson  was  referring  to  the  new 
plan  published  last  month  by  the 
Public  Service  Commission.  The 
plan  calls  for  an  increase  in  cab 
rates  (including  special  rates  for 
families  in  zone  one)  and  an 
expansion  of  zone  one.  Mr. 
Wilson  conti  n  u  e  d  : 
"Furthermore,  the  plan  will  not 
necessarily  increase  income  for 
the  cab  driver.  Worst  of  all,  the 
proposed  plan  would  not  help 
toward  a  more  efficient  taxi 
service  in  the  District." 

The  Councilmember  strongly 
feels  that  the  zone  system 
should  be  abolished  and  replaced 
by  metered  cabs.  "Cab  drivers 
should  realize  that  no  matter 
how  much  or  how  often  the 
zone  system  is  modified,  they 
will  never  get  a  fair  break  under 
the  zone  system.  I  partly  blame 
the  drivers  for  the  long  time 
existence  of  an  unsatisfactory 
fare  system,  because  they  have 
not  spoken  out  as  a  strong 
unified  voice  against  the  zone 
system." 


"And  then  of  course,  the 
worst  victim  of  the  taxi  service  is 
the  consumer.  The  zone  system 
is  geared  to  discriminate  against 
those  who  live  in  certain  parts  of 
the  city,  simply  because  the  fare 
charged  to  go  to  far  southeast  or 
northeast,  for  example,  is  often 
not  worth  the  risk  or  time. 
District  of  Columbia  taxi  service 
is  more  like  a  luxury  for  a  select 
group,  rather  than  a  service 
available  for  all  persons."  As  to 
how  the  proposed  plan  would 
affect  consumers,  Mr.  Wilson 
said,  "No  person  hailing  a  cab  is 
going  to  want  to  be  hassled 
about  memorizing  a  complicated 
fare  system.  It  only  encourages 
suspicion  between  driver  and 
consumer  as  to  who  might  be 
cheating  who." 

Mr.  Wilson  added,  "It  is 
impossible  to  have  an  efficient 
cab  service  in  the  District  under 
the  zone  system,  no  matter  how 
much  it  is  modified.  It's  like 
beating  a  dead  horse  to  pull  your 
cart.  Common  sense  tells  you  to 
get  a  new  one.  Under  the  meter 
system,  the  driver  is  assured  of 
getting  paid  fairly  for  the  service 
he  or  she  renders,  and  in  turn 
the  taxis  would  be  available  to 
all  " 


Councilmember  Wilson  has 
introduced  a  bill  that  would 
establish  metered  cabs  in  the 
District.  The  bill  calls  for: 

-  a  visible  meter 

-  criteria  of  uniform  fares  for 
uniform  distances 

-  criteria  for  phone  call 
service 

•  registration  of  all  cabs 
As  a  result  of  a  hearing  and 
roundtable  held  to  hear  public 
comment  on  the  bill,  a  numbei 
of  suggestions  were  presented 
for  further  study; 

-  a  point  system  of  penalties 
for  valid  consumer  complaints, 
when  taxi  rules  are  violated 

establishment  of 
serviceable  taxi  stands  and  call 
boxes 

-  benefits  for  drivers  (such  as 
a  credit  union,  retirement  plan, 
and  health  insurance) 

The  bill  is  presently  in  the 
Committee  on  Public  Services 
and  Consumer  Affairs. 

"It  must  be  remembered", 
Mr.  Wilson  concluded,  "that  the 
taxi  meter  system  was  once  used 
in  the  city."  He  cited  a  1931 
order  by  the  Public  Service 
Commission  which  stated  that 
the  meter  system  was  "  .  .fair  to 
tne  proprietors,  and  fair  to  the 
riders  [and]  commensurate  with 
the  service  rendered  ..." 
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$22*2 
Police, 

By  La  Barbara  Bowman 

Wdt>hingron  POJI  Staff  Wr.ter 

The  District  of  Columbia 
City  Council  voted 
unanimously  yesterday  to  add 
$22  2  million  to  the  city's  $1 
billion  budget  for  the  present 
fiscal  year  to  grant  pay  in- 
creases to  city  police  and 
firemen,  prevent  layoffs  in  the 
city's  human  resources 
department  and  to  open  the 
city's  new  jail. 

The  council  also  approved  a 
$14  million  increase  in  the 
city's  $142  million  capital 
improvement  budget.  The 
money  will  be  used  to  make 
court-ordered  repairs  at  D  C. 
General  to  correct  deficien- 
cies that  led  to  the  hospital's 
loss  of  its  accreditation. 

The  Council  acted  under  its 
emergency  powers  in  passing 
the  budget  bill  yesterday 
because  Congress  is  waiting 
for  it.  The  city's  request  for  a 
$1  billion  budget  for  fiscal 
year  1976,  which  started  last 
•July,  still  is  pending  before 
congressional  committees. 

The  amendments  to  the 
fiscal  1976  operating  and 
capital  budgets  now  go  to 
Mayor  Walter  E.  Washington 
who  said  yesterday  he  has  not 
decided  whether  to  approve  or 
veto  them. 

The  mayor  had  requested 
$25.8  million  in  additional 
operating  funds  but  the  capital 
budget  request  was  left  un- 
changed. The  $3  6  million  trim 
would  have  financed  new 
positions. 

In  a  surprise  move, 
vestprriav  Council  mpmhpr 
John  A,  Wilson  ^  D-se\-jmi )  ■ 
with  Council  approval,  added 
a  rider  to  the  budget  amen- 
dment bill  striking  Congress's- 
ban  on  using  meters  in  citv 
taxicabs  to  determine  fares.. 

Council  Chairman  Sterling 
Tucker  said  he~b~elreved  that_ 
rider  would  be  overturned  hv 
Rep,  William  Matcher  (D- 
Kv.).  chairman  of  the  House. 
Qistrict  Appropriations 
Subcommittee^ 


Million  Voted  to  Pay 
Firemen,  Open  New  Jail 


The  $22.2  million  budget 
amendment  contains  $10 
million  to  boost  the  salaries  of 
the  city's  6,100  police  and 
firemen  by  6  per  cent 
retroactive  to  Oct.  1. 

The  mayor  had  recom- 
mended a  pay  raise  of  8  per 
cent  to  take  effect  Jan.  1, 1976. 
The  Council  overturned  this 
proposal,  cutting  the  city's 
cost  by  $4  million  in  fiscal 
1977.  The  actual  money 
amount  the  police  and  firemen 
will  receive  is  the  same  under 
either  formula. 

The  budget  also  provides  $4 
million  to  prevent  layoffs  in 
the  city's  department  of 
human  resources. 

This  money  will  finance  pay 
increases  granted  department 
employees  in  October.  The 
Council  cut  the  department  s 
budget  for  pay  increases  last 
year  in  hopes  that  they  could 
be  financed  by  savings  from 
salaries  of  employees  who  left 
the  department.  The  savings 
were  insufficient. 

The  budget  also  contained 
$16  million  to  hire  252  guards 
for  the  city  's  new  jail.  The  city 
accelerated  its  schedule  for 
opening  the  new  jail  after  a 
U.S.  court  judge  found  the  old 
jail  unsafe,  unsound  and 
unsanitary. 

The  Council  and  mayor  also 
budgeted  $150,000  to  finance 
the  city's  30  new  advisory 
neighborhood  commissions. 
These  councils  were  elected 
yesterday  to  advise  the 
Council  on  citizens'  feelings 
about  actions  affecting  their 
neighborhoods. 

Wilson  said  he  introduced 
his  amendment  to  allow 
metered  taxis  because  "I 
don't  think  a  commntpp  in 
Congress  should  be  able  to  tell 
750.000  people  that  they  cannot  / 
have  something," 

In  addition,  Wilson  said  the. 
present  ism  system  for 
determining  fares 


people  because  it  is  not 
profitable  for  taxi  drivers  toj 
take  passengers  to  Anacostia 
and  the  far  Southeast  and 
Northeast  where  manv  black 
peyp]e  livc^ 

The  Council  also  approved 
$50,000  to  finance  a  com- 
mission to  advise  it  on 
changing  city  taxes  and 
$100,000  to  pay  lor  snow 
removal.  The  Council  had 
deleted  this  money  from  the 
budget  on  Sunday  before  it 
snowed. 

In  reducing  the  mayor's 
requested  budget,  the  Council 
deleted  almost  $1  million  that 
would  increase  benefits  in  the 
current  fiscal  year  to  the 
city's  30,000  welfare  families 
with  dependent  children. 

The  mayor  had  recom- 
mended that  welfare  benefits 
be  raised  5  per  cent  above 
their  current  level  beginning 
April  1.  That  would  have 
meant  an  additional  $15  for  a 
family  of  four.  Welfare 
benefits  have  not  been  in- 
creased since  last  April 


discriminates   against  blacky 
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Comments  by  the  Honorable  William  H.  Natcher  of  Kentucky,  Chairman,  Subcommittee  on  the 
District  of  Columbia  Appropriation,  and,  the  Honorable  Charles  Diggs,  Jr.  of  Michigan, 
Chairman,  Committee  on  the  District  of  Columbia,  on  the  feasibility  and  desirability 
of  installing  taximeters  in  taxicabs  operating  in  the  District  of  Columbia. 
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Mi  diggs  Mr  Chairman,  I  am  new 
in  the  position  of  chairman  of  the  author- 
izing committee,  and  if  there  has  been 
any  success  resulting  from  my  assump- 
tion of  that  role  part  of  it  is  attributable 
to  the  kind  of  cooperation  and  wisdom 
which  has  been  shared  with  me  by  this 
highly  respected  chairman  of  the  Sub- 
committee on  Appropriations  for  the 
District  of  Columbia. 

So  I  rise,  not  because  it  is  traditional 
for  this  kind  of  comment  to  be  made  on 
the  floor  under  these  kinds  of  circum- 
stances, but  out  of  my  genuine  high  re- 
spect for  the  understanding  that  he  has 
of  the  problems  of  the  District  and  for 
his  genuine  efforts  to  protect  the  Federal 
interests  mandated  by  the  Constitution. 
The  gentleman  was.  as  a  matter  of  fact, 
modest  in  reflecting  what  this  bill  ac- 
tually does,  because  in  addition  to  pro- 
viding for  the  normal  operating  expenses, 
there  is  new  ground  broken  in  the  con- 
struction program  requested  by  the  Dis- 
trict, security  is  being  tightened  out  at 
the  Lorton  complex,  the  quality  of  hos- 
pital service  in  the  District  of  Columbia 
General  is  being  improved  and  a  hun- 
dred closed  beds,  is  being  reopened  at 
District  of  Columbia  Village,  which  pro- 
vides care  for  the  elderly. 

This  is  in  addition  to  the  accommo- 
dations for  pay  raises,  higher  rents,  sup- 
plies, equipment,  loan  repayments  as  re- 
flected in  the  budgetary  demands  on  the 
District. 

Of  course.  Mr.  Chairman,  there  were 
seme  things  that  were  requested  by  the 
local  government  that  were  not  approved 
In  the  measure  as  it  presently  stands,  but 
the  legislative  process  on  this  measure 
has  not  been  completed.  They  are  impor- 
tant things,  and  they  ought  to  be  men- 
tioned: namely,  a  cost  of  living  increase 
in  benefits. 

Additional  funds  relative  to  certain 
aspects  of  the  public  school  system  and 
the  Office  of  Consumer  Affairs  in  the 
Mayor's  office  went  down  the  drain. 

Overall,  however.  I  think  we  must  com- 
mend Chairman  Natcher  for  his  consid- 
eratior  and  compassion. 

There  is  one  other  point.  Mr.  Chair- 
man, which  is  I  think  we  ought  to  rec- 
ognize: Just  as  this  represents  a  new  high 
for  a  District  budget,  it  also  represents  a 
high  for  the  District  of  Columbia  gov- 
ernment and  the  District  of  Columbia 
people  themselves  in  sharing  its  financ- 
ing. As  the  chairman  indicates,  this  rep- 
resents a  Federal  payment  of  21.24  per- 
cent, which  means  on  the  reverse  side 
that  78.76  percent  of  the  District  of  Co- 
lumbia budget  is  being  paid  from  the 
taxes  of  local  people  Oftentimes  people 
get  the  impression  that  the  Federal  pay- 
ment covers  all  of  the  expenditures.  I  do 
not  think  we  should  leave  that  kind  of  an 
impression  When  you  look  over  the  fig- 
ures on  page  6  of  the  committee  report, 
from  1921  through  1974.  you  will  find  on 
the  average  that  District  of  Columbia 
citizens  have  financed  some  82.9  percent 
of  the  expenditures  over  that  53-year 
period  and  during  the  latter  part  of 
World  War  II  and  during  the  Korean 
conflict  the  District  taxpayers  share  was 
about  90  percent. 

In  closing.  I  have  one  other  point  I 


would  like  to  get  a  clarification  of  from 
our  distinguished  chairman. 

I  noted  in  section  6  of  the  bill  a  prohi- 
bition again  against  the  use  of  funds  for 
st  udies  on  meters  in  taxicabs. 

The  CHAIRMAN  The  time  of  the 
gentleman  has  expired. 

Mr.  NATCHER.  Mr.  Chairman.  I  yield 
the  centleman  an  additional  3  minutes. 

Mr.  DIGGS.  Last  Monday.  June  11. 
you  will  recall  the  House  voted  over- 
whelmingly 268  to  84  in  favor  of  a  bill 
which  among  other  things  authorizes  a 
comprehensive  study  under  local  option 
of  taxicab  service  in  the  District  of  Co- 
lumbia, including  the  feasibility  and 
desirability  of  installing  meters. 

I  emphasize  that  it  simply  authorized 
a  study.  So  I  ask  Chairman  Natcher  if 
section  6  of  the  pending  bill  will  still 
specifically  prohibit  a  study  of  the  meter 
system' 

Mr  NATCHER.  Will  the  gentleman 
yield? 

Mr  DIGGS.  I  yield  to  the  gentleman. 

Mr.  NATCHER.  I  would  like  to  say  to 
my  distinguished  friend,  the  chairman  of 
the  legislative  committee,  that  as  far  as 
the  provision  in  the  appropriation  bill  is 
concerned,  there  is  nothing  that  conflicts 
with  the  provision  carried  in  your  bill 
from  the  legislative  committee.  ^mmmm 

Mr.  Chairman.  I  would  like  to  call  to 
my  friend's  attention  one  or  two  matters 
concerning  this  matter. 

This  restriction  has  been  carried  in 
the  bill  for  over  30  years.  It  was  placed 
in  the  bill  by  a  former  chairman  of  the 
Committee  on  Appropriations  the  dis- 
tinguished gentleman  from  Missouri 
(Mr.  Cannon)  some  34  or  35  years  ago. 
The  operators  of  the  taxicabs  at  that 
time  were  against  meters.  The  people 
in  our  Nation's  Capital  were  against 
meters.  That  provision  has  been  carried 
on  down  through  the  years. 

I  have  received  letters  in  the  last  2 
weeks  from  the  taxicab  industry  group — 
and  I  know  that  my  distinguished  friend, 
the  gentleman  from  Michigan  'Mr. 
Dices)  has  also  received  these  letters — 
in  which  this  organization  says  they  are 
against  meters,  and  the  only  ones  that 
they  know  of  who  are  for  the  meters  are 
the  people  interested  in  selling  the 
meters. 

Four  or  five  years  ago  one  company 
that  manufactures  meters — and  these 
meters  sell  from  S300  to  $500  each — made 
up  its  mind  that  they  were  going  to  force 
this  committee  to  delete  this  provision. 

Mr.  Chairman,  this  was  not  in  the  best 
interests  of  our  Nation's  Capital,  and  we 
refused  to  do  so.  and  we  have  carried  the 
provision  on  down  to  this  point. 

As  I  understand  the  Public  Service 
Commission  will  make  a  study  No  addi- 
tional funds  will  be  involved.  There  is  no 
limitation  as  far  as  what  they  may  do. 
But  I  would  like  to  say  to  my  distin- 
guished friend,  the  gentleman  from 
Michigan  .Mr.  Dices),  that  I  hope  after 
the  Public  Service  Commission  starts  its 
study  that  at  least  they  let  the  people 
who  operate  the  taxicabs.  will  be  heard, 
and  if  they  are  against  meters.  Mr. 
Chairman,  then  I  do  not  think  they  ought 
to  be  installed. 


H  1864 

The  CHAIRMAN.  The  time  of  the 
gentleman  from  Michigan  has  expired. 

Mr  NATCHER.  Mr.  Chairman.  I  yield 
2  additional  minutes  to  the  gentleman 
from  Michigan  'Mr.  Dices*. 

Mr  DIGGS  I  thank  the  gentleman  for 
yielding  me  this  additional  time. 

Mr  NATCHER  If  the  gentleman  will 
yield  further.  I  would  like  to  say  that  as 
far  as  the  companies  who  make  the 
meters  are  concerned,  Mr.  Chairman, 
they  do  not  control  this  matter,  although 
they  have  tried  all  down  through  the 
years  There  is  no  conflict  here  I  think 
the  procedure  the  distinguished  gentle- 
man from  Michigan  is  following  is  good, 
it  is  proper  procedure.  But  I  would  like 
to  make  one  suggestion,  and  that  is  if 
the  Public  Service  Commission  recom- 
mends meters.  I  think  that  the  distin- 
guished gentleman  from  Michigan  and 
his  committee  ought  to  bring  a  bill  back 
to  the  House  and  let  the  House  vote  on 
it.  I  say  that  to  the  gentleman  in  all 
frankness.  I  might  add  that  I  voted  for 
the  gentleman's  bill  the  other  day.  There 
is  no  conflict  here,  and  I  think  the  gen- 
tleman is  proceeding  correctly. 

Mr.  DIGGS.  Mr.  Chairman,  I  thank  the 
gentleman  from  Kentucky  'Mr.  Natcher) 
for  his  contributions. 
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ATTENDED  BY  OR!??!? 
Public  Utilities  Commission  of  the  District  of  Columbia 
Crdor  3fo.  956. 

Eoveirfber  6.  1931. 


I1T  TIG  MATTER  C? 

littles  and  Relations  for  the 
equipment  au'  operation  of  all 
automobiles  for  public  use  for 
the  convo3',ancG  of  persons  or 
property  within  the  District  of 
Columbia  other  than  motor  buses 
operated  over  defined  routes. 


) 

) 
) 

Portal  Case  "o.  230. 

) 
) 
) 


By  the  Commission:    This  Commission,  being  charged  with 
the  duty  of  regulating  common  carriers  by  motor  vehicles  within 
the  District  of  Columbia,  hold  a  public  hearing  on  October  19,  20, 
21  and  22,  1531,  for  the  purpose  of  investigating  all  phases  of 
taxicab  operation  within  the  District  of  Columbia,  including  amount 
and  Icind  of  rates,  equipment  of  taxicabs  and  service. 

Notice  was  given  to  all  interested  parties,  to  the  public 
generally,  and  a  largo  number  of  witnesses  wore  heard  with  respect 
to  the  subject  of  the  hoaring.    Testimony  was  presented  by  operators 
of  other  types  of  common  carriers  within  the  District  of  Columbia 
as  to  tho  effect  of  present  conditions  of  taxicab  oporat ion  upon 
their  rovonuos. 

After  duo  consideration  of  tho  testimony  and  argument  pro- 
sontod  tho  Commission  reached  tho  conclusion  that  it  is  imperative 
that  certain  major  modifications  in  tho  system  of  rates  and  in  tho 
conditions  of  sorvico  of  taxicabs  must  be  mado.    Tho  evidence  pre- 
sented indicates,  and  tho  Commission  finds: 

1.  That  thoro  are  at  present  a  number  of  differont  systems  of 
zonos  in  operation  in  this  city. 

2.  That  tho  zone  system  of  taxicab  rates  has  bcon  triod  in 
various  forms  in  the  District  of  Columbia  during  reasonably  long 
tost  poriods. 

3.  That  tho  systems  of  zone  taxicab  fares  now  in  use  in  tho 
District  of  Columbia  are  entirely  unsuitable  for  a  city  of  tho  size 
of  Washington. 

4.  That  no  schedule  of  zone  taxicab  faros  can  be  devised  for 
this  city  which  will  make  tho  charge  commensurate  with  tho  service 
rondorod.  / 
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5.  That  under  tho  20110  faro  system  operators  hr.vo  froquontly 
rofusod  to  rondor  survico  whoro  long  hauls  wore  ir.volvod. 

6.  That  tho  zono  fare  syston  unduly  favors  cortain  ridors,  and 
unduly  discriminates  against  others. 

7.  That  thcro  has  'coon  uncertainty  in  charges  oven  whore  zone 
"boundaries  wore  definitely  established. 

8.  That  thorc  have  "boon  numerous  complaints  of  ovorohargos 
undor  tho  sono  system  of  rates.- 


(^•J  That  proper  accounting  rocords  cannot  bo  socurod  under  tho 
zono^Taro  system. 

10.  That  additional  accounting  data  with  rospoct  to  oporating 
oosts  and  revenuos  aro  cssontial  to  the  proper  regulation  of  taxicabs. 

11.  That  thoro  is  no  foasiblo  method  of  marking  tho  zonos  or 
zone  boundaries  so  that  their  limits  may  bo  oasily  or  corroctly  do- 
torminod. 

12.  That  strangers  to  tho  city  do  not  know  zono  boundarios,  and 
aro  unable  to  dctominc  them  from  any  zono  map  or  description  of  zones 
which  it  is  foasiblo  to  display  in  a  cab. 

13.  That  zone  ratos  tend  to  increase  cruising  and  to  koop  cabs 
in  the  congestod  aroa  and  militato  against  satisfactory  call  sorvico 
by  tolcphono. 

14.  That  thcro  aro  in  operation  cars  used  as  taxicabs  which  aro 
operatod  by  drivers  who  rent  such  cars  from  tho  proprietor  and  without 
boing  oithor  employees  or  agents  of  tho  said  proprietor,  opcrato  such 
cars  as  taidcabs  on  hacking  tags  issued  to  said  proprietors. 

15.  That  tho  average  cost  of  operating  a  cab,  all  proper  expense 
items  included,  is  approximately  ten  cents  (10£  )  per  mile,  and  that 
approximately  40^  of  tho  mileage  is  not  revonuo  producing. 


H.6.J  That  the  only  system  of  taxicab  charges  which  will  bo  com- 
monsTfcrnto  with  tho  service  renderod,  that  will  bo  fair  to  tho  proprie- 
tors and  fair  to  tho  ridors,  is  one  based  upon  tho  longth  of  tho  ride, 
and  that  the  taximotor  system  is  the  only  one  which  fulfills  those 
conditions. 
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C7)     That  undor  the  rates  at  present  in  effect  operators  arc 
6lo  to  earn  a  reasonable  wage  without  v/orhing  for  3uch  long 
hours  as  to  impair  seriously  their  efficiency  and  thcroby  endanger 
their  passengers  and  the  public. 

18.  Ih*vfc  the  larger  number  of  taxicabs  now  in  use  arc  not 
equipped  with  taximeters,  that  time  should  "be  given  for  such  equip- 
ment to  ho  installed,  and  that,  tncrcforo,  this  order  should  not 
tako  effoct  for  sixty  (60)  days. 

19.  That  taximeters  can  bo  secured  and  installed  without 
unduo  expense. 

20.  That  thoro  arc  in  use  numerous  coach  typo  and  two  door 
vohiclos  which  arc  not  reasonably  safe  and  adequate. 


It  is,  therefore, 

ORDERED: 


1.      That  under  authority  of  Section  8  of  the  District  of 
Columbia  appropriation  act  approved  March  4,  1913,  cr oat  ins  the 
Public  Utilities  Commission,  as  amended,  and  undov  authority  of 
Soc;:ioa  6.  pcmsrajflis  (e)  and  (h)  of  tho  District  of  Columbia 
T?\af ic  Act;,  .vpor^ved  February  27,  1931,  tho  f oilc./ing  rulos  and 
rog\jVa;ic;iq  for  tho  equipment  and  operation  of  taxicabs  for  public 
use  for  the  conveyance  of  persons  or  property  within  tho  District 
of  Columbia  for  hire,  be  and  the  same  are  hereby  made  and  prescribed, 
and  obedience  thorcto  and  compliance  therewith  are  hereby  required 
of  and  onjoined  upon  every  "company"  and  "operator"  owning,  operat- 
ing, controlling  or  managing,  directly  or  indiroctly,  any  agency 
or  ngoncios  used  in  such  service* 

2.  That  non-compliance  with  any  of  these  regulations  will 
constitute  a  violation  of  law,  and  subject  tho  offending  person, 
association,  partnership  or  corporation  to  the  penalties  legally 
proscribed  for  such  non-compliance. 

3.  That  those  rales  .and  regulation  shall  take  effect  on  tho 
10th  of  January,  1952,  and  shall  remain  in  full  forco  until  other- 
wise ordered  by  the  Commission. 

rules  and  regulations  govt3rnihg  tks  equip- 
. ;  aiid  operation  c?  taxicabs  operated  for 
hire  in  the  district  0?  columbia. 
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DEFINITIONS 


Section  1, 


(a)  Wherever  used  in  these  regulations  the  term  "Commission" 
shall  mean  the  Public  Utilities  Commission  of  the  District  of  Co- 
lumbia. 

(b)  The  term  "taxicab"  when  used  in  these  regulations  shall 
be  deemed  to  include  any  and  all  motor  cabs  other  than  those  used 
exclusively  in  contract  livery  service  or  exclusively  in  service 
for  which  the  rate  is  fixed  by  the  hour. 

(c)  Wherever  used  in  this  order  the  term  "company"  shall  be 
deemed  to  include  any  person,  association,  partnership,  company, 
corporation  or  other  organization  owning  or  operating,  or  proposing 
to  operate  any  tr.xicab.    The  term  "operator"  shall  be  doomed  to 
moan  the  individual  actually  driving  the  taxicab. 

3QUIPMSNT 

Section  2. 

(a)  Every  taxicab  shall  bo  equipped  with  a  power  plant  ade- 
quate to  enable  it  to  operate  effectively  and  efficiently. 

(b)  Every  taxicab  shall  be  equipped  with  brakes,  lights,  and 

| horns  (see  Traffic  Act)  satisfactory  to  and/or  as  required  by  proper 
'authority. 

"        (c)    No  taxicab  shall  be  equipped  with  sh.'.dos  or  curtains  which 
can  be  manipulated  in  such  a  way  as  to  phi  old  tho  occupants  or  the 
driver  from  observation. 

(d)  Every  taxicab  in  service  shall  bo  equipped  with  at  least 
two  doors  for  -oho  entrance  and  exit  of  passengers,  in  addition  to 
•ihc  door  or  doorc  which  give  access  to  tho  driver's  seat,  so  con- 
structed that  they  will  remain  securely  fastened  during  normal  opera- 
tion out  which  may  bo  readily  opened  by  a  passengor  in  caso  of  omorgency. 

(o)    Every  taxicab  shall  be  equipped  with  an  adjustablo  rear  vision 
mirror  so  installed  as  to  enable  the  operator  to  obtain 'a  reasonably  clear 
view  toward  tho  roar.  ) 

(f )    Every  taxicab  shall  bear  on  the  passengor  door  on  each  side 
in  painted  letters  three  (3)  inches  high  tho  name  of  tho  "company"  op- 
crating  tho  cab  and  the  word  TAXICAB,  o?  an  idontifying  design  approvod 


354 


as  to  siso  and  character  by  the  Commission,  in  addition  there  shall  he 
painted  on  each  side  and  on  the  rear  a  numb or  two  (2)  inches  high,  dis- 
tinguishing the  said  cab  from  othors  op  jr.  ted  by  the  same  "company", 
Insido  oach  taxicab  there  shall  be  displayed  in  full  view  of  tho  passen- 
gers, a  card  b Oaring  the  name  of  tho  operating  "company"  and  the  number 
of  the  cab  corresponding  to  that  pcintcd  on  the  outside. 

(g)  Every  taxicab  in  service  shall  be  kept  in  a  clean  and  sani- 
tary condition,  and  shall  be  swept  and  dusted  thoroughly  at  lor.st  onco 
each  dry.    At  least  once  every  seven  days  the  interior  woodwork,  glass 
and  floor  shall  be  cleansed  thoroughly  with  suitable  antisoptic  solution. 

(h)  Every  taxicab  in  service  shall  be  equipped  with  a  standard 
specdomot^r  properly  installed,  maintained  in  good  working  order,  and 
exposed  to  view.     No  taxicab  shall  bo  operated  in  taxicab  sorvicc  while 
suuh  speedometer  is  out  of  repair  or  disconnected. 

(i)  Evory  taxicab  shall  bo  so  constructed  and  maintained  as  to 
prnvido  for  tho  safety  of  tho  public  and  for  continuous  and  satisf actory 
co;.  rati  on  and  to  reduce  to  a  minimum  tho  noiso  and  vibration  caused  by 
such  operation. 

(j)    No  motor  vehicle  shall  be  operated  as  a  taxicab  without  the 
prior  approval  of  this  Commission, 

OPERATION 

Section  3. 

(a)  No  ttxicabs  shall  be  operated  unless  the  proper  licenses 
therefor  have  been  obt lined. 

(b)  No  t-;xic\b  shall  be  operated  unless  it  has  been  registered 

in  accordance  with  the  legal  requirements  for  the  District  of  Columbia. 

(c)  No  motor  vehicle  shall  be  operated  as  a  taxicab  except  by 
tho  proprietor  thereof,  or  by  a  driver  employed  by  tho  proprietor  and 
responsible  to  tho  said  proprietor. 

(d)  No  trsxicab  shall  bo  drivon  by  a  person  who  is  loss  than 
twenty-one  (21)  years  of  age;    who  is  addicted  to  the  uso  of  narcotics 
or  intoxicating  liquor;    who  is  not  of  good  moral  character;    who  is 
montally  deficient  or  physically  defective  to  such  an  extent  as  to  im- 
pair his  ability  to  properly  and  officiontly  operate  tho  same;  who 

is  not  oxperienccd  in  operating  motor  vehicles  and  fully  competont  to 
operate  such  vehicles  carefully  and  courteously;    or  had  not  obtained 
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an  operator's  permit  required  by  law  for  drivers  of  motor  vehicles. 

(e)  Operators  of  ta::icabs  shall  be  clean  in  dress  and  in  person  and 
wear  a  coat  or  duster  at  all  times  while  operating  a  cab. 

(f )  Operators  of  taxicabs  shall  be  identified  by  a  numbered  badge 
which  shall  be  plainly  visible  at  all  times,  and  by  an  identification 
card  displayed  in  full  view  of  the  passengers. 

(g)  The  operation  of  taxicabs  shall  be  conducted  in  accordance 
with  the  laws  of  t-he  District  of  Columbia,  and  with  due  regard  for  the 
safety,  comfort  and  convenience  of  passengers,  and  for  the  safe  and  care- 
ful transportation  of  property,  and  the  safety  of  the  general  public; 
and  all  reasonable  efforts  shall  be  made  to  promote  such  safety  at  all 
times  and  under  all  conditions. 

(h)  No  taxicab  shall  be  loaded  to  such  an  extent,  or  in  such  a 
manner  as  to  interfere  with  the  free  movement  of  the  operator  thereof, 
with  the  entrance  or  exit  of  passengers,  or  so  as  to  interfere  with 
the  operator's  vision  through  any  portion  of  the  front  window  or  wind- 
shield, or  in  the  rear  vision  mirror. 

(i)  Spitting  on  the  floor,  sides,  or  any  other  portion  of  any 
taxicab  is  prohibited. 

(j)    No  taxicab  shall  be  operated  at  a  rate  of  speed  greater  than 
that  fixed  by  proper  authority  nor  without  proper  regard  for  the  con- 
ditions of  traffic  and  of  the  highways;  nor  in  such  manner  or  condi- 
tion as  to  endanger  the  safety  of  passengers,  pedestrians,  vehicles, 
or  the  property  of  others. 

(k)    All  operators  of  taxicabs  shall,  in  the  use  of  the  publio 
streets,  give  careful  attention  to  the  rights  and  needs  of  the  public 
generally  using  such  streets  at  the  same  time. 

(1)  Operators'  of  taxicabs  in  general  must  not  receive  or  dis- 
charge passengers  in  the  street,  but  whenever  possible  shall  pull 
up  to  the  sidewalk,  or  in  the  absence  of  sidewalk,  to  the  extreme 
right  side  of  the  road,  and  there  receive  or  discharge  passengers. 

(m)    There  must  be  displayed  in  the  front  end  of  every  taxi- 
cab  clearly  visible  from  wit ho  at  and  from  within  a  current  certifi- 
cate issued  by  the  Commission  showing  that  the  operation  of  said 
motor  vehicle  has  been  authorized  by  the  Commission.    Such  certifi- 
cate will  be  issued  quarterly. 
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(n)    Every  "company"  shall  maintain  a  record  of  all  trips  made  by 
its  taxicabs  showing  time  and  place  of  the  origin  and  destination  of  each 
trip,  and  the  amount  of  fare. 

(o)  Every  "operator"  of  a  taxicab  when  requested  by  a  passenger  shall 
give  a  receipt  showing  his  name,  badge  number,  the  time  and  place  of  origin 
and  destination  of  each  trip,  and  amount  of  fare. 

(p)    No  taxicab  equipped  with  a  radio  shall  be  operated  while  such 
radio  is  in  operation. 

(q)    No  "company"  shall  permit  any  of  its  drivers  to  operate  a  taxi- 
cab  more  than  twelve  (12)  hears  in  any  twenty-four  (24)  hour  period. 


RATES.  PARES  AlO  CHARGES. 

Section  4. 

(a)    No  taxicab  "company"  shall  charge,  demand  or  collect  any  rate, 
fare  or  charge  for  any  service  rendered,  other  than  the  rate,  fare  or 
charge  prescribed  or  approved  by  the  Commission  for  such  service. 


taxiisjsrs. 

Section  5. 

l/  (a)     On  or  before  the  iqrh  n4'  T-r-i>yi  Iff 7 2^_all-  <JiiAiiT.bs  shall  be 

V      equipped  with  t£jti«erre"rs ,  and  thereafter  no  vehicle  shall  be  operated  as 
a  taxicab  unless  so  equipped. 

(b)  No  taximeter  shall  be  used,  or  permitted  to  be  used,  which  shall 
be  in  such  condition  r.s  to  be  over  two  and  one-half  (2g-)  per  cent  incorrect. 

(c)  This  Commission ' s  regulations  governing  the  use  and  testing  of 
taximeters  as  fully  set  forth  in  order  No.  710 »  June  7,  1928,  be  and  are 
hereby  made  to  apply  in  full  force  and  effoct  to  all  taxicabs. 


REPORTS. 

Section  6. 

/       (a)    Every  "company"  shall  maintain  on  file  with  the  Commission  its 
name  and  operating  address,  and  the  name  and  residence  of  each  pf  its 
drivers,  and  shall  within  46  hours  report  to  the  Commission  any  change  (of 
name  or  address,  or  employment  or  discharge  of  its  drivers. 
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(b)  Evory  "company"  shall  submit  to  the  Commission  on  blank 
forms  prepared  and  furnished  "by  it,  within  one  (1)  day  of  the  occur- 
rence, a  report  of  each  collision  or  accident  resulting  in  injury  to 
any  person,  giving  the  name  and  address  when  known. 

(c)  Upon  request  of  the  Commission,  ora.l.ly  or  in  wri  ting,  the 
name  and  addresses  of  any  person  or  persons  kilJed  or  injured,  and 
any  other  information  which  the  "company"  may  possess  relative  to  any 
accident,  shall  be  furnished  the  Commission. 

(d)  Accurate  records  of  gross  and  net  receipts  from  operation 
and  operating  and  other  expenses  and  of  capital  expenditure    and  other 
operating  information  shall  be  filed  with  the  Commi ss j on  in  accordance 
with  law,  and  in  the  manner  required  by  the  Commission.    Every  "company" 
shall  maintain  a  set  of  records  containing  information  necessary  for 
the  filing  of  such  returns  and  other  data  required  by  this  order  at  a 
place  readily  accessible  for  examination  by  the  Commission  or  its  agents. 

(e)  Until  otherwise  ordered,  every  "company"  shall  submit  such 
reports  of  receipts  and  expenses  to  the  Commission  covering  each  calen- 
dar month,  said  reports  to  reach  the  Commission  on  or  before  the  fif- 
teenth (15th)  day  of  the  month  following. 

(f )  Every  "company"  at  the  effective  date  of  this  order,  or  be- 
fore beginning  operation  subsequent  thereto,  shall  file  with  the  Com- 
mission a  statement  showing  the  organization  of  the  company,  the  names 
and  addresses  of  its  officers,  and,  if  a  corporation,  attested  copies 

of  the  articles  of  incorporation,  copies  of  any  agreement  or  agreements, 
or  in  their  absence,  a  statement,  setting  forth  its  purposes,  capital 
structure  and  assets.    Every  "company"  shall  as  aforesaid  file  ?.  state- 
ment with  the  Commission  showing  the  name  under  which  he  may  bo  sued, 
and  shsll  designate  an  agent  residing  in  the  District  of  Columbia  em- 
powered to  accept  service  in  suits  filed  against  the  said  "company", 
and/or  to  enforce  the  orders  of  this  Commission. 


PENALTIES. 

Section  6. 

(a)  Any  "company"  or  any  officer  or  agent  or  other  person  acting 
for  or  employed  by  such  "company"  violating  any  portion  of  this  or  any 
other  order  of  the  Commission  shall  be  subject  to  the  penalties  legal- 
ly .and  properly  prescribed  for  such  violation. 
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RATES 

Soction  9. 

(a)  On  .and  after  tho  10th  of  January,  1932,  all  rates  and 
faros  to  "bo  charged  by  any  taxicab  "company"  shall  bo  basod  upon 
taximotor  readings  and  until  further  ordered,  shall  be  as  follows: 

For  tho  first  two  (2)  miles  or  fraction 

thereof    25  cents 

For  each  additional  ono-third  (1/3)  of  a 

milo    5  cents 

No  ch;rge  shall  be  made  for  time  except  for 
waiting  time  at  the  request  of  the  pas- 
senger.   V/hcn  such  charge  is  mado,  it 
shall  be  ton  cent 3  (10£)  for  each  five 
(5)  minutes,    l.'o  cMrgo  shall  be  mado  for 
less  than  five  (5)  minutes. 

(b)  No  charge  shall  be  made  for  additional  passcngors. 

(c)  No  "operator"  shall  carry  any  othor  porson  without  the 
consent  of  the  passenger. 

Section  10. 

This  order  shall  become  effective  on  tho  10th  of  January, 
1932,  and  remain  in  full  force  and  effect  until  otherwise  ordered  by 
tho  Commission;    Provided,  that  prior  to  the  10th  of  January,  1932, 
any  "compr.ny"  may  equip  its  taxicabs  with  taximeters  and  may  operate 
at  tho  abovo  r^.too,  otherwise,  no  change  shall  bo  mado  in  existing 
ratos  without  the  prior  approval  of  the  Commission,  and  no  new  schod- 
ulo  of  rates  shall  bo  put  into  effect  without  such  prior  approval. 

Section  11. 

All  orders,  or  parts  of  orders,  inconsistent  horoY/ith  are 
hereby  revoked. 

A  THUS  COPY:  By  tho  Commission: 


Executivo  Secretary.  S.  V.  FISHER 

Executive  Secretary. 
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March  19,  1976 


Honorable  Charles  C.  Diggs,  Jr.,  Chairman 
U.  S.  House  of  Representatives 
Committee  on  the  District  of  Columbia 
1310  Longworth  House  Office  Building 
Washington,  D.  C.  20515 

Dear  Chairman  Diggs: 

I  apoligize  for  the  long  delay  in  responding  to  your  letter  of 
September  3,  1975.    However,  Mr.  Linus  H.  Deeny,  our  Counsel  did 
contact  Mr.  Nelson  Rymansnyder  of  your  Committee  and  informed  him 
the  reason  for  the  delay.    I  do  hope  he  passed  the  information  on 
to  you.    The  major  delay  in  responding  was  occasioned  by  the 
pendency  of  Formal  Case  No.  577,  which  involved  consideration  of 
various  proposals  for  revision  of  existing  taxicab  rates.    A  copy 
of  the  final  order  in  that  proceeding  is  included. 

You  will  note  in  that  Order  the  Commission  has  approved  a  50c  per 
trip  rush-hour  surcharge.    You  had  suggested  that  consideration 
be  given  to  such  a  surcharge  in  your  letter.    Only  actual  experi- 
ence can  determine  how  effective  the  surcharge  will  be  in  inducing 
better  service  during  the  rush-hour  period.    However,  there  are 
sound  practical  and  theoretical  justifications  for  the  surcharge. 

I  would  also  add  that  there  are  a  number  of  other  features  in  the 
Order  which  can  be  expected  to  induce  better  service.    First,  it 
is  unquestioned  that  a  general  increase  in  rates  was  warranted  by 
the  sharp  increase  in  operating  expenses  and  the  cost  of  living 
over  the  past  three  years.    The  generally  inadequate  level  of  rates 
which  previously  existed  was  at  least  partly  responsible  for  many 
of  the  service  deficiencies.    Secondly,  it  became  apparent  from 
testimony  taken  during  the  hearings  that  the  existing  group  rate 
structure  provided  an  undue  incentive  for  driver  to  bypass  single 
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passenger  fares  in  favor  of  groups.     The  group  rates  have  therefor 
been  revised  with  a  view  towards  eliminating  this  undue  incentive. 
Thirdly,  the  rate  structure  has  been  somewhat  simplified  by  provid- 
ing for  a  uniform  increase  in  the  single  passenger  (and  shared  ride) 
fare  from  zone  to  zone. 

Other  developments,  of  which  you  may  be  aware,  are  the  transfer  of 
control  over  the  Hackers  Appeals  Board  to  the  Director  of  the 
Department  of  Transportation.     Both  the  report  of  Mr.  McGrath  and 
the  Mayor's  Task  Force  Report  have  been  critical  of  the  previous 
operation  of  that  office.     Since  its  transfer,  I  understand  that 
the  backlog  of  cases  has  been  eliminated.     I  also  have  been  informed 
that  the  initial  informal  interview  with  the  driver  has  been 
dispensed  with.     Thus,  upon  receipt  of  a  complaint,  the  matter 
immediately  goes  to  hearing.     I  believe  that  these  developments  are 
definite  improvements  and  in  time  should  have  a  positive  effect  on 
service. 

The  taxicab  report  prepared  by  Mr.  McGrath  is  greatly  appreciated. 
I  believe  that  it  is  particularly  useful  in  the  information  compiled 
regarding  taxicab  activities  in  adjacent  jurisdictions.     This  informa- 
tion gives  us  a  better  perspective  on  the  strengths  and  weaknesses 
of  the  District's  industry. 

Finally,  the  only  formal  study  prepared  by  the  Commission  within  the 
past  five  years  has  been  the  Olson-Kuehl  report  which  was  completed 
in  early  1974.     Copies  of  that  report  were  forwarded  to  the  House 
District  Committee  at  that  time.    A  staff  study  of  driver  income  was 
undertaken  in  late  1974  and  the  results  of  that  study  were  submitted 
as  testimony  in  Formal  Case  No.  577.     I  have  included  Commission 
Order  No.  5727  which  discusses  the  staff  study. 

If  there  are  any  further  questions,  please  feel  free  to  call  me. 


Chairperson 


Enclosures 
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PUBLIC   SERVICE  COMMISSION  OF  THE  DISTRICT  OF  COLUMBIA 
1625   I  Street,  N.W.,  Washington,  D.C.  20006 

Order  No.  5769 


February  19,  1976 


IN  THE  MATTER  OF 

A  Petition  for  the  Investigation  of  ) 

the  Rules  and  Regulations  Pertaining  ) 

to  Rates  and  Charges  for  the  Operation  )     Formal  Case  No.  577 

of  Taxicabs  in  the  District  of  Columbia  ) 


FINAL  ORDER 


BEFORE:     Ruth  Hankins-Ne sbi tt ,  Chairperson 
Ho  Mason  Neely,  Vice  Chairman 
William  R.   Stratton,  Commissioner 

On  January  20,  1976  the  Commission  issued  Order  No.  5765. 

In  that  Order  we:    (1)  Rescinded  Orders  Nos.  5742  (issued 

November  14,  1975)  and  5749   (issued  December  18,   1975),  and 

(2)  Proposed  new  levels  of  fares  and  charges  for  taxicab  service 

in  the  District.     Our  reasons  for  taking  this  action  are  fully 

1/ 

discussed  in  Order  No.  5765. 

In  that  Order  the  Commission  also  invited  the  parties  and 
People's  Counsel  to  file  written  comments  on  the  proposed 
changes.     Written  comments  were  timely  filed  by  Irving  Schlaifer, 


1/  On  February  6,  1976  the  District  of  Columbia  Court  of 
Appeals,  acting  pursuant  to  D.C.  Code  1973  Sec.  43-709j di smi ssed 
the  appeals  taken  from  the  Orders  now  rescinded,  Hackers  Pro- 
tective Alliance,  et  al  v.  The  Public  Service  Commission,  Nos. 
10312  and  10313. 
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the  Hackers  Protective  Alliance,   Inc.   (HPA) ,   the  Taxicab  Industry 
Group   (TIG),  and  People's  Counsel.     A  hearing  was  held  on 
February  4,   1976  for  the  purpose  of  giving  those  parties  who 
filed  written  comments  the  opportunity  to  make  argument  to  the 
Commission  on  their  written  comments.     These  parties  and  People's 
Counsel  supported  the  Commission  proposals  with  the  exception  of 
the  proposal  for  an  express  service  surcharge. 

At  the  hearing  on  February  4,  1976  a  report   (in  the  form  of 
a  computer  printout)  which  itemized  each  intra-Di strict  taxicab 
trip  reported  by  the  taxicab  drivers  who  participated  in  the 
November -December  1974  manifest  study  conducted  by  the  Commission 
Staff  was  admitted  into  the  record  without  opposition.  Staff 
Counsel  urged  that  the  report  be  admitted  on  the  grounds  that  the 
data  contained  in  it  would  provide  a  useful  supplement  to  the 
record  on  the  subject  of  the  revenue  effect  of  the  proposed 
revisions  -  assuming  that  the  supply  of  taxicab  service  and  the 
demand  for  taxicab  service  remained  unaffected. 

Having  considered  the  written  comments  and  oral  argument 
of  the  parties,  People's  Counsel,  and  Staff,   the  Commission  has 
determined  to  adopt  the  proposed  schedule  of  fares  and  charges 
set  forth  in  Order  No,  5765,  with  the  exception  of  the  proposal 
relating  to  the  establishment  of  an  express  surcharge.     While  we 
remain  of  the  view  that  some  form  of  express  service  at  passenger 
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option  is  desirable,  we  have  concluded  that  there  is  insufficient 
information  in  the  record  upon  which  to  establish  a  proper  fare 
for  this  service. 

Therefore,   the  proposals  for  revisions  in  the  fare  structure 
which  we  adopt  and  approve  by  this  Order  are  as  follows: 

1.  That  the  subzone  single  passenger  fare  for  any  trip 
confined  to  a  subzone  of  Zone  1  be  increased  from  70£  to  90C. 

2.  That  the  single  passenger  fare  for  any  one-zone  trip 

be  increased  from  85£  to  $1.10,  and  that  a  charge  of  55£  for  each 
additional  zone  be  established. 

3.  That  a  flat  charge  of  50c  be  added  to  the  single 
passenger  fare  for  each  additional  passenger  transported  in  a 
group. 

4.  That  a  city-wide  afternoon  rush-hour  surcharge  of  500 
per  trip  be  established. 

5.  That  the  500  call  charge  for  radio  service  be  retained. 

6.  That  the  charge  for  waiting  time  in  excess  of  5  minutes 
be  50C  for  each  additional  5  minutes  or  fraction  thereof  up  to  a 
total  of  45  minutes  after  which  the  rate  of  $1.50  for  each  15 
minutes  or  fraction  thereof  shall  apply. 

7.  That  the  charge  for  a  taxicab  employed  on  an  hourly 
basis  be  $7.00  for  the  first  hour  or  fraction  thereof,  and  $1.75 
for  each  additional  15  minutes  or  fraction  thereof. 
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8.     That  no  driver  who  engages  in  shared  riding  shall  accept 
a   subsequent  passenger  accompanying  a  pet  or  other  small  animal 
without  the  consent  of  the  prior  passenger . 
Pi  scussion 

As  we  have  previously  noted  in  Order  No.  5765,  we  view  our 
central  responsibility  to  be  the  design  and  approval  of  a  taxicab 
fare  structure  which  can  reasonably  be  expected  to  produce  sat- 
isfactory levels  of  service  and  the  opportunity  for  drivers  to 
earn  a  reasonable  level  of  income.     Translating  this  policy  into 
rates  and  operating  regulations  is  particularly  difficult  because 
of  the  unique  nature  of  the  District's  taxicab  industry.  Drivers 
are  free  to  operate  when  and  where  they  choose,  and  it  is  the 
operation  of  the  market  forces  of  supply  and  demand  -  forces 
which  the  Commission  cannot  control  -  in  reaction  to  rates  set 
by  the  Commission  which  ultimately  determine  both  driver  income 
and  service  quality.     Given  these  economic  characteristics,  it 
is  appropriate  to  view  our  ratemaking  responsibility  as  a  more 
or  less  continuous  process  of  setting  rates,  subjecting  them  to 
the  test  of  experience  and  then  subsequently  revising  them  where 
necessary  if  they  fail  to  meet  their  anticipated  objectives  in 
terms  of  service  quality  and  driver  income. 

Of  course,  we  have  been  aided  in  the  exercise  of  our 
responsibility  in  this  case  by  the  active  participation  of  the 
parties  who  have  appeared  on  behalf  of  the  industry  and  the 
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People's  Counsel.     As  we  noted  previously,   those  industry  parties 
who  have  filed  written  comments  and  the  People's  Counsel  generally 
support  the  changes  which  we  have  adopted.     We  find  this  support 
in  and  of  itself  to  be  significant  -  coming  as  it  does  from 
representatives  of  both  drivers  and  customers.     We  view  the 
industry  support  to  be  an  expression  of  its  considered  opinion 
that  the  fare  structure  approved  will  offer  its  members  the 
opportunity  to  earn  sufficient  compensation  for  the  services 
offered.     We  view  the  support  of  People's  Counsel  to  represent 
its  considered  opinion  that  the  new  fare  structure  approved  will 
improve  levels  of  service  while  maintaining  fares  at  a  level 
which  are  reasonable  to  the  public.     We  now  turn  to  a  discussion 
of  the  changes  made  and  our  reasons  for  adopting  them. 

The  record  in  this  proceeding  clearly  demonstrates  that  the 
existing  fare  structure  does  not  provide  a  reasonable  opportunity 
for  drivers  to  receive  adequate  compensation  for  their  services. 
Hence,  a  general  increase  in  rates  is  justified.     In  Order 
No.  5727  (issued  July  24,  1975),   the  Commission  found  that  under 
the  existing  rate  structure  a  full-time  owner/radio/driver  could 
only  be  reasonably  expected  to  gross  about  $4.50  per  hour  -  and  net, 
after  expenses,  only  about  $2.27  per  hour.     The  Commission  also  found 
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that  a  fair  net  hourly  income  for  such  a  driver  was  about  $3,50 
per  hour  and  that  to  realize  this  level  of  income,  such  a 
driver  would  have  to  gross  about  $5.75  per  hour.     If  supply 
and  demand  remained  unaffected  by  a  revision  in  rates  this 
higher  gross  figure  could  be  realized  simply  by  an  increase 
in  existing  rates  of  about  28%  ($5.75/$4.50  =  1.28).     But  as 
we  have  commented  previously,  we  do  expect  supply  and  demand 
to  be  affected.     Nevertheless,  we  have  used  this  "deficiency" 
of  28%  as  one  guide  in  the  development  of  the  new  rates.  When 
considered  with  the  other  factors  discussed  below,  we  find  it 
to  be  of  useful,  but  limited  value.     We  hope  that,  in  time, 
alternative  mathematical  criteria  might  be  developed  upon 
which  to  determine  the  amount  of  a  fare  increase. 

The  other  factors  involved  are  the  service  deficiencies 
which  were  clearly  established  in  the  record.     These  were: 
(1)  Discrimination  against  single  passengers  in  favor  of  group 
passengers  which  is  the  result  of  inordinately  high  group  rates 
in  relation  to  single  passenger  rates,  and  (2)  Poor  rush-hour 
service  (i.e.,  between  4:00  p.m.  and  6:30  p.m.  on  business 
days)  which  is  the  result  in  part,  at  least,  of  the  failure  of 
existing  fare  structure  to  offer  adequate  compensation  to 
drivers  during  this  period. 
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Finally,  we  have  also  attempted  to  simplify  the  existing 
fare  structure. 

Single  Passenger  and  (Shared  Riding)  Fares 

As  noted  previously,  we  have  raised  the  single  passenger 

fare  and  shared  riding  fare  for  any  trip  confined  to  a  subzone 

of  Zone  1  from  70£  to  90c ■     This  is  an  increase  of  about  29%. 

We  have  raised  the  single  zone  rate  from  85£  to  $1.10  -  also 

an  increase  of  about  29%.     Thereafter  a  uniform  increment  in 

fare  for  single  passengers  and  shared  rides  of  55C  is  added 

for  each  additional  zone  traveled.    Depending  upon  the  number 

of  zone  traveled,  the  corresponding  increases  in  single 

passenger  and  shared  riding  fares  increase  from  about  30  to 

34%.     Only  actual  experience  can  establish  the  effect  of  these 

changes  on  driver  revenue.     However,  the  distribution  of  single 

passenger  and  shared  riding  trips  by  number  of  zones  reported 

in  Staff  Counsel  Exhibit  No.  2  would  indicate  that  driver 

revenue  from  such  trips  would  increase  by  about  32%  -  if 

U 

supply  and  demand  are  unaffected. 
Group  Fares 

The  creation  of  a  flat  group  rate  charge  of  50c  for  each 
additional  passenger  over  the  "first"  passenger  is  a  first 
step  towards  the  elimination  of  the  undue  incentive  under  the 

_2/    Of  the  approximate  3,900  intra-Di  strict  trips  tabu- 
lated,  slightly  more  than  3,300  trips  were  single  passenger 
or  shared  ride  trips. 
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existing  group  fare  structure  for  drivers  to  bypass  single 
passenger  fares  in  favor  groups.     We  believe  this  action  is 
justified  because  the  added  expense  associated  with  trans- 
porting additional  passengers  is  minimal  -  if  it  can  be 
measured  at  all.     Nevertheless,  an  added  charge  for  these 
extra  passengers  is  warranted  based  upon  considerations  of 
value  of  service. 

As  a  result  of  this  change,   the  group  fare  for  a  one-zone 
two-passenger  trip  will  increase  about  33%.     But  the  group 
rates  for  a  one-zone   trip  carrying  3,  4,  or  5  passengers 
increase  by  only  17%,  8%  and  3%,  respectively.     All  group 
rates  carrying  three  or  more  passengers  more  than  two  zones- 
are  actually  reduced. 

Referring  again  to  the  distribution  of  group  trips  tabu- 
lated in  Staff  Counsel  Exhibit  No.  2,   this  revision  would 

result  in  an  overall  increase  in  group  fare  revenues  of  about 

3/ 

19%  -  assuming  that  supply  and  demand  remain  unaffected. 
P.M.  Rush -Hour  Surcharge 

Perhaps  the  most  obvious  deficiency  in  the  existing  rate 
structure  is  the  lack  of  any  provision  to  provide  adequate 
incentives  for  drivers  to  operate  in  the  afternoon  (4:00  p.m. 
to  6:30  p.m.)  rush-hour  period  on  business  days.     Poor  service 

3/    About  575  of  the  3,900  trips  reported  were  group  trips. 
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during  this  period  is  universally  acknowledged  and   is  directly 
related   to  the  lack  of  a  mechanism  to  compensate  drivers  for 
traffic  congestion  during   this  period.     Although   this  problem 
may  be  most  acute  within  Zone   1,  we  have  been  persuaded  by  the 
comments  and  arguments  of  the  parties  that  it  is  a  problem  that 
generally  exists  throughout  the  city«     We  have  determined  to 
set  the  p«,m0  rush-hour  surcharge  at  50C  per  trip  in  the  expecta- 
tion that  a  charge  of  this  level  will  be  sufficient  to  induce 
better  service  during  this  period  „     We  interpret  the  support  of 
the  industry  parties  on  this  point  to  represent  their  con- 
sidered opinion  that  this  is  the  case.     But  again,  only  actual 
operating  experience  can  determine  how  effective  a  charge  in 
this  amount  will  be0 
The  Other  Changes 

We  now  comment  briefly  on  the  other  changes  authorized « 
We  have  increased  the  hourly  rental  charge  from  $5o50  to  $7„00  - 
an  increase  of  about  27%a  This  action  has  been  taken  in  keeping 
with  our  determination  to  increase  rates  for  taxicab  service 
generally o  Increases  in  expenses  of  operation  applicable  to 
the  more  typical  operations  are  obviously  equally  applicable 
to  hourly  rental  operation. 

Present  waiting  time  charges  have  been  unchanged  since 
19640     The  charges  for  waiting  time  should  be  adjusted  to  bring 
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them  in  line  with  other  rates  -  and  particularly  the  hourly 
rental  rate.     However,  a  lower  rate  than  the  hourly  rental 
rate  is  justified  because  operating  expenses  can  generally  be 
expected  to  be  lower.     Under  existing  waiting  charges  no  com- 
pensation is  provided  for  the  first  five  minutes  of  waiting 
time.     Thereafter,  a  25C  charge  accrues  for  each  additional 

5     minutes  up  to  45  minutes.     Thereafter,  a  charge  of  $1.00 
accrues  for  each  additional  15  minutes  or  fractibn  thereof. 
We  have  raised  these  charges  to  50c  and  $1.50,  respectively. 
Thus,  on  an  hourly  basis  the  waiting  time  rate  would  be  $5.00. 

In  closing,  we  make  the  following  findings  of  fact  and 
conclusions. 

1.     The  existing  schedule  of  taxicab  fares  is  unjust, 
unreasonable,  and  discriminatory  in  that  (a)  it  fails  of  offer 
drivers  the  opportunity  to  earn  a  fair  income,  and  therefore 
provides  an  insufficient  economic  incentive  for  drivers  to 
offer  the  public  generally  satisfactory  levels  of  service,  (b) 
it  provides  drives  with  an  undue  incentive  to  discriminate 
against  single  passengers  in  favor  of  group  passengers,   (c)  it 
provides  an  inadequate  economic  incentive  for  drivers  to 
operate  during  the  afternoon  rush-hour  period  on  business  days 
because  it  makes  no  recognition  of  traffic  congestion  during 
this  period. 
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20     Taxicab  driver  income  is  a  function  of  the  forces 
of  supply  and  demand,  and  only  an  indirect  consequence  of 
Commission  ratemaking  activity.  However,  the  construc- 

tion of  rates  based  in  part  upon  the  use  of  an  established 
"revenue  deficiency"  will  continue  to  be  of  some  limited  use- 
fulness until  alternate  criteria  can  be  developed  and  established. 

3.  Nevertheless,  upon  the  assumption  that  supply  and  demand 
will  be  unaffected  by  the  revised  rates,  they  will  provide 
drivers  the  fair  opportunity  to  increase  their  gross  hourly 

revenue  by  about  29%. 

4.  The  schedules  of  fares  and  charges  authorized  by  the 

Commission  in  this  Order  are  reasonable,  just  and  nondiscrimi- 
natory and  can  reasonably  be  expected  to  improve  service  levels. 
THEREFORE,    IT  IS  ORDERED; 

Section  1.     That  the  schedules  of  rates  and  charges  pro- 
posed by  the  Commission  in  Order  No.  5765   (with  the  exception 
of  the  proposal  relating  to  express  service)  is  hereby  approved 
and  adopted. 

Section  2.     That  these  schedules  of  rates  and  charges  shall 
become  effective  as  of  12:01  a.m.  on  Sunday,  February  22,  1976. 

Section  3.    That  Part  III  of  Title  14  of  the  District  of 
Columbia  Rules  and  Regulations  is  revised  and  amended  pursuant 

4/    The  total  revenues  generated  on  a  pro  forma  basis  for 
trips  reported  in  Staff  Counsel  Exhibit  No.  2  were  $5,713  under 
existing  rates.     The  corresponding  pro  forma  revenues  under  the 
revised  rates  are  $7,355.     $7,355/$5713  -  29%. 
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to  the  provisions  of  this  Order.     (A  copy  of  the  revisions  and 
modifications  is  attached). 

Section  4.     That  the  display  of  a  rate  sticker  in  the 
windows  of  taxicabs  shall  no  longer  be  required  as  of  12:01  a.m. 
on  Sunday,   February  22,  1976. 

A  TRUE  COPY:  By  ttre\  Comfti  ssion  : 


Chief  Clerk 
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Amendments  to  Chapter    III  of  Title  14 
of   the  District  of  Columbia   Rules  and 
Regula  t ions 

Sec   305.7  Dogs  and   Small  Animals. 

(a)  Small  dogs  or  other  small  animals,  when  securely  enclosed 
in  a  box  or  basket  designed  for  that  purpose  and  capable  of  being 
held  on  the  lap  of  the  passenger,  may  accompany  a  passenger  without 
charge,,     Other  animals  not   so  enclosed  may  be  carried  at  the  dis- 
cretion of  the  driver.     A  charge  of  $1.00  shall  be  authorized  for 
carrying  animals  not  enclosed.     "Seeing-Eye"  dogs  in  proper  har- 
ness and  accompanied  by  a  blind  passenger   shall  be  carried  without 
charge „ 

(b)  No  driver  who  engages  in  shared  riding,  as  defined  in 
Sec o   310.1(c),    shall  accept  a   subsequent  passenger  accompanying 
any  animal  described  in  Subsection   (a)  above   (other  than  a 
seeing-eye  dog)  without  the  consent  of  the  prior  passenger  or 
passengers  already  being  transported. 

Sec.  305.71  Rush-Hour  Surcharge. 

A  surcharge  of  50c  per  trip  shall  be  added  to  any  fare  and 
charges  otherwise  authorized  for  any  trip  originating  between  the 
hours  of  4:00  P.M.  and  6:30  P.M.  on  business  days.     For  the  pur- 
poses of  this  section,  each  shared  ride  is  deemed  to  be  a  separate 
trip. 
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Sec.  310.2  Group  and  Shared  Riding;  When  Permitted  or  Required. 

(a)  Group  riding  is  permitted  at  the  discretion  of  the 
group  at  all  times.     No  driver  shall  refuse  to  engage  in  group 
riding  at  any  time. 

(b)  Shared  riding,  subject  to  the  provisions  of  Sections 
305.7  (dogs  and   small  animals),  310.3  (general  limitations  on 
shared  riding),  and  Section  310.4  (shared  riding  at  railway 
terminal),  is  permitted  at  the  reasonable  discretion  of  the  driver 
at  all  times,  having  due  regard  for  special  circumstances  or  need 
of  the  first  passenger  or  group  of  passengers  to  board  the 
taxicab. 
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ZONE  CHARGES 

Single  Passenger 
Rata  4  Shared 

Zone  Riding  Rate 

Charge  Per  Paasenger 

A  ride  confined  to  any  Subzone  of  Zone  1                                                             -  $  .90 

A  ride  between  any  of  the  Subzonea  of  Zone  1                                                      1  1.10 

A  ride  confined  to  any  Subzone  of  Zonea  2,   3,   4  or  5                                      1  1.10 

A  ride  between  a  point  in  Zone  1  and  a  point  within  Zone  2  Subzonea         2  1.65 

A  ride  between  a  point  in  Zone  1  and  a  point  within  Zone  3  Subzonea        3  2.20 

A  ride  between  a  point  in  Zone  1  and  a  point  within  Zone  4  Subzonea        4  2.75 

A  ride  between  a  point  in  Zone  1  and  a  point  within  Zone  SA                          S  3.30 

Rides  originating  in  one  aubzone  and  terminating  In  another,  the  zone  charge  la  aa  ahown  below: 
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OTHER  REGULATIONS 


GROUP  RIDING,    (meaning  the 

in  group  riding  et  any  t 
SHARED  RIDING,  (meaning  the 
origin  or  a  different  de 
at  the  railway  terminal) 
passengers  to  board  the 


tted 


■engars 


vlng  due  regard  for 

other  animal  (except  for  a  seeing-eye  dog)  with 
SHARED  RIDING  AT  THE  RAILWAY   TERMINAL    (i.e..  Union 

necessary  to  achieve  adequate  service  by  a  star 

terminal  property. 
As  used  above  the  word  "passenger"  shall  not  lnclu 


lmes.     No  driver  shall  refuse  to  engage 

rips  have  either  s  different  point  of 
ion  of  the  driver  at  all  times  (except 
need  of  trie  first  passenger  or  group  of 
passenger  accompanying  a  pet  or 


Mmea  as  are  dete 


child  fi 


yeara 


para 


younger  accompanied  by 


older 


■  1  del 


The 


street , 


boundary  aha  11  be  c 
the  group  passenger 


RM 


ice  shall  refuse  to  transport  s  prospective  paasenger 
aervlce  fsirly  meets  the  test  of  sn  emergency.     Service  shall  be 
a  reaaonable  time,  but  not  later  than  three  hours  sfter  undertaken.     Vehicle  use  limited  to  front 
or,  unless  the  person  engaging  the  service  accompanies  the  article  or  articles  to  be  transported, 

lcle  la  hired  by  the  hour. 

boundaries  shown  on  the  map  on  the  other  aide 
esignated.     Any  trip  originating  on  the  street, 
considered  as  originating  in  the  zone  or  aubso 
street,  avenue,  or  road  designated  as  a  zone  or 
bzone  nearest  to  the  point  of  origin, 
tes,  shared  riding  rates,  or  the 
tes  set  forth  on  the  other  side 
Hand  baggage,   including  large  bags  of  groceries  or  srticles  of  similar  size,  in  excess  of  one  piece  per  passenger  shall 
be  charged  for  at  the  rate  of  S.10  for  each  such  piece. 

Brief  caaes  and  parcela  of  comparable  size  shsll  not  be  considered  ss  hsnd  baggage. 
Trunks  or  similar  large  articles  ah  11  be  charged  for  at  the  rate  of  $1.00  each.    A  trunk  la  herein  described  aa  a  piece 

of  baggage  having  a  minimum  dimension  or  cubic  content  in  excess  of  32'  by  18'  by  V  or  3  cubic  feat,  respectively. 
The  charge  for  peraonal  aervice  shall  be  S.50;   taxlcab  service  in  response  to  a  telephone  call,  4.50  In  addition  to  all 

ized  charges;  dismissal  of  a  taxlcab  without  using  It  sfter  response  to  s  telephone  call,  S.S0  in  addition 
f  five  minutes  $ . 50  for  each  five  minutes  or  fraction  thereof  up  to 
of  $1.50  for  each  fifteen  minutes  shall  apply, 
s  at  the  direction  of  a  paaaenger  not  requiring  a  devlatio 
passengers  shall  be  5.25. 
:ab  employed  on  an  hourly  baai 
or  fraction  thereof-S7 . 00 ;  fc 


Each  stop  enro 
The  charge  for 


card  shall  include  both  aides 
,  or  road  dealgnated  aa  a  zone  or  aubzone 
bzone  nearest  to  the  point  of  destinstlon.     Any  trip 
or  subzone  boundary  shall  be  considered  as  terminating 
sne  charges  set  forth  sbove  shsll  be  used  to  determine 
psssenger  rstes  to  be  chsrged  for  taxlcab  service  in 


blocks  other  than  to 
fraction  thereof-41 . 75 . 
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Public  Service  Commission  of  the  District  of  Columbia 

1625  I  Street,  N .  W. ,  Washington,  D.  C  20006 
Order  No.  5727 

July  24,  1975 

IN  THE  MATTER  OF 

A  Petition  for  Investigation  of  the  Rules  ) 

and  Regulations  Pertaining  to  Rates  and  ) 

Charges  for  the  Operation  of  Taxicabs  )     Formal  Case  No-  577 

in  the  District  of  Columbia  ) 

STATEMENT  OF  FINDINGS  OF  FACT  AND  ORDER  SETTING  REARING  DATES 

Formal        Before:     Ruth  Hankins-Nesbitt ,  Chairperson 
H.  Mason  Neely,  Vice-Chairman 
William  R.  Stratton,  Commissioner 

Formal  Case  No.  577  was  initiated  with  the  filing  of  a  petition 
seeking  rate  relief  and  other  changes  in  existing  taxicab  regulations  by 
Mr.  Irving  Schlaifer  in  July  1972.     For  a  number  of  reasons  primarily 
related  to  difficulty  in  obtaining  adequate  information  regarding 
driver  revenues,  hearings  on  the  case- in-chief  could  not  be  scheduled 
until  earlier  this  year.    A  hearing  dealing  with  the  issue  of  driver 
expenses  was  held  on  February  18  and  a  hearing  dealing  with  the  issue 
of  current  driver  income  was  held  on  May  1.    Based  upon  the  record  developed 
at  these  hearings,  the  Commission  has  determined  to  announce  at  this  time 
its  findings  relating  to  current  driver  income  and  expenses,  and  also  its 
findings  regarding  what  a  reasonable  level  of  earnings  should  be  for 
District  taxicab  drivers. 

We  do  not  expect  to  issue  a  written  opinion  and  order  dealing  with 
the  findings  made  in  this  statement  before  the  end  of  August.    We  have, 
however,  set  September  8  and  9,  1975  as  hearing  dates  for  the  purpose 
of  considering  the  remaining  issue  in  this  proceeding,  which  is  how  the 
existing  taxicab  rate  structure  (including  the  means  by  which  rates  are 
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are  determined)  should  be  modified  in  order  to  give  taxicab  drivers  the 
opportunity  to  earn  the  level  of  compensation  found  to  be  reasonable  in 
this  statement.     By  issuing  a  statement  of  findings  at  this  time  we  intend  to 
afford  the  parties  a  sufficient  amount  of  time  within  which  to  prepare 
testimony  on  this  remaining  issue  in  advance  of  the  September  hearing  date. 
Our  findings  are  as  follows: 

1.  Under  the  existing  intra-District  rate  structure  a  competent  full- 
time  radio  driver  has  the  opportunity  to  earn  a  gross  hourly  income  of  about 
$4.50  per  hour. 

2.  The  hourly  expenses  incurred  for  such  a  driver  are  approximately 
$2.23. 

3.  The  net  hourly  intra-District  income  for  such  a  driver  is 
approximately  $2.27. 

4.  A  reasonable  net  intra-District  income  for  such  a  driver  is 
approximately  $3.52  per  hour. 

5.  In  order  for  such  a  driver  to  have  a  fair  opportunity  to  realize 
such  net  income  he  must  gross  approximately  $5.75  per  hour.  To  gross  this 
amount  existing  rates  would  have  to  be  increased  by  28%. 

A  full  discussion  of  the  reasons  underlying  these  findings  will  accompany 
the  Order  to  be  released  subsequently.     However,  we  wish  to  briefly  comment 
on  the  major  factors  underlying  our  findings. 

In  Order  No.  5395  (issued  August  22,  1969),  the  Commission  found  that 
a  reasonable  net  hourly  income  for  District  taxicab  drivers  was  $2.48.  Since 
that  time,  the  cost  of  living  nationally  and  in  the  District  of  Columbia  has 
increased  more  than  40%.    This  increase  in  the  cost  of  living  was  a  major 
factor  in  our  conclusion  that  a  reasonable  net  hourly  income  should  be 
about  $3.52.    Mr.  Irving  Schlaifer  and  the  Taxicab  Industry  Group  (T.I.G.) 
urge  that  a  reasonable  net  income  for  a  District  driver  should  be  in  the 
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range  of  $6.00  per  hour.     T.I.G.  bases  its  assertion  upon  current  income 
levels  in  other  occupations  (such  as  bus  drivers,  truck  drivers  and 
chauffeurs)  which  it  argues  are  comparable  to  the  taxicab  industry.     In  the 
past  we  have  declined  to  use  wage  levels  in  those  occupations  as  a  basis  for 
determining  the  reasonableness  of  income  levels  realized  by  taxicab  drivers, 
although,  such  a  comparison,  taken  into  consideration  with  other  factors 
peculiar  to  the  taxicab  industry  may  prove  to  be  a  helpful  tool  in 
resolving  the  issue  of  reasonableness  of  rates.    We  would  also  add  that  in 
order  for  a  competent  full-time  driver  to  earn  a  net  income  of  $6.00  per 
hour  current  rates  would  have  to  be  increased  by  about  100%. 

The  highest  intra-District  gross  hourly  income  realized  by  the  taxicab 
drivers  who  participated  in  the  staff  study  was  $5.52.     With  a  28%  increase 
in  rates  that  driver  could  theoretically  gross  about  $7.06  per  hour  on 
intra-District  trips.     Based  on  our  findings  above,  such  a  driver  could  then 
net  about  $4.85  per  hour.     Although  we  do  not  believe  that  it  would  be  fair 
or  reasonable  to  set  rates  based  upon  the  skill  and  efficiency  of  the  most 
skilled  or  industrious  driver,  we  are  of  the  opinion  that  the  opportunity 
exists  for  drivers  to  earn  substantially  in  excess  of  the  $3.52  net  hourly 
figure  found  to  be  reasonable  above. 

We  note  in  closing  that  the  basis  for  our  findings  were  the  revenues 
and  expenses  realized  and  incurred  by  a  full-time  radio  driver  who  owns  his 
taxicab.    We  have  done  so,  not  because  he  is  an  average  driver,  but  because 
he  is  a  desirable  norm  for  the  industry.     We  are  of  the  opinion  that  rates 
should  be  set  at  a  level  which  encourage  drivers  generally  to  approach  this 
standard . 
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We  direct  the  parties  to  file  proposals  (together  with  supporting 
testimony)  for  changes  in  the  existing  fare  structure  which  are  designed 
to  give  the  competent  full-time  radio  driver  the  opportunity  to  gross 
$5.75  per  hour.     These  proposals  should  include  the  following:  specific 
changes  in  the  existing  zone  system,  or  alternates  to  the  system  (other 
than  meters),  changes  in  fare  levels,   (either  different  rates  or  a  surcharge 
to  be  applied  to  rush-hour  service) ,  whether  a  basic  minimum  charge  akin 
to  the  initial  "drop"  or  minimum  charge  under  a  meter  system  is  desirable, 
and  any  other  proposals  relating  to  revision  of  the  existing  rate  structure 
and  regulations  relating  to  charges.     Such  proposals  and  testimony  should 
be  filed  with  the  Commission  by  not  later  than  Friday,  August  27,  1975. 

THEREFORE,   IT  IS  ORDERED: 

That  the  following  schedule  be  established: 

August  27,  1975  -  Deadline  for  the  filing  of  proposals  and 
testimony  consistent  with  the  provisions 
of  this  Statement  and  Order 

September  8,9,  1975-  Hearings  to  be  held  in  Room  314,  1625  I 
Street,  N.  W.  ,  Washington,  D.  C,  at 
10:00  a.m. 
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Crime  Records  Block 


Two  Taxi  Licenses 


By  Thomas  Crosby 

Washington  Star  Staff  Writer 

On  Jan.  6.  D.C.  taxicab  driver  Ste- 
phen- A.  Sonoiki  pleaded  guilty  to 
simple  assault  on  a  woman  after  an 
earlier  trial  in  which  he  was  accused 
of  rape  ended  in  a  hung  jury. 

On  July  22.  1974.  D.C.  taxicab 
driver  Samuel  E.  Jackson  pleaded 
euilty  to  two  counts  of  bribing  a  pub- 
lic official  in  the  district's  hackers 
office. 

Yesterday,  both  men  appeared  be- 
fore the  hackers'  license  appeal 
board  asking  for  the  return  of  their 
taxicab  licenses. 

NEITHER  was  given  his  license 
because  the  crimes  to  which  they 
pleaded  guilty  involved  the  operation 
of  a  taxicab. 

John  Mack,  chairman  of  the  ap- 
peals board,  said  there  are  taxicab 
drivers  on  the  city's  streets  right  now 
who  have  been  convicted  of  felonies 
and  misdemeanors.  One  source  said 
there  may  be  as  many  as  350  hackers 
with  criminal  convictions  currently 
serving  the  public. 

The  law  states  that  a  hacker  may 
not  be  given  a  license  if  he  has  been 
convicted  within  the  last  three  years 
of  a  violent  crime  or  a  narcotics- 
related  charge.  However,  it  is  possi- 
ble for  a  person  convicted  of  a  non- 
violent felony  to  be  given  a  hacker's 
license. 

DORIS  KEITH,  a  citizen 
member  of  the  five-mem- 
ber appeals  board,  said,  "It 
upsets  me.  We're  supposed 
to  protect  the  public  —  and 
we  have  too  many  hackers 
doing  what's  right,  to  put 
criminals  on  the  street 
driving  taxicabs." 

One  problem  under  cur- 
rent hackers'  regulations  is 
that  there  are  no  set  penal- 
ties for  criminal  offenses  or 
for  offenses  that  violate 
taxicab  regulations,  al- 
though a  task  force  ap- 
pointed by  Mayor  Walter  E. 
Washington  recommended 
in  December  that  such 
penalties  be  established. 

The  task  force  recom- 
mended a  complete 
reorganization  of  the  Hack- 
er's License  Appeals  Board 
and  of  the  licensing  proce- 
dures for  taxicab  drivers. 


HOWEVER,  set  penalties 
jmd  a  task  force  recom- 
mendation for  hearing 
examiners  to  replace  the 
appeals  board  are  being  op- 
posed by  William  J.  Wright, 
a  member  of  the  appeals 
board  and  chairman  of  the 
Taxicab  Industry  Group. 

Wright  said  he  has  met 
several  times  with  Bob 
Taylor,  a  special  assistant 
to  the  mayor,  in  an  attempt 
to  change  some  of  the  task 
force  recommendations. 

Wright  was  one  of  the  ap- 
proximately 20  persons  who 
served  on  the  task  force  and 
later  wrote  a  letter  to 
Washington  outlining 
objections  to  the  task 
force's  conclusions. 

A  spokesman  for  the 
mayor  said  a  reorganization 
of  taxicab  regulations, 
licensing  and  operations 
has  been  ordered  to  "carry 
out  the  recommendations  of 
the  task  force."  He  added 
that  there  has  not  been 
"any  slowdown  or  crip- 
pling" of  the  recommenda- 
tions, despite  Wright's 
objections. 

YESTERDAY.  Sonoiki's 
case  went  before  the  ap- 
peals board  because 
Charles  E.  Morgan,  chief  of 
the  Public  Vehicles  Division 
(hackers  office)  of  the  Dis- 
trict Motor  Vehicles  Divi- 
sion, had  denied  Sonoiki's 
request  for  renewal  of  his 
hacker's  license. 

Morgan  routinely  denies 
such  requests  when  anyone 
is  convicted  of  a  crime,  as 
not  being  in  the  interest  of 
the  "health,  safety  and  wel- 
fare of  the  citizens  of  the 
District  of  Columbia." 

A  young  woman  who  got 
into  Sonoiki's  cab  last  April 
15  at  Union  Station  testified 
that  she  rode  around  with 
Sonoiki  for  approximately 
two  hours,  that  he  picked  up 
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a  bottle  of  liquor,  and  when 
she  went  to  a  hotel  room, 
Sonoiki  asked  her  if  he 
could  come  in  and  have  a 
"social  drink." 

ONCE  INSIDE  the  hotel 
room,  she  said,  Sonoiki  dis- 
cussed sickle  cell  anemia, 
which  had  claimed  the  life 
of  her  brother  a  year  earli- 
er. After  about  an  hour,  she 
asked  him  to  leave  and  he 
refused,  forcibly  raping 
her.  she  testified. 

Sonoiki,  of  8115  14th  Ave., 
Langley  Park,  Md.,  said 
she  invited  him  into  the 
room  and  that  she  made 
sexual  overtures  to  him. 

Sonoiki,  who  came  lo  the 
United  States  from  Nigeria 
in  1969,  was  tried  on  a 
charge  of  rape  in  D.C.  Su- 
perior Court,  resulting  in  a 
hung  jury.  He  later  pleaded 
guilty  to  simple  assault  in 
the  case  and  on  Feb.  10  was 
given  two  years'  probation. 

The  appeals  board  voted 
3  to  1  against  returning  his 
hacker's  license.  The  only 
affirmative  vote  came  from 
Myer  Pumps,  one  of  two 
attorneys  who  serves  on  the 
hackers  appeals  board. 

THE  OTHER  case,  in- 
volving Jackson.  39,  of  1418 
Kearney  St.  NE.  was  con- 
tinued to  an  unspecified 
date  when  all  five  members 
of  the  board  could  be 
present.  Fred  Mathews,  a 
taxicab  industry  represen- 
tative who  serves  on  the 
board,  was  absent 
yesterday. 

Jackson  was  given  two 
years'  probation  and  fined 
$1,000  for  bribing  officials 
in  the  Public  Vehicles  Divi- 
sion to  tell  him  which  tests 
were  going  to  be  adminis- 
tered to  persons  seeking  a 
taxi  license.  With  this  infor- 
mation. Jackson  was  able 
to  provide  the  answers  in 


advance  to  dozens  of  per- 
sons who  might  otherwise 
have  failed  the  test. 

Jackson  has  told  the 
board  he  realizes  he  made  a 
mistake  and  said  he  is 
financially  dependent  on 
the  money  he  gets  operat- 
ing a  taxicab. 

Wright  had  asked  Jack- 
son to  appear  yesterday 
with  evidence  of  his  finan- 
cial dependence.  In  the 
past,  he  has  voted  in  favor 
of  issuing  a  license  renewal 
to  taxicab  drivers  convicted 
of  criminal  offenses,  as 
have  other  members  of  the 
board. 

MORGAN  SAID  that  cur- 
rently no  notification  is 
given  when  a  taxicab  driver 
is  convicted  of  a  crime  un- 
less the  taxicab  is  involved. 
However,  the  local  police 
record  is  checked  for  poten- 
tial offenses  whenever  a  li- 
cense renewal  is  sought. 

Whenever  the  board 
votes  to  deny  a  renewal 
application,  the  hacker  is 
barred  from  applying  for  a 
license  for  at  least  six 
.months,  unless  the  board 
sets  a  longer  time  period. 
In  Sonoiki's  case,  he  can 
reapply  for  a  hacker's  li- 
cense in  six  months. 

There  are  approximately 
10,000  licensed  hackers  in 
the  District  and  the  penal- 
ties for  an  offense  may  vary 
greatly.  For  example,  if  a 
police  officer  sees  a  taxicab 
driver  refusing  to  transport 
a  passenger,  he  can  issue  a 
ticket  and  the  driver  can 
forfeit  $10  collateral  if  he 
does  not  want  to  protest  the 
charge. 

However,  if  a  citizen  files 
a  complaint  for  the  same 
offense  and  appears  before 
the  hackers  appeal  board, 
the  driver  can  face  a  60-to- 
90-day  suspension  if  the 
complaint  is  found  valid. 


383 


TWvloy,  April  10,  1975 


The  Washington  Star  B-3 


Hacker  Guilty  of  Bribery 
Gets  His  License  Back 


By  Thomas  Crosby 

WubJojtM  Sur  Staff  Writer 

Samuel  E.  Jaekson,  who  used  his  D.  C. 
taxicab  license  to  gain  continued  entry  to 
the  D.  C.  Public  Vehicles  Division  and 
bribed  a  clerk  to  give  him  answers  to 
taxi  license  exams,  has  been  told  he  can 
again  drive  a  D.  C.  taxicab. 

Jackson,  39,  was  told  by  the  D.  C. 
Hackers'  License  Appeal  Board  Tuesday 
that  he  would  get  his  license  back  30  days 
alter  he  was  sent  a  formal  notification  of 
the  board's  decision. 

Jackson,  of  the  1400  block  of  Kearney 
Street,  NE,  pleaded  guilty  July  22.  1974  to 
two  counts  of  bribing  a  public  official  in 
the  Public  Vehicles  Division,  also  known 
as  the.  hackers  office.  , 

JACKSON  WAS  a  frequent  visitor  to 
the  hackers  office,  ostensibly  to  ask 
questions  about  hackers  regulations,  but 
it  later  turned  out  that  he  was  actually 
finding  out  which  tests  were  going  to  be 
administered  to  persons  seeking  a  taxi  li- 
cense. Armed  with  this  information, 
Jackson  was  able  to  provide  answers  in 
advance  to  dozens  of  applicants  who 
might  otherwise  have  failed  the  test 

Jackson  was  given  two  years'  proba- 
tion and  fined  $1,000  after  pleading  guilty 
to  bribery,  a  felony. 

William  J.  Wright,  a  member  of  the 
appeals  board  and  chairman  of  the  Tax- 
icab Industry  Group,  said  he  voted  to 
give  Jackson  back  his  license  because  he 
was  "a  good  risk"  to  the  riding  public 
and  without  a  job  as  a  taxicab  driver, 
Jackson  would  be  a  "good  candidate  for 
welfare." 

The  vote  to  give  Jackson  back  his  li- 
cense was  4-2.  It  was  the  first  time  that 
six  members  had  sat  on  a  case  and^&hn 
Mack,  chairman  of  the  appeals  board, 
who  was  absent  during  Tuesday's  ses- 
sion, said  it  may  have  been  illegally  con- 
stituted because  the  appeals  board  is 
supposed  to  have  only  five  members. 

There  are  24  people  eligible  to  serve  on 
the  Hackers'  Appeals  Board.  Only  five 


can  sit  at  a  time  and  the  members  are 
constantly  rotated  by  Mack,  who  makes 
the  appointments. 

HIS  SECRETARY  said  she  may  have 
inadvertently  asked  six  members  to  sit 
Instead  of  five,  in  which  case  Mack  said 
the  Jackson  case  may  have  to  be  heard 
again.  Jackson  could  not  be  reached  for 
comment. 

One  of  those  who  voted  against  giving 
Jackson  back  his  license  was  William 
Brooks,, who  represents  the  D.  C.  Citizens 
Traffic  Board.  Brooks  said. he  felt  Jack- 
son had  no  right  to  abuse  theytaxicab 
Industry  and  then  turn  around  Trod  profit 
by  it  by  having  his  privilege  to  drive 
reinstated. 

He  said  Jackson,  who  has  two  children 
and  is  buying  a  house,  could  seek  other 
types  of  employment  and  that  "It  is  not 
right  to  put  him  back  on  the  street  as  a 
driver." 

Ever  since  Jackson's  license  was  sus- 
pended after  he  was  charged  with  brib- 
ery, he  has  been  operating  a  taxicab 
school  for  Coastline  Cab  and  driving  the 
company's  taxicabs  to  the  motor  vehicle 
inspection  area. 

District  law  permits  people  convicted 
of  non-violent  felonies  and  misdemean- 
ors to  drive  taxicabs.  However,  a  task 
force  appointed  by  Mayor  Walter  E. 
Washington  has  recommended  that  set 
penalties  be  prescribed  for  criminal  of- 
fenses and  violations  of  taxicab  regula- 
tions. 

DOUGLAS  Schneider,  who  headed  that 
task  force,  said  the  powers  of  the  D.  C. 
Hackers'  License  Appeals  Board  are  in 
the  process  of  being  transferred  to  the  D. 
C.  Public  Service  Commission,  where 
hearing  examiners  will  decide  whether 
licenses  should  be  reissued  or  suspen- 
sions given  for  violations. 

Schneider  said  the  PSC  probably  would 
develop  guidelines  to  make  sure  that 
anyone  convicted  of  a  felony  in  connec- 
tion with  taxicab  operations  would  be 
barred  from  operating  a  cab  for  a  certain 
length  of  time. 
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Hackers  License 
Board  Shifted 

By  Thomas  Crosby 

Washington  Star  Staff  Writer 

A  bureaucratic  shift  within  the  District  government 
may  mean  better  service  soon  for  the  estimated  200,- 
000  people  who  ride  taxis  in  the  city  each  weekday. 

Mayor  Walter  E.  Washington  has  ordered  the  Hack- 
ers License  Appeal  Board  —  the  only  agency  that  can 
suspend  or  revoke  a  hacker's  license  —  to  become  a 
part  of  the  District's  Department  of  Transportation,  a 
move  designed  to  take  away  much  of  the  board's 
present  autonomy. 

Last  December  a  20-member  task  force  headed  by 
Douglas  E.  Schneider,  who  is  now  head  of  the  Dis- 
trict's DOT,  called  the  level  and  frequency  of  viola- 
tions by  taxi  drivers  high  and  demanded  more  rigid 
enforcement  of  taxi  laws  and  improvement  of  taxi 
service. 

MANY  OF  THE  problems  relating  to  the  regulation 
of  taxicabs  here  has  been  traced  to  the  appeals  board, 
which  has  been  inconsistent  in  its  treatment  of  drivers 
who  violate  hacker  regulations. 

In  addition,  on  several  occasions  the  appeals  board 
has  knowingly  issued  licenses  to  convicted  felons,  in- 
cluding people  who  have  been  convicted  of  crimes  in- 
volving the  use  of  taxicabs. 

Schneider  is  a  strorig  advocate  of  better  taxi  service, 
especially  during  rush  hours  when  many  of  the  city's 
10,000  licensed  taxi  drivers  refuse  to  work  because 
traffic  slows  them  down. 

He  favors  higher  taxi  fares  during  rush  hours  to  en- 
courage more  drivers  to  work;  special  pickup  points 
for  taxis  so  people  can  travel  in  a  group  to  one  destina- 
tion, and  a  system  to  make  sure  that  people  who  phone 
for  a  taxi  get  one. 

ONE  IMMEDIATE  effect  of  the  appeals  board  shift 
could  be  the  establishment  of  license  points  —  similar 
to  those  applied  to  regular  drivers'  licenses  —  for 
violations,  with  automatic  revocation  after  a  set  num- 
ber of  points  is  reached. 

Currently  the  only  ways  a  driver  can  lose  his  license 
are  if  someone  complains  in  person  of  his  service  be- 
fore the  Hackers  License  Appeals  Board  and  the  board 
finds  the  complaint  valid,  or  if  accumulated  violations 
show  up  when  a  routine  search  is  made  when  the 
driver's  license  is  up  for  renewal. 

Originally  the  appeals  bpard  was  to  be  put  under  the 
D.C.  Public  Service  Commission,  which  establishes 
taxicab  fares.  But  the  commission  said  it  was  over- 
worked and  balked  at  being  given  added  responsibil- 
ity. 


385 


IHE  WASHINGTON  PO$J      Sunday.  Dec.  2S.  1975 

A 11  Is  Co  nfus  ion 
In  Cab  Fare  Fuss 


By  Patricia  Camp 

This  11  the  first  of  a 
series  of  articles  dealing 
with  the  District  of 
Columbia's  taxicab  in- 
dustry. 


TAXI.  Prom  Hi 


A  phrase  Irequently  en 
countered  by  travelers 
searching  for  a  cab  after 
arriving  at  Washington's 
Union  Station  is:  "Sorry,  I'm 
not  going  that  way." 

In  fact  the  cab  driver  can 
and  will  go  that  way.  but  only 
if  the  travelers  insist  They 
hardly  ever  do. 

"People  are  ignorant  and 
don't  know  their  rights. "  said 
a  cab  driver  interviewed  at 
the  train  station  as  he  waited 
lor  a'  fan;  The  name  of  the 
game  is  nione)  to  the  cab 
driver  Passengers  don't  know 
all  they  have  to  do  is  get  in  the 
cab  and  sit  down  They  don  I 
know  the  cab  driver  isn't 
supposed  to  refuse  them. 
Since  they  don't  know,  why 
shouJd  I  drive  all  the  way  out 
toKFK  Stadium  for  $1  50?" 

So  the  traveler,  knowing  no' 
better,  continues  his  search. 

It  is  a  confusing  introduction 
to  a  confusing  industry,  one 
laced  with  a  myriad  of 
regulations  and  regulatory 
bodies,  constant  unrest  over 
the  fare  system,  and  a  welter 
of  studies  and  proposals  about 
what  should  be  done  to  bring 
order  out  of  the  chaos. 

Unfortunately,  none  of  the 
groups,  organizations,  official 
bodies  or  individuals  involved 
seems  able  to  agree  on  a 
single  course  of  action. 

The  most  recent  lightning 
rod  for  the  taxicab  industry  in 

See  TAXI.  B6  Col.  I 


Washington  is  the  2H  per  e'enf 
fare  increase  ordered  by  the 
public  service  commission 
1  PSCi  It  has  drawn  the  ire  of 
cab  drivers,  companies  and 
consumers,  has  been  appealed 
and  taken  In  the  courts,  and 
has  now  been  delayed  until 
Jan.  .->  by  the  |j.<\  <l>yrj  ((f 
Appeals 

Washington  is  Hie  only 
major  cilj  in  the  country  that 
uses  a  /one  system  cutting 
the  city  mm  different  regions 
and  establishing  standard, 
.prices  for  irans  porting' 
passengers  within  regions  and 
from  one  region  In  another 
rathe.'  than  meters  to 
determine  lares 

Each  taxicab  in  Washington 
i-  required  to  have  a  map  of 
the  /one  system  displayed  in 
i In-  cab.  but  in  most  travelers 
who  know  httle  or  nothing  of 
Washington  the  map  is  just  a 
meaningless  series  ol  lines. 
Kven  In  Washinglonians  u  can 
la-  a  mystery 

Should,  I  he  fare  increase 
ordered  by  the  PSC  go  hiln 
effect  .fan  ">.  the  boundaries  of 
the  /ones  will  change,  thereby 
deepening  ihr  impenetrability 
nl  Hie  lare  system  In  the  or- 
easional  liixicab  passenger  in 
Washington  The  charge  in  the 
/one  boundaries  is  the  main 
clement  in  the  call  driver  and 
<  .ill  i  nnipanv  anguish  over  the 
new  lares  system  ordered  b\ 
'he  I'sc.  among  other  thing's 
Ihcj  say  the  enlargement  ol 
the  dow  nlovv  n  /.one  "  /one  one 
penalizes  I  hem  imlairh 

I'  i-  generally  fell  that  cab 
lares  in  Washington  are  low  in 
comparison  In  cities  ,ol 
smaller  size,  and  cab  officials 
say  ii  is  noi  a  profitable  in- 
dustry here  because  com- 
panies can  exert  little  control 
over  members 


There  are  about  1 1 ,00(1 
licensed  hackers  in 
Washington,  more  Hum  fU  |>cr 
cent  ol  them  part-time,  more 
than  '<ih:  ol  I  hem  women,  and 
about  lour  limes  as  many 
black  male  drivers  as  white 

"i  the  tenon  cahj  on  the 

street,  more  than.  4.400  of  their 
drivers  la-long  to  ©he  of  42  cah 
associations  nicml^r^hip  of 
al  leasl  •»()  cabs  i .  1  l(kl  l*(Mfe 

In  one  ol  to  cab  companies  tal 
h  asi  jo  cabs  "owned  and 
maintained"!,  and  ahout  wo 
are  driven  bj  independent 
drivers 

ll  is  I  he  cab  drivers  who  are 
the  industry's/  principal 
contact  with  theSuiflic:  it  is 
lhe>  who  must  explain  the 
/.nnes.  interpret  Ihr  rules, 
culled  the  lares  and  bear 
most  ol  the  abuse.  They  must 
also  deal  with  the  company 
owners.  their  internal 
regulations  and  the 
bureaucracy 

i  'abba's  are  <  ontroljod  by  a 
varietj  ol  bureaucrat  ic 
agencies  the  public  '  service 
cfiminissiim  makes  rules  and 
sets  rales  for  the  taxicab 
industry;  licenses,  tests,  in- 
sped  ions  and  administering 
I  he  passenger  complaint 
s>  stem  are  handled  by  the 
public  vehicle  division  of  the 
I)  C  department  of  Iran 
spoliation:  the  cilj  police 
departmeul  enforces  in  »* 
surance  regulations  and  . 
controls  hacking  inspectors, 
and  the  hackers  license  ap- 
peals board  hears  passenger 
complaints 

The  lasl  time  I)  C  cub 
drivers  had  a  rale  increase 
was  I'lTI.  when  I  hey  were 
given  an  "interim"  I  a  |kt  cent 
raise  until  t  1m*  whole  industry 
and  the  /one  system  could  bo 
studied 

Since  I  hen.  this  is  what  has 
happened 

-In  May.  i'»7i.  the 
i  Diversity  oi  Maryland 
n  leased  a  study  made  on 
behall  of  the  PSC.  The  study 
concluded  backers  and 
residents  were,  in  general, 
satisfied  with  the  mm** system 
and  did  not  want  a  meter 
svstein  >   "     i  • 


—  In  August.  l#74.  the 
chairman  ol  lh<^  Houbr 
District  Committee  (said  the 
report  the  city  government 

■sent  to  Congren  about  the 
taxicab  industry  bas)ed  on  the 
Maryland  study-  "  was 
woefully  inadequate.''  and 
said  Congress  may  have  to 
improve  cilj  service  itself. 

—  Kivc  days  lalef,  the 
mayor  announced  ,  he  w'a? 
creating  a  special  task  force  to 
siudv  the  laxicab  industry 
The  task  force  released  lis 
fimlings  in  Dcccrnlwr  of  last 
year  Its  major  recom- 
mendation that  taxi 
regulation  lir  consolidated  in 
one  guvernmenl  agency  has 
imi  ix  i  n  totally  implemented, 

hill  s  •  changes  have  been 

made 

—The  PS*',  following 
several  hearings  early  this 
I. ill.  ordered  a  2V.  per  cent 
increase  in  lares 

The  city's  taxicab  system 
embraces  Ijoth  the  Inter- 
national Telephone  and 
Telegraph  Co..  which  owns 
\  ellow  (  ah  (  o  .  and  a  large 
number  ol  foreign  students 
who  have  lound  one  ol  the  best 
ways  to  earn  money  in  I)  ('  is 
to  drive  calis  before,  between 
and  after  classes 

Yellow  Cab.  I  he  largest  fleet 
company  in  the  city'  with 
membership  slightly  over 
I  .mill,  also  rents  about  2*»  eabs 
to  drivers  for  $l<>  30  per  day 
ITT  public  relations 
spokesman  Bill  t.crgash  said 


the  cab 


nnipanv  is  hot  v  ery 


profit  able  a  I  all  We  net 
money  by  selling  ears, 
gasoline,  insurance,  radios 
and  making  repairs  ll  never 
made  much  money,  and  has 
always  been  marginal 

The  larger  hotels  in  the  cilv 
provide  taxi  service  lor  their 
guests  through  private 
agreements  with  a  cab 
company.  1IMIU.  .,  bidding 
system  In  determine  w  ho  gets 
the  contracts,  according  lo 
officials  ol  the  Hilton,  the 
Shorebani  Americana  and  the 
Sheraton  Park 

IMbcr  hotels  have  <i,h-ii  cab 
stands,  wliere  cabs  can  park 
free  and  serve  I he  hotels 
guests 
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By  paying  ST .75  a  week  to 
Yellow  Cab  Co..  a  hacker  can 
take  advantage  of  the  '  best 
hotel  stands  in  the  city— the 
Hilton.  Shoreham  Americana. 
Watergate.  L'Ent'ant  Plaza. " 
according  to  Yellow  Cab 
manager  Jim  Tope.  A  cabbie 
can  buy  and  get  his  cab 
financed  Irom  the  company, 
awl  is  encouraged  to  buy  his  | 
gas  Irom  a  station  on  the  lot  of 
the  company  ol  lice 

ll  a  hacker  wants  to  join 
cither  Imperial  or  Eastern 
cab  association,  run  by  L.  P. 
St eua it  Co  with  about  77o 
members,  he  can  pay  $2  a  j 
w  cek.  and  get  free  tow  ing 
service. 

What  does  the  Steuart 
company  get  out  of  it0 
According  to  Ray  Tugwell. 
vice  president  and  general 
manager.  "The  taxi  business 
helps  to  develop  other  parts  of 
our  business- parts,  service 
and  selling"  nc*w*  and  used 
cabs  "  Steuart  selhs  cabs  to 
about  30  associations  and 
companies  in  D.C. 

Capitol  Cab  Cooperative 
Association.  Inc..  is  the 
largest  association  in  the  city, 
with  more  than  1,500  mem- 
bers Dues  for  DCs  com- 
panies and  associations  can  be 
as  low  as  SI  a  week,  or  run  as 
much  as  SI.").. "hi.  charged  by  the 
Independent  Taxi  Owners* 
Association  \  Diamond  Cabs1. 
That  tee  includes  insurance 
and  other  charges. 

It  is  the  PSC  and  hackers 
who  battle  over  the  best  way 
tor  cabbies  to  make  more 
money,  but  other  bureaucratic 
agencies  are  also  at  work.  The 
city  has.  tor  instance,  changed 
the  hackers  appeal  system, 
which  has  been  criticized.  The 
hackers  license  appeal  board 
was  put  under  jurisdiction  of 
the  city's  department  of 
transportation  this  fall,  and  a 
new  chairman  was  appointed 
early  this  month. 


One  appeals  board  member, 
who  asked  not  to  be  named, 
'complained  that  the  appeal 
>ystem  had  "  reached  rock  1 
bottom  .  .  .  it's  disgusting  and 
I'm  thoroughly  disturbed  over  1 
what's  going  on.  There  is  no  j 
point  in  bringing  them  in  j 
Oiackers   with  complaints  ! 
auamst  thcm»  because  they 
have  friends  on  the  board  who  1 
will  do  nothing  to  them."  

Koberi  0.  D.  Thompson,  the 
new  board  chairman,  is  I 
deputy  assistant  director  tor 
the  bureau  of  motor  vehicles, 
He  said  that  when  he  took  the 
position,  he  found  that  out  of  . 
the  3d  names  on  the  list  of 
persons  called  on  to  serve  at 
hearings,  at  least  half  had 
already  resigned  or  were  not 
active,  and  one«is  dead 
.  Besides  straightening  out 
t he  appea Is  ,  board,  city 
agencies  are  trying  to  figure 
out  what  to  do  w  ith  the.  zone 
system  and  are  getting  plenty 
V>f  advice  in  the  process. 

D.C.  hasn't  always  operated 
with  a  zone  system.  Before  j 
1830.  meters  were  used  in  city  j 
laxfccabs.  Hut  by  l9:j] .  cab  ; 
drivers  had  begun  to  use  a 
variety  of  methods  to  compute 
fares.  The  public  service 
commission  •  then  the  public  i 
utilities  commission)  had  to  j 
hold  hearings  to  straighten  the  j 
matter  out  

An  article  in  a  193-1  Monthly 
Labor    Review    said  the 
situation  before  the  hearings 
had  become  a   "taxi cab  war 
.  .  .  so  chaotic  that  certain 
operators  were  willing  to  j 
render  service  for  whatever  j 
remuneration  or  gratuity  the  ' 
patron  chose  to  pay.'" 

Alter  the  hearings,   the  I 
commission  ordered  all  cabs  j 
to    use    meters.    Two   cab  j 
companies   that    had  been 
using  the  zone  system  ap- 
pealed the  order,  but  the  D.C. 
Supreme  Court  upheld  the 
ruling. 
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About  That  time,  however, 
the  House  District 
Appropriations  Subcommittee 
attached  a  clause  in  the  ap- 
propriations bill  prohibiting 
funds  to  be  spent  for  or  in 
connection  with  installation  of 
taxi  meters. 

The  proposal  was  supposed 
to  spare  taxicab  operators  the 
.expense  of  installing  meters 
firing  the  depression.  In  1936. 
tTie  language.  of  the 
prohibition,  called  a  "rider." 
was  modified  somewhat,  but 
still  forbade  using  any  part  of 
appropriated  funds  for 
'preparation,  issuance, 
publication,  or  enforcement" 
of  regulations  requiring  in- 
stallation of  taximeters. 

The  depression  was  4i»  years 
ago.  but  the  rider  has  been 
attached  to  every  ap- 
propriations bill  sir.ee  then. 
Congress  added  an  amend- 
ment two  years  ago  to  ailow  a 
meter  feasibility  study.  The 
study  found  satisfaction  with 
the  city's  zone  system. 

The  rider  is  again  in  this 
year's  proposed  budget,  ac- 
cording to  Kd  Webb  of  the  City 
.Council  s  general  counsel 
,ofiice.  Webb  said  it  had  been 
included  in  the  mayor's 
budget,  and  the  Council  in- 
corporated it  without 
separately  considering  it. 

Doug  Schneider  of  the  city's 
department  ol  transportation 
said  the  mayor  lias  expressed 
feelings  that  'meters  have 
their  advantages  and 
disadvantages,  but  there  is 
nothing  to  insure  that  meters 
would  moan  better  cat) 
drivers. " 

others  who  oppose  meters 


say  cabs  will  become  a  luxury  I 
if    meters    arc  installed 
because  the  average  citizen  j 
will  be  unable  to  afford  the 
high  fares. 

Hackers  admit  that  without  1 
meters,  many  cab  drivers  do  j 
not  have  to  keep  accurate  ! 
manifests  or  pay  enough  in-  1 
come  taxes  on  fares.  If  meters  ! 
were  installed,  the  gauce 
would  be  an  accurate  way  to  ' 
check  incomes  j 

Meter  proponents  were  j 
given  a  new  hope  this  fall  j 
Councilman  John  Wilson  has  j 
introduced  a  bill  to  require  all 
cit\  cabs  to  use  motors,  and  ; 
remove  taxicab  authority  ; 
from  the  BSC,  placing  it  with  ! 
the  department  of  tran- 
sportation. 

The  preliminary  bill  also  ' 
would  require  establishment 
of  serviceable  taxi  stands 
downtown,  and  establishes 
retirement  and  credit  plans 
lor  cab  drivers. 

Just  about  any  suggestion 
for  the  taxicab  system  can  j 
drum  up  some  support  and  j 
some  vehement  objection 

Dr.  Anthony  Yezer.  an 
assistant  professor  ot 
economics  at  George 
Washington  University  who 
conducted  a  study  of  the  cit\ 
taxicab  industry  lor  tin 
people's  counsel,  provided  j 
what  he  termed  "the  saddest 
commentary  of  all.  -' 

i  believe  that  people  don'l 
expect  the  taxicab  system  to 
operate  efficiently.'"  he  said. 
"They  don't  realize  how  much  j 
better  o!  t  they  c  ould  be." 

Monday:  .4  day  with  a 
Hack  Inspector. 
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A  Hack  Inspector  at  Work: 
His  Beat  Is  the  Whole  City 

By  Eugene  L.  Meyer  Second  of  a  series  on  the  District's  taxicab  industry. 


Wa»rungton  Post  Vatf  Writer 

The  report  over  the  police 
radio  told  of  a  fare  dispute 
between  a  cab  driver  and  his 
passenger  in  front  of  the  Hoy 
Rogers  restaurant  at  13th 
Street  and  New  York  Avenue 
NW. 

But  the  story  at  the  scene 
was  something  else:  The  i!l 
^ear  old  woman  passenger 
accused  the  61  year-old  driver 
of  making  sexual  proposals, 
which,  she  said,  she  rejected 
With  that,  she  said,  she  was 
ordered  from  the  cab  tar  short 
of  her  destination  and  asked 
itopay  the  fare 

It  was  the  high  point  of  the 
day  for  Richard  A  Karpovich. 
[  one  of  Washington's  four 
I  doI   1  hack  inspectors.  '  iring 


his  7  a.m.-to-3  p.m.  shift  one 
recent  Monday,  Karpovich 
was  the  only  hack  inspector  on 
the  city  streets.  There  were 
several  thousand  cabs. 

The  fare  dispute  was 
secondary,  Karpovich 
decided,  choosing  to  ignore  it. 
Instead,  he  cited  the  -cab 
driver  for  failure  to  haul  .a 
passenger  ($10)  and  for  not 
marking  her  pick-up  point  and 
destination  on  his  manifest 
I S.)  I . 

The  sexual  allegation  would 
be  referred  to  the  DC 
hackers  appeals  and  review 
board  tor  a  possible  hearing. 
It  the  driver  was  found  guilty 
thereof  "conduct  unbecoming 
a  hacker, "  Karpovich  said, 
the  board  could  "suspend  his 


face  "—take  away  tne 
laminated  cardboard  license 
bearing  his  picture. 

Karpovich  is  the  newest 
member  of  the  four-year-old 
hackers  unit  in  the 
metropolitan  police  traffic 
division.  The  uniformed  of 
licers  driv^  one  marked  and 
vne  unmarked  car  on  two 
shifts.  They  do  not  hail  taxis  in 
plain  clothes.  For  reasons  of 
limited  manpower,  officials 
say,  they  can  only  cruise  the 
city.  % 

Karpovich  is  a  30-year-old 
native  of  Philadelphia  who 
now  lives  in  Woodbridge,  Va  , 
with  his  wife,  who  is  a 
supermarket  checker,  and  two 

%     See  HACK.  C2,  Col.  L 

~    '  it 
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HACK.  From  CI 

i  hildren.  He  joined  (he  torce 
seven  years  ago  and  has  spent 
rhree  years  in  traffic,  and 
tune  before  that  as  a  motor 
scooter  officer  in  the  mid  town 
third  district. 

'I  like  the  hack  inspection 
unit,"  he  said.  "You  kind  of 
work  by  yourself.  You're  more 
out  there  with  the  public  Your 
run  is  the  whole  city.  You 
don't  feel  like  you're  tied  down 
to  one  spot." 
i  Karpovich  spent  his  work 
riav  inside  a  dark  colored, 
unmarked  1975  Kord  Torino 
conspicuous  only  by  the  police 
radio  antenna  on  the  trunk 

Mis  day  was  iargely 
uneventful,  some  would  say 
even  boring.  He  issued  tickets 
to  threo  hackers,  for  such 
offenses  as  incomplete 
manifests  and  missing  in- 
surance stickers,  for  which 
.  thev  would  be  required  to  pay 
nominal  fines  of  $5  or  $10.  He 
stopped  more  cars  than  he 
ticketed,  checking  for  these 
and  otherc  infrations  of  the 
D  C.  hack  rules. 

The  day's  cruising  would 
take  him  from  Union  Station 
to  Connecticut  Avenue,  from 
south  of  the  White  House  to 
north  of  Mount  Vernon 
Square.  •"Union  Station  is  the 
big  problem  right  now."  he 
said  as  he  drove  there. 
"Instead  of  waiting  for  the 
\mtrak  starter  'taxi 
dispatcher',  the  hackers  all 
run  up  and  try  to  get  the  best 
f;<rrv  They  are  supposed  to 
slay  within  five  feet  of  th*»ir 
ritv.  and  tak^  what  the  starter 
gives  them  " 

The  rule  against  soliciting 
tares  applies  also  to  bus 
terminals  and  hotels  and  is 
■  frequently   violated.  Kar- 
povich said 

At  lMh  and  K  Streets  NW. 
Karpovich  spotted  a  so  called 
gypsy  cab.  one  that  is  allowed 
to  operate  only  from  National 
Airport  to  the  District  but  is 
not  permitted  to  pick  up 
passengers  inside  DC  .  even  if 
they  are  airport-bound. 

The  cab  had  Virginia  plates, 
a  light  on  top  and  a  hand- 
penciled  inscription  on  the 
^tde  saving  simply:  "Airport 
(ab 


"A  lot  of  these  drivers  are 
D  C.  residents  but  don't  have 
the  required  D  C  permits. 
Karpovich  said  "Some  have 
had  their  DC  licenses 
suspended  or  revoked "  for  too 
many  hack  violations, 
criminal  records  or  traffic 
tickets. 

Karpovich  made  a  quick  U- 
1  urn  and  pursued  the  cab.  "I 
have  a  good  idea  where  he's 
going-  Watergate."  for  some 
lucrative  airport  fares, 
Karpovich  said,  but  then  lost 
him  at  a  red  light,  which  _ 
unmarked  cars  must  stop  for 

Near  the  bus  terminals. 
Karpovich  spotted  a  Maryland 
cab  and  decided  to  tail  it  to 
make  sure  it  picked  up  no 
passengers  inside  the  District 
The  light  blue  Barwood  Co 
cab  led  the  unmarked  car  ' 
through  several  inner  city 
'  blocks  and.  finally,  into  a  ,j 
taxicab  gas  station  in  the  1200  j 
block  of  12th  Street  NW. 
Karpovich  pulled  in  and  told 
t  he  driver  it  was  a  routine  spot 
check  and  wished  him  a  good 
dav. 

On  llth  Street  NW.  Kar- 
povich stopped  a  taxicab  he 
thought  lacked  the  required 
insurance  sticker,  but  he  was 
wrong.  As  the  hacker  pulled 
over  for  the  check,  a 
passenger  in  a  hurry  climbed 
in   .  .  and  waited. 

Karpovich  ran  his  finger 
over  the  car's  exterior.  It  was 
dirty. 

"Give  your  cab  a  bath,"  he 
told  the  driver.  A  cab  that  is 
dirty— inside  or  out— is  good 
for  a  $5  fine.  "Most  of  them 
keep  a  pretty  clean  cab." 
Regulations  require  the  in- 
terior to  be  "swept  and  dusted 
•  thoroughly"  daily  and  cleaned 
with  a  solvent  weekly,  but  the 
law  is  silent  on  outside  dents. 

At  10:50  a.m.,  Karpovich 
issued  a  ticket,  at  18th  and  I 
Streets  NW.  to  hacker  Mongi 
Delkhaovas.  He  had  his  in- 
surance sticker,  but  not  on  the 
windshield.  He  also  had  his 
"OFF  DUTY"  sign  on,  but  this 
status  was  not  recorded  as 
required  on  his  manifest 
sheet. 

Karpovich  issued  a  ticket 
only  for  the  first  offense.  Still, 
Delkhaovas  protested,  "1  just 
came  out.  I'm  on  my  way  to 
the  dentist.  I  forge*  to  put  the 
sticker  on.  Sir,  I  just  forget." 


"He  got  a  break  and  he 
knew  he  got  a  break,"  Kar- 
povich said  as  he  left  the 
unhappy  hacker.  "I  could 
have  charged  him  also  with  no 
'off-duty'  on  his  manifest." 

Then,  at  11 :25  a.m.  cam*  the 
call  over  the  police  radio  for  a 
hack  inspector  at  the  down- 
town Roy  Rogers  restaurant. 
Two  officers  were  on  the  scene 
when  Karpovich  pulled  up. 
The  driver  was  gesturing 
excitedly.  The  passenqer 
stood  her  ground. 

According  to  the  woman,  the 
heavy-set  hacker  in  his  60s 
had  picked  her  up  a  a  corner  in 
Northeast  Washington.  Her 
destination  was  2121  Penn- 
sylvania Ave.  NW.  The  driver 
stopped  for  gas  on  the  way.  "I 
was  scared  by  the  way  he  was 
driving"  she  said.  "He  almost 
hit  one  dude." 

Then,  she  said,  he  asked  her 
"if  I  make  $15  an  hour.  He 
said,  i  can  make  up  that  $15  ' 
He  said,  'Do  you  go  out  with 
other  men?'  I  said,  'Only  my 
husband,  and  if  I  did,  not  with 
anyone  as  old  as  you.'  He  said, 

'Give  me  the  mother  

fare'  I  said  not  until  I  got, to 
my  ^location.  He  stopped  the 
car  and  I  got  out.  I  haven't 
paid  him."   

The  driver  denied  the  sexual 
allegations.  "I  got  a  wife.  I 
don't  even  want  her,"  he  said. 
"Give  me  my  money,  woman. 
Give  me  my  money,"  he 
shouted  at  her.  She  did  not 
give  him  the  money. 

"Never  in  my  life  have  I 
been  humiliated  for  one  fare," 
he  said.  "Twenty-two  years  I 
been  hacking.  The  poor  cab 
driver,  he's  »he  one  behind  the 
eight  ball.  *ant  my  money. 
I'm  going  to  get  my  money." 

The  hacker  admitted  to 
having  had  two  beers  and  one 
whiskey  but  insisted  he  was 
not  drunk.  He  continued  to 
rant. 

"Mister."  Karpovich  said  to 
him.  "you  are  well  ahead  of 
the  game  now.  Get  in  your 
cab.  Go  on  home.  Don't  say 
anvmore." 

karpovich  spoke  softly  but 
firmly.  "That's  the  only  way 
to  do  it,"  he  explained.  "Some 
days,  everybody  is  jumping 
all  over  you.  Other  days,  It's 
'Yes.  Sir.  No.  Sir.'  You  even 
have  people  thanking  you.  Of 
course,  they  probably  call  you 
names  afterwards." 
Next:  Do  Drivers  Know 
Where   They're  Going? 
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Hack  License  Candidates 
Not  Tested  on  Geography 


1!>  Stephen  klaidman 


!•:  ..(  •  nil  morning  .i  croup 
■  •I  .ipi'l.i  Ml  ;l  l>  ('  hack 

!  ren>e  we*v  doing  some  last 
niini:fi<   .ramming  before 

gOHlC  :•  '  "i  the  JS-qin*«tion.  Cv 
imtHltV  examination 

t  iiw  ^ni'itvl  thev  could  skip 
«4>  Washington  ceocraph} 
[Vlailed  knowledge  of  the 
k  |  \ .  us  streets,  places  of 
interest  and  i ommcrci.il  HT 
business  centers  is  not 
required  to  gel  a  I  n  oise 

The  only  questions  on  a 
rctMriM  examination  thai 
tested  an  applicant  s 
knowledge  of  local  geograph} 
were  those  concerning  the 
zone  map  and  the  rate 
structure  No  questions  were 
asked  .1  bout  places  or  M recta 

Kach  applicant  was  Riven  a 
/one  map  with  rates  on  it  at 
the  lime  he  was  given  the  test 
sheet  Only  three  of  the 
questions,  however,  deal  with 
the  /one  map  and  each  of 
these  could  have  been  an- 
swered incorrect  l\  without  the 
applicant  failing  the  test  The 
passmc  mark  is  76  per  cent, 
meaning  an  applicant  can  give 
six  wrong  answers  and  still 
pass 

Despite  that.  Charles 
Morgan,  head  of  the  city's 
hack  office,  said  that  lack  of 
geographical  information 
almost  never  results  in  a 
formal  complaint  against  a 
cab  driver 

•Out  of  the  600  or  so  com- 
plaints that  we  get  a  year,  we 
get  only  three  or  four  in  which 
it  appears  that  the  driver 
doesn't  know  where  he's 
going  " 

"If  complaints  indicated 
there  was  that  kind  of  a 
problem."'  Morgan  said,  "we 
would  test  in  that  direction ." 
Morgan  writes  the  test  him- 
self. 


Third  in  a  series  on  the  District's  taxicab  indusln. 


The  test,  which  is  given 
tw  ice  a  day  five  da>  s  a  week  in 
the  hack  office's  cramped 
headquarters  i\  600  Indian* 
Ave  MS.  consists  of  all  short 
answer  questions  Candidates 
are  tested  in  groups  of  25.  if 
everyone  who  is  scheduled 
shows  up 

Many  of  the  candidates  had 
prepared  for  the  test  at 
nchools  such  as  the  one  run  by 
tt»i*  Federal  Cab  Association. 
p,\  organization  of  in 
dependent  owners.  On  a 
recent  evening  35  men  and  one 
woman  sat  waiting  for  Her 
bert  Becker,  the  cab 
association's  president,  to 
te-ach  them  what  they  need  to 
knot- to  get  a  license 

In  fact,  for  a  $15  fee.  Becker 
will  teach  them  what  they 
need  to  know  and  more  He 
will  not  only  explain  the 
mysteries  contained  in  Title  14 
of'  Ihe  D.C  Rules  and 
Regulations,  he  w  ill  give  them 
a  basif  course  in  area 
geography. 

Those  in  attendance  were 
black  with  onV  exception 
Sahn  Darwcsh.  a  student  from 
Afghanistan  Some  were  there 
for  the  first  lime,  some  for  the 
20th  Some,  such  as  Francis 
Oladeji.  a  Nigerian  pharmacy 
student,  were  already  cab 
drivers.  Oladeji  drjves  a 
"gypsy"  cab  out  of  National 
Airport  . 

Beck<  r  gives  each  studen  a 
city  sir  cl  map  and  a  taxkub 
zone  mi>p,  a  manifest  sheet 
and  a  digest  of  Title  14.  which 
contains  the  regulations  onlcr 


which  taxis  are  required  to 
operate  in  the  District 

On  Tuesday  evenings  he 
lectures  on  the  mqps,  working 
with  a  yardstick  and  a  big  wall 
map  He  begins  by  telling  the 
students  how  to  hold  the  map. 
goes  through  the  zone 
structure  and  how  is  works, 
discusses  fares  and  then  goes 
tnlostrccts 

He  runs  the  yardstick  across 
the  map  explaining  how  Uie 
numbered  stieets  run,  then 
goes  through  the  alphabets, 
three  in  the  south  and  four  in 

the  north.  There  are  very  few 
questions,  but  a  great  deal  of 
note  taking  as  Becker  runs 
through  his  patter 

Toward  the  end  of  the 
session  he  quizzes  the  class  on 
rates  and  zones,  tying  in 
regulations  to  many  of  the 
questions  The  Thursday 
sessions,  Becker  said,  are 
mostly  on  the  regulations. 
,  The  pass-fail  rate  for  his 
student*.  Beck  ex  said,  is  about 
^percent  for  tho  Staking  the 
license  exam  for  the  first 
time  He  estimated  thai  the 
school  which  is  one  of  several 
in  the  city,  handles  about  250 
potential  cab  drivers*  a  year. 

There  is  no  limit  to  the 
numlxT  of  sessions  a  student 
can  attend  for  $15  He  can 
kiti*)  coming  back  until  he  gels 
a  license 

The  pass-fail  rate  on  the 
exam,  itself,  is  only  about  2o 
per  cent  Of  about  5.000  ap- 
plicants for  licenses  from  Aug. 
I.  1974.  to  Jul}  31.  1975.  only 
1 .053  passed  the  examination. 
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On  the  license  examination 
itself  questions  deal  with 
detinitions  of  such  terms  as 
shared  riding  and  group 
riding,  interstate  rates,  fares 
for  small  children  or  pets, 
snow  emergency  rules,  use  of 
on-call  signs,  regulations  on 
changing  large  bulls  and 
collection  fares  in  advance. 

Other  questions  deal  with 
where  a  cab  driver  may  or 
may  not  solicit,  when  he 
vh'Kiid  !:ll  rtli?  h:s  manliest 
sheet,  regulations  on  picking 
up  and  discharging 
passengers  the  expiration 
time  lit  weekly  insurance 
stickers  and  the  performance 
of  messenger  service 

When  the  applicant  first 
dimes  into  the  hack  otnee  to 
make  an  appointment  for  his 
examination  he  is  told  that  he 
can  buy  Title  14  of  the  D  C. 
Kules  and  Regulations  for  $2 
just  a  few  blocks  away  atbH  H 
St.  NW .  All  test  questions  are 
based  on  information  con- 
tained in  (hat  booklet,  which 
also  includes  a  zone  map  and 
rate  schedule. 

By  comparison,  applicants 
for  a  hack  license  in  New  York 
City  are  given  a  10-page 
booklet  listing  168  popular 
sites  and  29  heavily  traveled 
routes.  The  New  York  test, 
which  is  taken  book  in  hand, 
requires  the  applicant  to 
locate  15  places  and  give  the 
routes  to  10  popular 
destinations. 

In  New  York  most  persons 
who  take  the  test  pass  i!  The 
figures  for  a  recent  month 
showed  1.780  passes  out  of 
1.RT6  applicants 

A  person  who  fails  the 
Washington  test  may  apply  to 
take  it  again  15  days  from  the 
date  nf  the  first  exam.  If 
someone  is  dented  a  license 
for  other  reasons  he  is  advised 
why  and  of  his  right  to  appeal. 

Appeals  go  to  the  hackers 
license  appeal  board,  a  five- 
man  body  appointed  by  trio 
mayor.  Its  members  are  two 
lawyers,  a-  representative  of 
the  taxi  industry,  a  member  of 
the  citizens  traffic  safety 
board  and  as  chairman,  a 


representative      of  fhe 

executiveofficeof  the  major. 

Of  the  600  annual  com- 
plaints. Morgan  said,  about 
200  go  to  the  board,  which  can 
either  rule  on  them  or  forw  ard 
them  to  the  corporation 
counsel  for  possible  action  in 
Superior  Court 

Licenses  are  renewable 
annually  and  the  renewal 

application  must  be  ac« 
companied  by  a  complete 
medical  questionnaire  like  the 
one  that  accompanies  an 
original  application. 


Next:-  What  the  taxi 
situation  looks  like  from 
behind  the  wheel  of  a  cab. 
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Life  Is  Far  From  Sweet 
for  City's  Hackers 

Fear  of  Murder  t  int  Among  Drivenl  Many  Problem 


By  Ron  Shaffer 

,Pe^!e  havejhrown  up  in 
Charlie  McPherson  s  taxicah 
So  have  their  dogs  They  have 
left  behind  wads  of  chewing 
gum.  spilled  soda*  and  mher 
t  rash 

tXten.  Charlie  McPherson 
says,  he  does  not  discover 
these  things  until  after  his 
passengers  are  gone 

"The  oh!y  thi»uj  lo  do  is 
clean  h  up.''  he  said  recently. 
"Sometimes  it  <the  mess* 
finishes  me  for  the  night  But 
there  s  nothing  I  tan  do  ahnu» 
it.  That  s  just  pari  of  the 
game  " 

For  Washington's  n.oon 
tarirah  dnvers  "  the  game'' 
a'.*v  means  dirty  porkets  from 
nt^ing  change  and  worn 
(5^«  shoes  on  the  accelerator 
ftff.  it  means  watching  out 
joe    the   hack  inspector. 

working  10  hours  a  day  for 
Sl.iO  to  $200  a  week,  and  get- 
ling  beaten  out  of  an  oc- 
casional fare  when  passengers 
jump  out  and  run,  or  fail  to 
return  with  promised  money- 
It  means  looking  for 
passenger  groups  in  rush 
hour,  hoping  for  trips  to  Dulles 

Thu  u  tV  lafi  im  a  mru*  on 
tb*  PulhetM  i axi cab  indtutry. 

Airport.  cursing  time--'* 
consuming  fares  that  pay  next 
to  nothing,  eating  at  cheap 
cafeterias  and  diners  and 
buying  gasohne  at  the. 
discount  station  on  5th  Street 
NW. 

It  also  means  worrying 
about  getting  killed. 

Four  District  of  Columbia 
taxirab  drivers  have  been 
murdered  in  the  last  five 
months.  Two  were  shot  to 


death  during  robberies,  one 
stabbed  after  an  argument 
with  a  passenger  and  one  shot 
for  no  apparent  reason,  ae 
cording  to  police  and  taxicab 
industry  officials. :  V 

"  About  four  months  ago 
somebody  ran  into  the  rear  of 
a  Capitol  Cab."  recalled  T  D. 
Matthews,  president  of  the 
Globe  Cab  Co  "The  <taxi> 
driver  got  out  lo  look  at' the 
damage  Bang-bang  went  the 
gun.  and  he  was  dead  in-  the 
street  A  woman  who  saw  it 
said  he  (the  taxi  driver)  never 
said  a  \»x>rd  " 

Such  at  tacks  are  the  subject 
of  the  head-shading  con- 
versations among  taxi 
drivers.  , 

"You  think  about  it  because 
you  never  know  when  it  wrll 
happen  to  you."  said  John  A: 
Baldwin.  60.  a  taxi  driver  here 
for  30  years.  "People  didn't 
used  to  have  so  many  gum. 

The  other  day  I  saw  two  young 
boys  standing  in  front  of  a 
liquor  store  in  Northeast, 
show  ing  each  other  their  guns. 
Another  time  a  man  got  in  my 
cab  and  1  could  see  a  gun 
barrel  sticking  out  his  coal  I 
thought  he  was. going  to  shoot 
me." 

"You  can't  say  anything  In 
people  now  because  you  never 
know  the  moods  of  people. 
They  might  just  shoot  you. " 
said  Matlhew  Gibson  Sr..  SO.  a 
driver  here  for  26  years.  "I  try 
not  to  get  inam'arguments." 

Gene  Omoniyi,  27.  one  of 
many  Nigerian  students 
driving  taxis  in  the  District, 
speaks  with  incredulity  of  the 
violence 

"Last  year  one  guy  (taxi 
driven  got  killed  for  about 
II."  he  said  he  has  heard.  "He 
gave  them  alL  his  monev 
except  one  dollar  Only  God 
knows  why.  maybe  he  needed 


gas  or  something.  But  he  got 
shot  and  they  look  the  dollar 
and  ran  away  " 

In  Nigeria  he  said,  earning 
a  gun  and  robbery  are  crimes 
punishable  by  death. 

in  Africa  you  raise  your 
voice  tojndicate  opposition  to. 
things."  he  said,  'if  yoo  still 
disagree  with  me.  we  fight, 
you  lake  off  your  shirt  and 
show  me  your  strength.  Here, 
they  just  pull  out  a  gun  and 
before  you  know  it  you'll  be  in 
heaven 

Each  time  there  is  a  mur- 
der. Globe  s  Matthews  said, 
"some  of  the  men  quit. They 
get  a  lot  of  pressure  from  their 
wives  and  families." 

McPherson.  34.  a  father  of 
three  who  drives  mostly  at 
night,  once  encountered'  an 
FBI  agent  pointing  a  gun  at 
his  head  while  other  agents 
rushed  his  taxi  and  arrested  a 
passenger.  "My  wife  won't 
rest  until  I  come  hi  the  door," 
he  said  "  She  feels  I  should  be 
'  doing  something  else." . 

He  is  careful  to  look  for 
potential  passengers  before  he 
stops,  he  says.  "If  they  are 
youngsters  in  their  late  "teens, 
with  the  gangster  look— the 
wide-brim  4iat,  sunglasses,  T- 
shirt.  khaki  pants,  I  tend  to 
pass  them  up.  Especially  in 
the  14th  Street  corridor  and  in 
far  Southeast. 

McPherson.  like  other 
drivers,  got  into  the  business 
as  a  way  both  to  make  money 
and  maintain  his  in- 
dependence. "I  want  to  work 
w  ithout  being  regimented."  he 
said. 

Baldwin,  like  Gibson,  came 
to  Washington  from  North 
Carolina  in  the  early  l!W0s  to 
look  for  a  job.  By  driving  a 
la.xicab  for  30  years.  Baldwin 
said,  he  has  been  able  to  put 
his  son  through  college.  Now 
that  son  is  a  certified  public 
accountant  with  the  federal 
government. 
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•He  had  a  better  op- 
portunity than  I  did,"  Baldwin 
said. 

Baldwin  begins  his  day  at 
6  30  a.m.  and  finishes  it  10  to 
12  hours  later.  He  figures  he 
takes  home  between  $150  and 
$17 3  a  week,  alter  paying  $50  a 
week  lor  gasoline.  $15  75  for 
insurance  and  the  right  to 
drive  a  Yellow  Cab,  and  $5  for 
a  car  wash,  oil  and 
lubrication.  He  is  able  to  pay 
$120  a  month  mortgage  on  a 
home  he  is  buying  in 
Southeast. 

Baldwin,  like  Gibson  and 
Omomyi,  pays  from  $1  to  $6  a 
week  for  the  right  to  use  the 
name  of  a  cab  company,  and 
with  that,  the  use  of  company 
hack  stands  at  major  hotels. 
Thev  own  their  cars. 

McPherson  rents  his  car  for 
$55  a  week,  which  includes 
repair  service,  because  he~ 
feels  that  is  more  economical 
than  trying  to  pay  for  a  new 
car  at  JSJW0  plus,  or  buying  a 
used  one  that  will  need 
repairs.  'You  get  a  lot  of 
argument  among  cabbies  over 
whether  it's  better  to  rent  or 
buy, "  he  said. 

McPherson  drives  from  7 
p.m.  to  2  a.m..  six  days  a 
week,  and  goes  to  Federal  City 
College  where  he  is  pursuing  a 
degree  in  sociology.  He  has  no 
plans  to  quit  driving.  "It's  just 
something  I  want  to  achieve," 
he  said. 

"Maybe  I  II  hang  it  (the 
degree)  in  my  cab  " 

Omoniyi,  the  Nigerian,  Is 
studying  for  a  business 
degree  at  Strayer  College 
here.  He  came  to  this  country 
in  1970.  sent  by  his  family,  so 


that  he  cart  learn  advanced 
business  techniques,  return  to 
his  count  ry  and  prosper. 

Omomyr  saTcTlie  has  Tound 
prejudice  among  whites  and 
resentment  among  blacks  in 
this  country.  "The  blacks  tell 
me  it  was  my  great-great 
grandparents  that  sold  them 
into  slavery."  he  said. 

"Some  white  Americans 
figure  Africa  is  one  big  jungle. 
They  ask  me  if  I  went  naked 
there,  if  I  lived  in  the  jungle." 

Omoniyi,  the    son  of 
a    wealthy  businessman 
in  urban  Lagos,  said  he  finds 
thete  questions  "irritating 
and  damned  ignorant." 

Foreign  drivers  in 
Washington,  particularly  the 
Nigerians,  seem  to  be 
resented  by  many  American- 
born  drivers. 

"There  have  been  many 
acts  of  discourtesy,  and  they 
sometimes  refuse  to  take 
certain  trips,"  said  Matthews, 
Globe's  president.  "Basically 
the  problem  is  with  the 
Nigerian  student  drivers. 
They're  not  familiar  with  the 
big  city  and  its  traffic 
problems,  and  they  have  a  lot 
of  accidents.  Some  insurance 
companies  won't  insure 
them." 

"Nigerians?  For  the  most 
part  I  don't  like  them  at  all." 
said  McPherson  "Most  just 
look  at  an  American  black  like 
he  is  different  than  they  are, 
like  '1  have  a  country  so  I'm 
better  than  you.'  They  tend  to 
look  down  on  the  American 
black. 

"They  tend  not  to  observe 
the  rules  and  regulations  that 
most  drivers  do.  and  that 
causes  the  hack  officer  to  be 
tough  on  all  of  us.  They  tend  to 
overcharge  people  more,  and 
Nigerians  have  the  most 
banged  up  taxicabs." 

A  spokesman  for  the  hack 
inspector's  office  said  no 
figures  are  kept  for  the 
number  of  foreign  drivers,  but 
he  estimated  it  would  be  less 


Chan  10  per  cent.  The  largest 
number  of  foreign  drivers  are 
about  equally  divided  from 
among  India.  Paikstan,  and 
Nigeria,  he  said. 

Cab  drivers  generally  look 
for  groups  of  passengers  in 
rush  hour,  or  people  headed  in 
the  same  general  direction. 
They  dislike  single  fares  in 
heavy  traffic  that  will  take 
•them  across  one  or  two  zones 
for  only  $1.25. 

There  are  tome  tricki, 
McPherson  explained,  like 
stopping  near  a  group  of 
potential  riders  to  tee  how 
many  approach  the  cab.  If  it's 
only  one  person,  "some 
drivers  pull  away,"  he  said. 

Mostly  the  talk  is  of  money 
when  cab  drivers  get  together, 
at  restaurants,  where  they  say 
they  can  get  food,  cheap  food, 
or  at  the  discount  gas  station. 

"They'll  talk  about  a 
beautiful  girl,  or  they'll  say  'I 
took  a  Dulles,  and  then  went  to 
Friendship,  and  to  Rockville, 
and  I  made  $22  to  Dulles  and 
$25  to  Friendship  and  $15  to 
Rockville  and  I'm  through  for 
the  day',"  McPherson  said. 
"Or  they'll  talk  abouth  new 
techniques  like  putting 
soapsuds  on  the  inside  of  your 
window  to  keep  it  from 
fogging  up. 

Tips  average  about  15  per 
cent,  the  cabbies  said,  "but 
some  people  will  give  us  $2  on 
$1.25  ride  because  they  can't 
believe  it's  so  cheap. " 

Sometimes  they  get  beat  out 
of  fares.  "People  say  they  got 
to  go  into  their  house  to  get  the 
money,  and  they  never  come 
back,"  Baldwin  said.  "It  won't 
do  no  good  to  go  after  them, 
you  can  knock  on  their  door 
but.  .  .no  one  will  answer" 

"If  you  take  out  a  warrant 
on  him  the  day  is  gone,"  said 
Gibson.  "Besides,  if  a  person 
has  that  much  nerve  to  take 
your  money  you'd  better  not 
mess  with  him  the  way  people 
are  nowadays.  Better  to  keep 
rolling." 
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London  Cabby  Knows ?  Where  to  Go 

Hackers  Must  Spend  Years  Learning  the  City 


By  Donald  W.Baker 

*w.itvw  Pm»  Staff  wntar 

The  cabby  looked  quizzically  when  we 
announced  our  destination  as  lbs  Sloan* 

Square  Hotel.  It  was  oorjlrst  visit  to 
London,  and  therefore  our  first  trip  in  one 
of  those  marvelous  black  Austin  taxis. 

"Sloane  Square  Hotel,"  the  cabby 
repeated.  "That's  a  new  one  on  me,"  be 
said  In  a  manner  not  unfamiliar  to  one  who 
is  a  frequent  passenger  in  Washington 
Uudcaba, 

But  unlike  District  cab  drivers,  who  are 
not  required  to  have  a  detailed  geographic 
knowledge  of  their  city.  London  cabbies 
must  study  for  years  before  they  can 
qualify  for  a  hacker's  license. 

Arriving  at  Sloane  Square,  one  of  the 
city's  busy  plazas,  the  driver  beaded  Into  a 
side  street.  Sloane  Gardens,  saying,  "It 
must  be  in  here. " 

As  be  strained  through  the  light  rain  to 
read  the  small  signs  -on  the  pillars  of  the 
row  bouses,  he  kept  up  a  banter  that  was 


instructive  ("Watch,  bow  I  can  turn  Una 
thing  around  in  midstreet")  and  warm 
("First  trip  to  the  mother  country,  hid- 
dos?") 

Then  be  stopped  the  car,  bounded  out 
and  Inquired  of  two  police  officers.  They 
scratched  their  . bobby  hats  with  night- 
sticks in  pwzSpent,  too.  and  then  the 
cabby,  two  bobiies  and  I  walked  the  block 
until  we  located  the  small  hotel. 

The  cabby  was  right— there  was  no 
Sloane  Square  Hotel.  The  correct  name 
was  Sloane  Hall  Ho'*  1. 

A  few  days  later,  while  chatting  with  a 
group  of  cabbies  awaiting  fares  near  the 
fountain  In  Sloane  Square,  J  learned  why 
our  cabby  bad  been  rather  certain  I  had 
given  him  an  incorrect  name. 

The  old-timers  who  stood  beside  their 
cabs  exchanged  stories  about 'their  lear- 
ning days.  Until  a  few  years  ago.  would-be 
cabbies  bad  to  traverse  the  city  by  bicycle 
until  they  could  prove  they  knew  the  exact 
location  of  nearly  every  street,  and 


thousands  of  specific  stores,  hotels  and 
restaurants. 

"It  took  me  eight  years,"  said  one  man, 
whose  cab,  dike  most,  was  dark  blue 
instead  of  black.  Vlt  took  n*  six,"  a^od 
another  driver. 

A  younger  driver,  who  was  allowed  to 
learn  the  streets  on  a  motorbike,  said,  he 
passed  the  exam  in  nearly  the  shortest 
possible  time,  one  year. 

He  explained  that  the  London  equivalent 
of  the  D.  C.  hackers  board  gives  applicants 
only  part  of  the  test  at  one  time.  It  takes  a 
minimum  of  10  months  just  to  get  a  first 
chance  at  all  of  the  questions.  Any  time  an 
applicant  fails  part  of  the  test,  be  must 
wait  another  month  to  take  that  section 
again. 

The  long,  rigorous  procedures  produces 
few  part-time  drivers.  It  results  in  well 
informed  drivers  who  consider  their  job  a 
career,  rather  than  a  stepping  stone  to  a 
better  job. 

Maybe  that's  why  the  London  cabbies 
are  so  pleasant  They  know  where  they  are 
going. 
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Ultimate  Threat: 
The  Taxi  Meter 

By  Richard  M.  Cohen 

Washington  Post  Staff  Writer 

Talking  to  can  drivers  is  one  of  my  pastimes,  a 
journalistic  technique  I  picked  up  from  watching 
some  old  moives  in  which  the  hackers  of  Hollywood 
always  told  the  truth.  No  so  the  Washington  breed. 
Here,  they  will  tell  you  what  you  want  to  hear,  which 
has  always  been  the  Washington  way  of  doing  things. 

For  years,  hackers  here  had  me  convinced  that 
they,  like  me,  were  opposed  to  the  zone  system  of 
computing  lares  by  which,  they  said,  they  just  man- 
aged to  eke  out  an  existence.  What  they  said  made 
sense  since  no  sane  person  can  argue  for  the  zone 
system  when  something  called  the  taximeter  has  been 
on  the  market  for  years. 

For  a  long  time  I  believed  the  hackers.  It  made 
so  much  sense  that  whenever  I  struck  up  a  conver- 
sation I  began  with  a  denunciation  of  the  zone  system, 
seeking  common  ground  before  moving  on  to  weighty 


Commentary 

matters  like  national  politics,  the  City  Council  and 
Page  Lee  Hufty.  From  while  hackers  1  learned  about 
black  hackers,  from  black  hackers  I  learned  about 
Nigerians  and  from  Nigerians  learned  to  keep  my 
mouth  shut. 

Hackers  say  Congress  is  responsible  for  the  zone 
system,  having  banned  meters  in  1931.  This  makes 
Washington  the  nation's  only  major  city  to  run  its 
taxi  system  in  the  teeth  of  common  sense.  Hackers 
said  they  longed  for  the  simple  virtues  of  the  meter, 
which  computes  the  J  are  on  the  basis  of  time  as 
well  as  distance,  the  /one  system  makes  no  allow- 
ance for  lime.  Who  could  blame  them  for  not  work- 
ing rush  hours  or  for  passing  up  passengers  heading 
for  remote  parts  of  the  city?  Who  could  blame  them 
for  taking  the  longest  route  to  a  destination,  hoping 
along  the  way  to  pick  up  four  perfect  strangers — all 
with  packages,  none  with  the  correct  fare.  It  all 
made  sense. 

But  Washington's  Public  Service  Commission  knows 
the  complaints  have  a  hollow  ring.  The  <  r  -Hk  on, 
which  oversees  the  city's  cab  industry,  polled  hackers 
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a  while  back  to  determine  if  they  preferred  the  zone 
system  or  meters.  About  half  of  them  opted  for  the 
zone  system. 

This  was  an  eye-opener.  It  made  no  sense,  but 
the  commission,  once  again,  had  the  answers.  About 
80  per  cent  of  the  11,000  drivers  own  their  own  cabs, 
the  rest  rent  them.  Either  way,  Washinston  cab 
drivers  are  independent  operators  in  the  truest  sense, 
working  for  no  man  and  presenting  the  Commission 
with  a  problem  called  "income  accountability."  This 
is  a  fancy  term  meaning  that  no  one  knows  for  sure 
what  a  hacker  here  makes— including  the  Internal 
Revenue  Service.  The  drivers  themselves  admit  that 
some  of  their  colleagues  are  rather  cavalier  book- 
keepers who  believe  that  the  less  the  government 
knows  the  better. 

The  commission  itself  was  so  vexed  by  this  problem 
that  it  went  out  in  1974  and  hired  15  cab  drivers,  paid 
them  $15  a  day  and  asked  them  to  turn  in  their  mani- 
fests to  the  commission.  As  a  result  of  this  study,  the 
commission  concluded  hackers  here  average  $5  an 
hour  before  expenses. 

But  the  real  problem,  the  commission  explained,  is 
the  widespread  fear  among  hackers  here  that  meters 
inevitably  will  lead  to  the  formation  of  tightly  run 
taxi  fleets,  forcing  the  independents  off  the  streets. 
Under  the  present  system  fleets  are  out  of  the  ques- 
tion since  no  one  knows  for  sure  what  hackers  earn. 
Meiers  would  change  that.  A  meter  is  a  minicomputer 
that  not  only  computes  lares,  but  records  such  things 
as  total  distance  travelled,  total  waiting  time,  total 
cruising  time — everything.  A  fleet  owner  could  ask  a 
hacker  to  hustle,  something  the  hackers  here  now 
think  is  unethical. 

Armed  with  this  insight  from  the  commission.  I 
hailed  Sam.  a  hacker,  and  bribed  him  with  the 
promise  of  a  round  trip  to  National  Airport— the  hack- 
er's ultimate  bonanza.  The  commission  was  risht.  Sam, 
I  found,  sees  himself  as  the  last  of  the  independent 
operators,  a  Marlboro  Man  in  sneakers  and  a  floppy 
hat.  eight  kids  at  home  notwithstanding.  He  sleeps 
when  he  wants,  gets  up  when  he  wants  and  works 
when  he  wants.  Last  Friday  he  didn't  work  much.  R's 
what  he  wanted. 

Meters  are  the  ultimats  threat  to  his  way  of  life~ 
Sam  said,  a  device  for  regulating  the  industry,  for 
driving  him  off  the  street.  He  didn't  care  about  taxes, 
as  if  any  man  with  eight  kids  ever  does.  It  was  the 
meters.  He  would  have  no  part  of  them.  He  dropped 
me  off  and  whizzed  past  a  woman  who  had  hailed  him. 

Later,  another  hacker  came  to  my  house  to  pick  up 
a  guest.  I  raced  to  meet  him,  conducting  my  interview 
as  he  walked  to  the  door  to  pick  up  luggage.  It  was 
Sam  all  over  again.  Meters?  Never! 

But.  of  course,  meters  are  inevitable.  The  City 
Council  this  year  approved  an  amendment  to  the 
budget  bill  rescinding  the  ban  against  meters.  The 
next  step  is  up  to  Congress,  which  has  stuck  with 
the  zone  system  for  45  years— longer  than  iU  stuck 
with  the  House  Un-American  Activities  Committee. 
Sam  may  not  know  it,  but  he's  a  public  utility  of  sorts, 
part  of  the  city's  transportation  program — buses,  sub- 
way and  Sam.  It's  about  time  he  started  waking  up 
with  the  rest  of  us.  - 
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Gypsy  Cabs: 

A  irport 's  Big  Headache 


By  Athclia  Knight 


Taxicab  passengers  it 
Washington  \alionnl  Air 
port  are  complaining  to 
local  government  officials 
that  some  m>  railed  gypsy 
cab  drivers  are  overcharging 
them.  Uavo  dirty  cars,  ami 
do  not  have  meters  or  rate 
/one  cards  in  their  cabs, 

Yet  local  :  ,»\  eminent  ofii. 
rials  said  they  cannot  do  any- 
I  h  i  n  g  about  most  m'  1 1„. 
complaints  because  ihej  are 
blocked  from  controlling  the 
gypsy  cah  drivers  u  hile  Ihev 
are  at  National  since  the  air- 
port is  on  federal  property. 

An  airport  spokesman 
•aid  the  Federal  Aviation 
Administration,  which  owns 
and  operates  National  Air- 
port, has  been  working  for 
six  months  on  proposed 
changes  in  its  cab  system, 
The  spokesman  declined  to 
discuss  the  details  of  the 
changes,  but  other  airport 
officials  said  thr>  expect 
controls  to  he  imposed  on 
gypsy  drivers. 

Under  a  new  Arlington 
County  ordinance,  count) 
police  said  they  have  issued 
98  tickets  to  gypsy  drivers 
they  caught  allegedly  drop 
ping  otf  .National  Airport 
passengers  in  the  county. 
The  ordinance  requires  taxi 
drivers  operating  in  Arling- 
ton to  be  licensed  by  the 
county,  other  Northern  \  ir- 
-uu.i  .1111  isri  r lions,  or  the 
District  of  Columbia. 

Arlington  pol  ice  have 
been  alerted  t.»  be  on  the 
lookout  lor  suspected  :>ps> 
cabs  dropping  oil  airport 
passengers  in  the  1  uunty.  a 
police  spokesman  said. 
1  ounly  police  said  «7  of  the 
arrested  drivers  were  con- 
\  iclcd  and  fined  &LT7.1  each 


James  ii.  Davis,  general 
manager  of  the  Airport 
Management  Systems  Inc., 
which  manages  the  line  of 
taxicabs  at  National,  esti- 
mated thai  there  are  400  to 
300  gypsy  cab  drivers  at  Na-. 
lional-  tine  ol  every  four 
cab  drivers  at  the  airport. 
They  are  called  gypsies  be- 
cause they  do  not  work  tor 
an  established  laxi  company 
and  hciauso  their  airport 
operations  are  largely  un- 
regulated. 

The  gj  psv  driver  •liny  s  an 
old  wreck  and  slaps  a  name 
on  the  side  of  the  tar,"  Da- 
vis said.  They  go  and  come 
like  the  wind  Nobody  really 
has  any  control  over  them." 

Many  gypsy  drivers  place 
n  sign  on  the  side  of  their 
cabs  designating  themselves 
as  the  "  \irport  Cab  Co."  Ac- 
tually, they  are  not  incorpo- 
rated firms  and  are  nol  at- 
tiliated  with  the  real  Air- 
port Cab  Co..  the  only  cab 
company  that  operates  out 
of  Dulles  International  Air- 
port. 

Other  gypsies  place  tem- 
porary magnetic  signs  on 
the  top  of  their  cars  with 
the  designation  •Taxi." 
Gypsy  cabs  are  painted  all 
colors. 

Drivers  for  established 
cab  companies  are  required 
to  have  their  cars  painted  in 
the  company's  colors:  signs 
on  the  sides  of  the  cab  must 
be  in  bold,  legible  letters, 
which  gypsy  cabs  often  do 
not  have,  and  the  taxi  sign 
mounted  on  the  top  of  the 
cab  must  be  bolted  down, 
Davis  said. 

He  said  about  half  the 
gypsy  drivers  do  not  have 
meters  in  their  cabs,  a  re- 
quirement in  Maryland  and 
Virginia,  nor  taxi  zone  rate 
cards,  a  requirement  in  D  C. 


Davis  said  his  office  re- 
ceives about  10  complaints  a 
week  concerning  taxi  fare 
overcharges  and  most  of  the 
cases  involve  gypsy  drivers. 
Other  taxi  licensing  officials 
said  they  have  received  com- 
plaints, but  have  not  kept 
records  of  the  complaints 
since  they  do  not  police  the 
drivers. 

In  Arlington,  Det.  Charles 
Walker  of  the  hack  inspec- 
tion office  said  complaints 
to  his  office  involving  gypsy 
drivers  actually  have  de- 
creased. Walker  said  his  of- 
fice now  receives  about 
three  calls  a  week  com- 
pared to  the  10  calls  a  week 
the  office  had  been  averag- 
ing. 

Walker  said  there  proba- 
bly are  move  complaints 
that  would  be  lodged,  but 
the  victims  of  the  gypsy 
drivers  usually  are  tourists 
or  a  representative  of  a 
business  firm  who  has  an 
expense  account.  "The  tour- 
ist chalks  (the  overcharge) 
up  to  experience  and  the 
businessman  does  not  com- 
plain because  (his)  company 
will  repay  him,"  Walker 
said. 

A  New  York  resident  re- 
cently complained  to  Davis 
that  she  was  charged  $25  for 
a  trip  from  National  to 
Rockville,  a  fare  that  Davis 
said  should  not  have  been 
more  than  $11. 

In  other  recent  com- 
plaints, customers  said  they 
had  been  charged  $6.50  for 
what  should  have  been  a 
$3.70  cab  ride  from  the  air- 
port to  Connecticut  Avenue 
and  N  Street.  N\V\.  and  $8.10 
to  go  from  National  to  Tak- 
oma  Park,  a  ride  that  should 
have  cost  $7,  Davis'  records 
show. 

A  District  of  Columbia 
resident  recently  com- 
plained of  the  conditions  of 
a  cab  in  which  she  rode 


from  the  airport  to  her 
home  ■  The  cab  was  a  dirty, 
old  vehicle  and  as  I  recall 
airport  taxis  used  to  have 
meters."  she  said. 
A      Maryland  resident 


Farei  from  National 
Airport  to: 

Slatler  Hilton  Hotel,  14th  & 

K   SU.   NW  $3  20 

Uln  and  K  Streets  NW  j  JO 

Bus  Terminal!  j  «g 

Union  Station  3  7$ 
Shcreham  Hotel  J500  Calvert 

St.  NW  j  40 

U    $    Caoiiol  320 

Mamott  Key  Bridge  Hotel  3  }o 

Crystal   City  1  00 

Seven  Corners  4 60 

Dulles   International  Airport  V  00 

College  Park  9  20 

Silver  Soring   ;  00 

Suitland  6  s0 

These  tares  are  posted  in  the  laxi 
loadmo  areas  at  Washington  National 
Airport. 


wrote.  "Out  front  a  jalopy 
taxi  drew  up  in  front  of  me. 
It  was  a  bright  blue  with 
some  white  on  it;  inside  I 
noticed  the  front  seat  had  a 
cover  with  a  black  and 
white  strip  show  ing  on  top  . 
.  .  and  that  the  rear  had  a 
different  seat  cover  of  black 
and  white  mixture  .  .  .  He 
also  did  not  have  a  meter  to 
register  the  mileage." 

Most  of  the  overcharge 
complaints  arc  justified.  Da- 
vis said,  and  the  offending 
cab  drivers  then  are  re- 
quired by  Davis'  office  to 
make  refunds  of  the  amount 
overcharged. 

Davis  said  he  has  received 
only  three  valid  com 
plaints  involving  drivers  for 
established  cab  companies 
in  the  last  nine  months.  He 
said  the  airport  does  not 
have  problems  with  all 
gypsy  drivers.  -There  are 
some  good  ones."  he  said. 

Hugh  Kiddle  Jr..  the  Na- 
tional Airport  manager,  said 
there  are  100.009  taxicab  de- 
partures from  the  airport  a 
month.  'We  don't  think  we 
have  a  serious  problem,"  he 
said. 
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Most  of  the  15  gypsy  cab 
drivers  waiting  in  line  at 
the  airport  to  pick  up  pas- 
sengers one  day  last  week 
declined  to  be  interviewed. 

One  gypsy  taxi  driver,  • 
Xusbewe  Abeku,  22,  said: 
"Every  cab  driver  here 
overcharges.  There  is  no 
reason  to  get  rid  of  gypsies. 
Everybody  is  here  to  make  a 
living." 

Abeku  is  licensed  to  oper- 
ate a  cab  in  Maryland.  His 
cab  was  clean  and  it  had  a 
mileage-fare  meter. 

Another  gypsy  cab  driver, 
Michael  Hashemi.  31,  who 
drives  a  1975  Impala  Chev- 
rolet, said,  'Some  gypsies 
buy  old  cars,  but  they  don't 
make  much  money." 

Washington-area  taxicab 
licensing  officials  said  most 
gypsy  cab  drivers  arc  li- 
censed by  the  state  of  Vir- 
ginia, where  the  require- 
ments to  become  a  taxicab 
driver  are  not  as  strict  as  in 
the  various  Washington  ju-  | 
risdictions. 

George  Murphy,  director 
of  the  enforcement  division 
for  the  Virginia  State  Cor- 
poration Commission  in 
Richmond,  said  the  owner  of 
a  taxicab  in  Virginia  has 
only  to  show  the  commission 
proof  of  car  insurance  be- 
fore he  is  issued  a  cab  per- 
mit and  taxi  license  tags  for 
$6. 

Murphy  said  the  permit 
allows  the  taxi  driver  to  op- 
erate anywhere  in  Virginia. 
The  cab  driver  also  has  to 
pay  $6  a  year  for  a  chauf- 
feur's license  from  the  Vir- 
ginia Department  of  Motor 
Vehicles. 

In  D.C..  Maryland  and  ♦ 
some  Northern  Virginia  ju-  j 
risdictions,  cab  drivers  for 
established  cab  companies 
receive  an  extensive  back- 
ground check,  including  a 
check  for  possible  convic- 
tions, before  a  taxi  opera- 
tor's license  is  issued,  taxi  li- 
censing officials  said.  After 
the  license  is  issued,  the  cab 
drivers  are  required  to  fol- 
low local  government  regu- 
lations and  specified  taxi 
rates,  they  said. 


In  one  recent  case,  two 
gypsy  cab  drivers  were 
charged  by  Arlington  police 
with  raping  a  woman.  She 
told  police  she  was  forced 
into  one  of  the  drivers'  cars 
in  Washington  and  taken  to 
an  Arlington  apartment 
where  she  allegedly  was  at- 
tacked, police  said. 

"Under  the  state  law,  we 
are  not  concerned  about 
(the)  background  (of  poten- 
tial cab  drivers),"  Murphy 
said.  "We  are  not  concerned 
with  the  driver,  only  the  cab 
owner." 

He  said  most  of  the  cab 
drivers  in  Virginia  are  inde- 
pendent operators.  Murphy 
said  his  office  had  received 
complaints  about  the  state's 
licensing  procedure  but  said 
his  office  cannot  do  any- 
thing about  it  since  the  li- 
censing law  was  approved 
by  the  Virginia  General  As- 
sembly. 

Maurice  Flagg,  chairman 
of  the  advisory  Arlington 
County  Transportation  Com- 
mission, last  week  asked 
Virginia  state  legislators  to 
change  the  law  so  that  local 
jurisdictions  in  the  state  can 
make  background  checks  on 
independent  drivers  and 
then  issue  state  taxicab  op- 
erators' licenses. 

"They  (gypsy  drivers)  cor- 
rupt the  whole  business," 
Flagg  said.  "We  get  com- 
plaints from  people  who  say 
that  they  have  been  over- 
charged and  taken  for  long 
trips  in  Northern  Virginia." 

Charles  Morgan,  chief  of 
the  D.C.  public  vehicle  divi- 
sion, said  D.C.  cab  drivers 
increasingly  have  com- 
plained about  the  gypsy 
drivers. 

"They  are  just  ruining  our 
business."  said  Mildred 
Grady,  of  the  Crusader  Cab 
Co.,  Inc..  in  the  District,  as 
she  waited  in  a  long  line  to 
pick  up  passengers  ut  the 
main  airport  terminal. 

"Passengers  complain  of 
having  been  overcharged 
and  that  makes  it  bad  for 
us,"  she  said.  "Some  of  them 
are  not  clean.  They  don't 
have  clean  cabs.  They're  just 
terrible." 


Some  cab  drivers  inter- 
viewed such  as  Mose  Dunn 

I  of  Eastern  Cab  Co.  in  the 
District,  said  gypsy  drivers 
should  be  permitted  to  op- 
erate out  of  the  airport  if 
they  have  proper  insurance, 
a  license  and  a  clean  car. 
"We  all  got  to  make  a  liv- 
ing." he  said. 

Morgan  said  he  is  con- 
cerned for  tourists.  "Here  is 
a  situation  where  you  don't 
know  who  these  people  (the 

j   gypsies)  are."  he  said.  "With 

I  the  Bicentennial  coming  up, 
it  increases  the  opportunity 
for  rip-off  artists." 

The  Washington  Metropol- 
itan Area  Transit  Commis- 
sion has  control  over  inter- 
state taxicab  fares  here, 
such  as  those  between  Na- 
tional Airport  in  Virginia 
and  points  in  the  District 
and  Maryland. 

William    McGilvery,    the  I 
commission's  assistant  exec- 
utive  director,    said  D.C. 
cabs  operate  on  the  zone 
system,  while  Virginia  and 

j  Maryland  cabs  are  required 
to  have  combination  mile- 

I  age-fare  meters. 

He  said  that  if  a  taxi  rider 
gets  into  a  cab  with  neither 
a  meter  nor  a  zone  rate 
card,  he  should  look  over 

I  the  driver's  shoulder  and 

'  check  the  car's  mileage. 
When  the  passenger  reaches 
his  destination,  he  should 
again  check  the  mileage  and 
compute  his  fare  based  on 
rates  posted  at  the  taxicab 
loading  area  at  the  airport. 
The  mileage  rates  vary  de- 
pending on  the  jurisdiction 
to  which  the  passenger  is 
going. 

McGilvery  advised  that  if  1 
a  taxi  passenger  thinks  he 
has  been   overcharged,  he 
should    get    the    driver's  ' 

j  name,  taxi  identification 
number    and    the    license  : 

I  plate  number  of  the  cab,  al-  | 
though  gypsy  drivers  often 
do  not  have  identification  1 

I  numbers.  He  said  the  com- 

j  mission  only  accepts  com- 
plaints in  writing. 
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Cab  Restrictions 
Urged  at  Airports 

By  Deborah  Sue  Yaeger 

.  Washington  Post  Start  Writer 


\  The  Federal  Aviation 
Administration  proposed 
yesterday  additional 
requirements  for  taxicabs  for 
hire  at  National  and  Dulles 
International  Airports.  If 
adopted,  they  would,  in  effect, 
I  prohibit  so-called  "gypsy" 
I  cabs  from  picking  up 
passengers  at  airport  taxi 
areas. 

The  FAA's  action  comes  in 
response     to  numerous 
passenger   complaints  of 
j   overcharges,  lack  of  iden- 
|   tification  and  unsafe  vehicles. 

Most  of  the  complaints  involve 
I  "gypsy"  cabs  that  do  not 
i   normally  work  for  established 

companies, 
j  Drivers  of  such  cabs  do  not 
I  have  special  taxi  operator's 
licenses,  an  FAA  official  said. 
Only  their  vehicles  are 
registered  as  being  for  hire,  he 
said. 

In  a  rule  published 
yesterday  in  the  Federal 
Register,  the  FAA  proposes 
that  all  taxicabs  be  required  to 


have  special  operator  and 
vehicular  licenses  from  one  of 
nine  local  jurisdic- 
tions—Arlington, Fairfax, 
Montgomery,  Prince 
George's,  Anne  Arundel  and 
Prince  William  counties,  the 
cities  of  Alexandria,  Falls 
Church  and  the  District  of 
Columbia. 

No  action  will  be  taken  on 
the  proposal  pending  a  45-day 
waiting*  period  for  public 
comment. 

Between  400  and  500 
taxicabs— one  out  of  every 
four  at  National— is  a  gypsy 
cab  according  to  James  G. 
Davis,  general  manager  of  Air 
Management  Systems  Inc., 
which  supervises  cab 
operations  at  the  airports.  He 
said  he  receives  about  10 
complaints  a  week  about  the 
unlicensed  drivers. 

Under  the  proposal,  gypsy 
cabs  would  still  be  able  to 
discharge  passengers.  If 
hailed,  they  could  also  pick  up 
passengers  outside  of  the 
designated  taxi  lanes.  t 
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I SECTION  B  * 
THURSDAY, 
JANUARY  29,  1976  | 

Taxi  Fare 
To  Airport 

May  Go  Up 

It's  for  D.C  Cabs  Only 
But  20%  Hike  in  Works 

By  Thomas  Crosby 

Washington  Star  Staff  Writer 

It  looks  like  it's  soon  going  to  cost 
up  to  20  percent  more  to  take  a  D.C. 
taxicab  between  the  District  and  Na- 
tional Airport. 

The  Washington  Metropolitan  Area 
Transit  Commission,  which  regulates 
the  interstate  travel  of  cabs  in  this 
region,  already  has  announced  a  pro- 
posed rate  increase  and  is  expected 
to  make  it  official  within  30  days. 

Only  one  response  was  received 
during  the  time  the  proposal  was 
officially  open  to  public  reaction. 

CURRENTLY  it  is  cheaper  to  take 
a  District  taxicab  to  or  from  National 
Airport  than  a  taxi  from  any  other 
area.  The  District's  rate  is  70  cents 
for  the  first  mile  and  60  for  each 
additional  mile. 

Fairfax  and  Prince  Georges  cabs 
charge  80  cents  for  the  first  mile  and 
60  cents  for  the»additional  miles.  The 
highest  rates  are  charged  by  Alexan- 
dria and  Arlington  taxis,  with  the 
first  mile  costing  $1.10  and  each 
additional  mile  70  cents.  Montgom- 
ery County  charges  90  cents  for  the 
initial  mile  and  60  cents  for  each 
added  mile. 

Under  the  commission's  proposal, 
District  cabs  would  start  charging  85 
cents  for  first  mile  and  70  cents  for 
each  additional  mile. 

Suburban  taxis  are  equipped  with 
meters  which  use  a  mileage-time 
basis  for  determining  local  fares, 
and  the  commission  has  said  the 
metered  fare  also  applies  to  inter- 
state travel.  Since  there  are  no 
meters  in  District  cabs,  interstate 
trips  are  computed  on  a  mileage 
basis  using  a  cab's  odometer. 

There  are  approximately  1,700 
cabs  licensed  in  Prince  Georges, 
Montgomery,  Arlington  and  Fairfax 
counties  and  the  cities  of  Alexandria 
and  Falls  Church,  while  10,000  are 
licensed  in  D.C. 
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The  commission  last  in- 
creased interstate  taxicab 
rates  Feb.  22,  1974.  Since 
then  many  of  the  suburban 
jurisdictions  have  increas- 
ed their  rates. 

j      SHORTLY  after  the  com- 
'   mission  makes  its  proposed 
D.C.  taxi  rates  official,  the 
Federal  Aviation  Adminis- 
A  tration  is  expected  to  crack 
2  down  on  the  "gypsy  cabs" 
j  operating  out  of  the  airport, 
i     FAA   spokesman  David 
i  Hess  said  the  airport  has 
j  received  hundreds  of  taxi 
c  service  complaints,  usually 
\  involving  gypsy  cabdrivers. 
|     Up  to  4,000  taxicabs  a  day 
{  collect  and  drop  fares  at 
|  National,    including  as 
i  many  as  500  that  are  unli- 
|  censed  by  any  jurisdiction 
but  are  permitted  to  use  the 
airport  because  they  have  a 
commercial   license  plate 
from    the   Virginia  State 
Corporation  Commission. 

The  SCC  issues  a  com- 
mercial license  to  anyone 
who  applies  for  it  but,  under 
new  rules  expected  to  be 
implemented  by  the  FAA, 
only  taxicabs  and  drivers 
licensed  in  the  city  and  sub- 
urbs will  be  allowed  to  pick 
up  and  discharge  fares  at 
the  airport. 
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He  Cheats  to^Survive 
in  Cabbie  'Jungle  ' 


By  Barbara  Palmer 

Washington  SUI  Siaff  Writer 

In  his  two  years  driving  taxis  in 
and  out  of  National  Airport,  he  has 
overcharged  passengers,  bribed  dis- 
patchers. "stolen1  fares,  watched 
while  airport  police  "harassed"  his 
fellow  cabdrivers  and  even  tried  to 
have  one  of  his  own  passengers  ar- 
rested. 

"You've  really  got  to  fight  the  sys- 
tem to  make  a  living  over  there." 
says  the  26-year-old  Alexandrian 
who  asked  that  his  name  not  be  used 
since  he  has  broken  almost  every  law 
regulating  the  approximately  4.000 
cabdrivers  who  line  up  daily  at  Na- 
tional Airport. 

"The  first  ticket  I  ever  got  out  of 
National  Airport  was  for  illegal 
parking."  he  recalls.  "You  know  how 
it  was  illegal  parking?  I  was  driving 
and  the  cop  stopped  me  and  then 
gave  me  a  ticket  for  illegal  park- 
ing." 

BUT  FOR  the  most  part,  he  does- 
n't worry  about  being  arrested  by 
airport  police. 

"I  feel  because  I'm  white  and  I 
drive  a  company  cab  and  I  have  an 
American  name,  I've  probably  got 
something  going  for  me."  says  the 
young  man  who  became  a  cabdriver 
two  years  ago  when  he  "went  under- 
ground" to  run  away  from  his  debts. 

Now  his  major  worry  is  simply 
how  to  make  money  while  fighting 
traffic,  gas  prices  and  "the  guys 
who've  been  doing  this  for  30  years." 

The  things  he  does,  he  says,  are 
not  unusual  among  cabdrivers  who 
work  the  airport.  The  situation  at 
National  has  made  its  cabdrivers 
some  of  the  most  vocal  in  past  de- 
mands for  fare  increases. 

The  Washington  Metropolitan  Area 
Transit  Commission,  which  regulates 
the  interstate  travel  of  cabs,  is  ex- 
pected to  approve  up  to  20  percent 
fare  increases  sometime  this  month. 

IN  THE  PAST,  the  Alexandria 
driver  says,  he  simply  overcharged 
passengers  —  taking  advantage  of 
people's  confusion  over  interstate 
rates  and  group  fares  by  "flat-rat- 
ing." Instead  of  turning  on  his  meter 
to  determine  the  exact  fare,  for 
example,  he  would  charge  out-of- 


town  tourists  and  businessmen  fixed 
(flat)  rates  that  were  almost  twice  as 
high  as  the  normal  fare. 

This  was  especially  profitable  for 
for  "Crystal  Cities."  The  trip  to 
nearby  Crystal  City  is  just  about  the 
shortest  possible  airport  run  and  the 
worst  fate  imaginable  for  the  cab- 
drivers who  work  National. 

He  said  that  even  after  waiting  in 
the  airport  line  "burning  up  gas"  for 
up  to  two  hours,  he  could  legitimate- 
ly charge  only  SI. 60  from  the  airport 
to  Crystal  City.  "That's  55  cents  an 
hour.  Whoopee." 

But,  recently,  the  cabdriver  says, 
he  has  stopped  overcharging  because 
passengers  and  police  are  catching 
on  to  it. 

"I've  gotten  a  little  nervous  be- 
cause I'm  thinking  that  they're 
cracking  down  and  I  don't  want  to 
get  into  trouble." 

Instead,  he  reveals,  he  has  begun 
bribing  dispatchers  to  give  him  long- 
distance runs,  a  practice  he  says  is 
well  accepted  at  National  Airport. 
Those  who  don't  offer  bribes,  he 
says,  may  make  a  "halfway  decent 
living."  but  "only  if  they're  lucky. 

.  Most  of  the  time  unless  you  pay  them 
you're  just  not  going  to  get  anything 
good." 

Since  "joining  them,"  as  he  puts  it, 
he  makes  what  he  considers  a  decent 
living:  S40  or  $50  per  day  for  an  aver- 
age of  12  to  15  hours  of  work. 

OCCASIONALLY  though,  he  still 
gets  desperate  and  drives  into  the 
District  to  "steal"  fares  there,  al- 
though this  is  against  the  law  be- 
cause he  is  licensed  to  pick  up  fares 
only  in  Virginia. 

"I  could  get  a  $50  ticket  for  that," 
he  says.  "But  you  get  to  the  point 
where  you  have  to  make  some  money 
and  how  else  are  you  going  to  do  it? 
Desperate  situations  call  for  desper- 
ate means." 

Another  problem,  he  says,  is  the 
occasional  passenger  who  refuses  to 
pay  a  fare.  He  says  he  once  almost 
had  a  fistfight  with  a  passenger  —  "a 
businessman,  coat  and  tie  and  all  the 
works"  —  over  50  cents. 

After  the  passenger  tried  to  jump 
him,  the  driver  called  a  policeman 
but  the  officer  refused  to  arrest  the 
man  because  there  were  no  wit- 


nesses, according  to  the  oriver. 

"Cabdrivers  do  feel  like  underdogs 
sometimes."  he  says.  "Most  people 
who  get  in  my  cab  just  kind  of  look  at 
me  and  say:  Peasant,  ride  me 
around  and  I  will  tip  you  a  nickel.' 
They  act  like  they'd  be  doing  you  a 
favor  throwing  dog  biscuits  at  you. 

"You  get  tired  of  that  ana  you 
begin  to  resent  people.  But  I  don't 
see  people  in  my  cab  anymore.  I  see 
a  bunch  of  pigs." 

Asked  why  he  continues  to  work 
the  airport  if  it  is  such  a  jungle,  he 
points  to  the  decline  in  business  in 
the  city.  People  are  getting  more 
careful  with  their  money  and  have 
learned  to  rely  on  mass  transporta- 
tion, he  says. 

HE  ALSO  points  out  that  he  occa- 
sionally has  a  run  of  good  luck,  end- 
ing up  with  National's  choice  runs  — 
destinations  such  as  Dulles  and 
Baltimore  Washington  International 
Airports  or  even  Charlottesville,  Va. 

"Some  of  the  longest  runs  I've 
ever  heard  of  come  out  of  National 
Airport."  For  the  lucky  ones,  he 
says,  it  "can  be  a  gold  mine." 
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London  and NewYork  Cabbies 
'It's  Like  Day  and  Night' 


Stiff Tests  Keep 
the  Guv'nuhs  in 
Britain  Alert 

By  BERNARD  WEINTRAUB 

Sperm  toTht  New  York  Tlmei 

LONDON,  Aug.  7— Arnold 
Sandler  leaned  across  his 
desk.  His  eyes  glistened. 

"Pick  two  spots  in  London, 
any  two  spots,"  he  said. 

The  visitor  replied:  "The 
Cumberland  Hotel  to  Picca- 
dilly." 

Quickly  Mr.  Sandler  said: 
"Leava  Cumberland  Hotel  on 
the  left  in  Great  Cumberland 
Place.  Turn  left  to  Oxford 
Street.  Comply  with  one  way 
to  Marbla  Arch.  Leave  by 
Park  Lane.  Left  into  Upper 
Brook  Street.  Forward  Gros- 
venor  Square.  Leave  by 
Carlos  Place.  Left  into  Mount 
Street.  Right  into  Davies 
Street.  Left  Berkeley  Square. 
Forward  Berkeley  Street.  Left 
Piccadilly." 

Mr.  Sandler,  a  53-year-old 
taxi  driver  and  chairman  of 
the  Licensed  Taxi  Drivers 
Association,  said  with  a 
smile:  "I  can  close  my  eyes 
and  see  the  map  of  London." 

Like  most  of  London's 
15,000  taxi  drivers,  Arnold 
Sandler  peddled  around  the 
city*  by  bicycle  for  more  than 
one  year  to  practice  450 
routes,  and  endured  a  half- 
dozen  police  examinations  # 
before  earning  his  license. 
Half  Don't  Pass 

The  tests,  called  "the 
knowledge"  among  drivers, 
involve  an  awareness  of 
streets,  hotels,  pubs,  clubs, 
hospitals  and  tourist  spots  in 
the  city. 

More  than  half  of  the 
1,500  men  who  apply  each 
year  for  a  license  either  drop 
out  or  fail. 


"Most  of  us  like  being  our 
own  guv'nuhs,  that's  why  we 
become  taxi  drivers,"  said 
Mr.  Sandler,  a  cheerful,  be- 
spectacled Londoner  who  has 
driven  taxis  for  20  years.  "It's 
a  father-to-son  business.  Peo- 
ple respect  us.  It's  a  good 
living  if  you  work  bloody 
hard." 

Even  the  fierest  New  York- 
ers would  concede  that  Lon- 
don taxis  outrival  the  ones 
in  Manhattan  and  in  the  other 
boroughs.  The  15-foot-long 
Austin  cabs  offer  partitioned 
privacy,  14-inch  cushioned 
seats  and  plenty  of  room  for 
luggage,  although  they  were 
not  able  to  endure  the  pound- 
ing of  New  York  pavements 
in  recent  tests  there. 

Moreover,  the  London  driv- 
ers know  where  they  are  go- 
ing and  rarely  indulge  in 
political  complaints  or  per- 
sonal questions. 

Brando  and  Ringo 

"Crime  isn't  a  problem  here 
and  you  meet  every  type," 
said  Bert  Burgess,  41.  "I've 
picked  up  Marlon  Brando  at 
the  Hilton.  Ringo  Starr. 
Muhammed  Ali.  I  took  Ginger 
Rogers  to  a  Christian  Science 
church  in  Westminster.  All 
good  tippers." 

Drivers  earn  SI 50  to  $200 
a  week,  although  business 
has  dropped  off  in  recent 
weeks  because  of  a  25  per 
cent  increase  in  taxi  fares. 
London  fares  are  lower  than 
New  York's,  but  have  climbed 
65  per  cent  in  the  last  three 
years.  A  four-mile  trip  from 
Westminster  Abbey  to  the 
Tower  of  London  costs  $2.75. 

London's  cabs  and  drivers 
are  under  the  strict  control  of 
Scotland  Yard's  Public  Car- 
riage Office,  which  examines 
prospective  drivers  and  con- 
ducts maintenance  inspec- 
tions every  12  weeks.  There 
is  a  move  afoot  to  bring  the 
requirements  for  provincial 
taxi  drivers  and  taxis  up  to 
the  standards  in  London. 


I         No  Insults  Allowed 

The    London    police  also 
I  handle   sporadic  complaints 
about  drivers.  Last  year,  for 
example,  seven  drivers  were 
convicted  of  using  insulting 
|  language  and  nine  for  de- 
manding more  than  the  legal 
i  fare.  These  resulted  in  sus- 
pensions. 

Nonetheless,  Scotland  Yard 
reported  recently  that  "the 
standard  of  conduct  of  most 
cab  drivers  remains  high." 
And  a  London  newspaper, 
which  sent  out  a  reporter 
posing  as  a  foreign  tourist, 
found  that  in  11  out  of  12 
cases  taxi  drivers  took  the 
correct  route  and  fare,  and  in 
the  12th  case  the  taxi  driver 
asked  for  a  tip. 

"It's  the  European  tourists 
— they  all  think  they're  being 
robbed  or  taken  for  a  long 
ride,"  said  Stanley  Silver- 
stone,  48,  standing  in  the 
Taxi  Drivers'  Association 
office. 

'Always  on  the  Go' 
"It's  all  changed  a  bit,  I 
guess.  I  began  19  years  ago 
and  there  weren't  too  many 
tourists  then  and  we  spent  a 
lot  of  time  chatting  each 
other  up,  taking  a  break  for 
tea,  standing  around.  Now 
we're  always  moving,  always 
on  the  go,  we've  got  to  make 
the  money." 

Outside,  Mr.  Burgess,  driv- 
ing his  cab  near  Piccadilly, 
in  the  center  of  London,  said: 
"The  wintertime  is  the  slow 
season — the  kipper  season, 
wc  call  it.  But  now  look  at  it, 
all  the  American  tourists.  I 
picked  up  two  the  other  day 
and  they  told  me  to  go  to 
Bond  Street  because  they 
wanted  to  buy  some  ties.  I 
said  to  one  of  them:  'Mate, 
go  to  Marks  and  Spencer's, 
take  my  advice.* 

"Well,  they  insisted  on  go- 
ing to  Bond  Street.  After 
three  stores,  they  came  out 
and  said,  'where's  Marks  and 
Spencer?  " 
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New  York  Cabbies 


Poorly  Informed 
Drivers  Are  a 
Problem  Here 

By  RALPH  BLUMENTHAL 

Manya  Starr,  a  film  writer, 
recently  hailed  a  cab  near 
her  apartment  on  East  82d 
Street  and  told  the  driver  to 
take  her  to  CBS  on  West  52d 
Street. 

"Which  way  Is  west?"  the 
•  driver  asked. 

'"My  dear  boy,'  said  I  to 
him,"  recalled  Mrs.  Starr, 
whose  husband,  Roger,  is  the  . 
city's  Housing  and  Develop- 
ment Administrator,  "  'How' 
long  have  you  been  driving 
a  cab?'  He  told  me  he  had 
just  started  that  morning. 
I  mean,  they  don't  prepare 
them  at  all,  they  just  send 
them  out." 

Her  experience  is  being 
shared  by  a  growing  number 
of  New  Yorkers  and  visitors 
as  layoffs  and  an  endemic 
shortage  of  fleet  taxi  drivers 
are  putting  more  and  more 
new  and  inexperienced  cab- 
bies in  the  driver's  seat. 

The  phenomenon,  often 
exasperating  to  impatient 
New  Yorkers  and  incompre- 
hensible to  visitors,  comes  i 
at  a  time  of  growing  com- 
plaints against  cab  drivers 
m  general  here. 

The  number  of  drivers 
cited  by  inspectors,  fleet 
owners  and  citizens  for  of- 
fenses and  infractions  rang- 
ing from  discourtesy  to  , 
cheating,  to  refusing  riders, 
totaled*  30,554  last  year. 
Through  June  this  year  the. 
number  stood  at  nearly  23,000 
and  was  expected  by  the  Taxi 
and  Limousine  Commission 
to  approach  40,00  for  the 
year. 

Ignorance  O.K. 

There  are  36,000  licensed; 
working  cabbies  driving  the 
11,787  medallion  (licensed) 
metered  cabs  here. 

Ignorance  of  the  city-, 
however,  is  a  nonpunishablc- 
offense. 


"It's  a  problem,"  acknowl- 
edged Arthur  Gore,  a  spokes- 
man for  the  fleet  taxi  industry. 
"But  there  is  a  shortage  of 
drivers.  For  a  while  we  had 
18  per  cent  of  our  cabs  sitting 
in  garages  because  of  a  lack 
of  drivers.  We  have  the  op- 
tion of  taking  drivers  off  the 
street  to  teach  them  New 
York  City  or  putting  them  to 
work." 

"Commission  officials  here 
are  aware  of  the  relatively 
exalted  image  and  high  stand- 
ards of  the  London  cabby, 
although  there  is  less  admira- 
tion for  the  famed  London 
taxicab  itself,  which  fleet 
owners  say  fell  apart  on  New 
Yor'c's  cratered  streets  dur- 
ing recent  tests  here. 

"London  and  New  York — 
it's  like  day  and  night,"  said 
Deputy  Commissioner  Rich- 
ard D.  Huttner. 

To  become  taxi  or  limou- 
sine drivers,  applicants  pre- 
sent themselves  at  the  taxi- 
inspection  station  at  45-15 
36th  Street,  Long  Island -City, 
Queens.  There  they  fill  out 
identification  forms,  are  fin- 
gerprinted and  receive  a  rule 
book  for  drivers  and  a  10- 
page  mimeographed  booklet 
listing  168  popular  sites 
about  town  and  29  heavily 
traveled  routes  to  some  key 
locations. 

Where's  Playboy  Club? 

Then,  to  make  sure  the  ap- 
plicants can  speak  English, 
they  are  asked  to  read  a  pas- 
sage from  the  rule  book  to  a 
commission  clerk  and  to  ex- 
plain its  meaning  briefly. 

Finally,  the  applicants  are 
given  a  20-minute  written 
geography  test.  This  consists 
of  describing  the  locations 
of  15  places  such  as  Lord  & 
Taylor,  Temple  Emanu-El  and 
the.  Playboy  Club,  and  giving 
the  routes  to  10  popular  des- 
tinations, such  as  Rockaway, 
Orchard  Beach  and  Bay  Ridge. 

However,  the  applicants 
are  permitted  to  use  their 
10-page  geographical  direc- 
tory to  look  up  the  test  an- 
swers. The  logic  behind  this, 
•  according  to  the  taxi  com- 


mission, is  that  such  an 
open-book  test  teaches  appli- 
cants how  to  use  the  directory 
once  they  become  drivers. 

Applicants  are  considered 
to  have  passed  if  they  get  no 
more  than  one  location  and 
one  route  wrong.  If  they  do 
fail,  they  can  take  the  test 
again,  though  not  on  the 
same  day. 

"If  I  don't  know  how  to 
get  someplace  I'll  just  ask  the 
passenger  how  to  get  there," 
said  Stewart  Stone,  a  21- 
year-old  New  Yorker  ready 
for  a  summer  job  driving  a 
cab  until  it  was  time  to 
return  to  college  at  Michigan 
State  University. 

Stranger  to  Brooklyn 

Mr.  Stone,  interviewed  at 
the  taxi-inspection  station  as 
he  went  through  the  applica- 
tion and  test  process  said  he 
knew  Manhattan  and  the 
Bronx  rather  well  but  the 
other  boroughs  less — "and  I 
haven't  been  to  Staten  Island 
in  10  years."  Still,  he  ex- 
pressed confidence  that  he 
would  have  little  trouble  be- 
cause he  could  always  con- 
sult his  passengers. 

Another  applicant,  Mario 
Gonzalez,  21,  a  college  stu- 
dent who  came  here  from 

Ecuador  six  years  ago  and 
lives  with  his  mother  in  the 
Bronx,  said  that  "people  tell 
me  I  can  earn  lot  of  money 
driving  taxi."  He  acknowl- 
edged that  he  had  never  been 
in  Brooklyn,  but  asked 
whether  he  expected  to  have 
a  hard  time  as  a  cabby,  he 
said  no. 

Another  applicant  the  same 
day,  Eleud  Letellier,  35,  a 
Peruvian  living  in  Flushing, 
Queens,  with  his  wife  and 
four  children,  said  he  learned 
the  city  thoroughly  by  driv- 
ing a  car  for  the  Ex-Lax 
company  but  now  wanted  to 
become  a  cabby. 

"Everybody  he  told  me 
gypsy  car  is  better  for  me," 
Mr.  Letellier  said,  referring 
to  the  unlicensed  cabs  that 
compete  with  the  legal  meter- 
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ed  yellow  tax  s  in  respond  ng 
to  hails  on  the  street.  "But 
this  better  because  I  don't 
put  mortey  for  the  car"  He 
said  he  would  work  for  a 
fleet. 

High  Turnover  Rate 

Commission  officials  said 
they  had  no  exact  figures  on 
the  number  of  applicants  who 
fail  or  drop  out  of  the  licens- 
ing procedure,  but  it  is  ac- 
knowledged that  almost 
everyone  passes.  Last  month, 
for  example,  1,876  applicants 
took  the  test  and  1,780 
passed. 

But  the  turnover  rate  is 
high.  The  commission  sends 
out  40,000  license-renewal 
notices  yearly,  and  only  12,- 
000  respond  and  renew, 
28,000  do  not  respond  and 
25,000  are  new  applicants. 

Among  the  recent  experi- 
ences of  New  Yorkers  with 
taxi  drivers  unfamiliar  with 


the  city  was  that  of  an  East 
Sider  in  a  rush  to  catch  a 
plane  at  La  Guardia  Airport. 

The  cabby  he  hailed  said 
he  knew  only  one  way  to  the 
airport — through  the  Queens 
Midtown  Tunnel.  As  that  was 
out  of  the  way,  the  passenger 
tried  to  guide  them  over  the 
Queensboro  Bridge,  but  he 
succeeded  only  in  getting 
them  lost — and  missing  his 
plane. 

The  taxi  commission  has 
also  been  registering  a  rise  in 
the  number  of  complaints 
against  taxi  drivers,  although, 
as  officials  take  pains  to 
note,  a  number  of  drivers 
are  honored  each  year  by  the 
city  for  acts  of  bravery  and 
uncommon  hospitality. 

Nevertheless,  the  growing 
number  of  complaints  has 
caused  concern  in  the  ailing, 
$200-million-a-year  fleet  taxi 
industry  and  in  the  commis- 
sion, which  recently  lost  half 
its  enforcement  staff  of  70 
inspectors  to  budget  cut- 
backs. . 

The  commission  itself  has 
been  criticized  recently  for 
patronage  appointments  and 
political  favors  that  taxi  in- 
dustry leaders  complain  have 
crippled  the  agency's  ability 
to  deal  with  a  growing  finan- 
cial crisis -among  the  fleets,  a 
crisis  they  say  could  sharply 
cut  taxi  service  here. 

The  complaints  include  re- 
fusals to  take  passengers 
anywhere  in  the  city,  dis- 
courtesy, dirty  cabs,  failure 
to  run  the  meter  ("flag  up" 
cheating),  out-of-cab  solicita- 
tion of  customers,  round- 
about routes,  "horsehiring" 
or  subletting  of  cabs  by  the 
day,  and  even  the  use  of 
taxis  to  deliver  packages. 

Sometimes,  commission  of- 
ficials say,  drivers  will  pre- 
tend not  to  know  how  to  get 
somewhere  to  avoid  a  trip 
to  an  out-of-the-way  spot. 


Which  Way  to  Queens? 

The  other  day,  Jerrold 
Randall,  head  of  the  Olson 
Laboratories  taxi -inspection 
station  in  Long  Island  City, 
hailed  a  cab  on  Second  Ave- 
nue and  60th  Street  for  a  trip 
to  Queens.  The  driver  told 
him  he  did  not  know  how 
to  get  there — despite  the  fact 
that  they  were  in  the  shadow 
of  the  iooming  Queensboro 
Bridge. 

Evidence  of  a  host  of  vio- 
lations is  available  virtually 
nightly  on  the  east  side  of 
Park  Avenue  between  41st 
and  42d  Streets,  where  the 
Carey  airport  buses  pull  up 
every  few  minutes  to  dis- 
charge and  pick  up  passen- 
gers. 

As  confused  visitors  mill 
around  the  bus,  they  are 
eagerly  solicited  by  taxi 
drivers  and  their  associates, 
who  sometimes  seek  to  grab 
passengers'  bags,  urge  them 
into  cabs  or  recommend 
hotels.  One  night  last  week, 
this  welcoming  committee  in- 
cluded two  winos  —  one 
muttering  obscenities — who 
sought  drunkenly  to  steer 
people  into  cabs  for  tips. 
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A  Sampling  From  the  City's  Cabby  Test 


To  become  a  tax  driver,  an  applicant 
must  pass  a  written,  20-minute  test  on  the 
locations  of  key  city  attractions  and  land- 
marks and  routes  to  get  there.  To  pass, 
the  applicant  must- give  correctly  14  of  the 
15  locations  and  9  of  the  I J  routes  asked. 
Following  are  some  sample  questions 
[answers  are  on  Page  43.]: 
Locations 

1.  Hall  of  Fame 

2.  Belmont  Raceway 

3.  2*1  Club 

4.  Brooklyn  Jewish  Hospital 


5.  New  York  Stock  Exchange 

6.  Bronx  Community  College 

7.  New  York  Aquarium 

8.  Trinity  Church 

Routes  from  Manhattan 

1.  Newark  International  Airport 

2.  Brooklyn  Heights 

3.  Westbury  Music  Fair 

4.  Fordham    Road    and    the  Grand 
Concourse. 

5.  Riverdale 

6.  Shea  Stadium 

7.  Co-op  City 

8.  Prospect  Park 


Answers  to  the  City  Cabby  Quiz 

Following  are  the  answers  to  the  sample  questions, 
as  found  in  the  geography  booklet  and  directory  given 
all  applicants,  and  which  they  are  permitted  to  copy 
from  or  consult  during  the  test: 


Locations 

1.  Sedgwick  Avenue  and 
West  181st  Street,  Bronx. 

2.  Hempstead  Turnpike 
and  Cross  Island  Parkway, 
Queens. 

3.  21  West  52d  Street,  be- 
tween Fifth  Avenue  and  the 
Avenue  of  the  Americas, 
Manhattan. . 

4.  555  Prospect  Place, 
Brooklyn. 

5.  Broad  Street,  between 
Exchange  Place  and  Wall 
Street. 

6.  120  East  184th  Street, 
between  Morris  xand  Creston 
Avenues. 

7.  Eighth  Street  and  Surf 
Avenue,  Coney  Island. 

8.  Trinity  Place,  Broadway 
and  Wall  Street 

Routes 

1.  Lincoln  Tunnel  to  New 
Jersey  Turnpike  to  airport 
exit,  or  Holland  Tunnel  to 
Pulaski  Skyway  to  airport 
exit 


2.  Brooklyn  Bridge,  first 
exit  (Adams  and  Tillary 
Streets.) 

3.  Long  Island  Express- 
way to  Exit  38,  connect  on 
Northern  State  Parkway  to 
Exit  34  (Brush  Hollow  Road), 
east  to  Music  Fair. 

4.  East  River  Drive,  Willis 
Avenue  Bridge,  Major  Dee- 
gan  Expressway,  Grand  Con- 
course exit,  north  on  Con- 
course to  Fordham  Road. 

5.  Tenth  Avenue  to  79th 
Street,  to  Henry  Hudson 
Parkway  to  Riverdale. 

6.  Queensboro  Bridge  (59th 
Street),  to  Northern  Boule- 
vard to  Shea  Stadium. 

7.  Franklin  D.  Roosevelt 
Drive  north,  or  First  Avenue, 
to  Willis  Avenue  Bridge,  to 
Bruckner  Expressway,  exit  at 
Bartow  Avenue. 

8.  Manhattan  Bridge,  to 
Flatbush  Avenue  to  Prospect 
Park. 
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